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TRANSACTIONS 

OF 

THE  AMERICAN  SOCIETY  OF 
MECHANICAL   ENGINEERS 

VOLUME?  36—1914 

THE  proceedings  of  the  meetings  of  The  American  Society  of  Me- 
chanical Engineers  for  the  year  1914  are  contained  in  this 
volume,  together  with  an  account  of  the  various  activities  of 
the  Society  for  this  year.  The  papers  and  discussion  presented  at  tlie 
Spring  and  Annual  Meetings  are  given  nearly  in  full^  and  brief 
reference  is  made  to  the  various  local  meetings,  a  more  complete  ac- 
count of  which  will  be  found  in  The  Journal  for  1914.  The  reports 
of  special  committees  received  by  the  Council  during  this  period  and 
ordered  published  are  also  included  and  the  important  events  in  the 
work  of  the  Society  are  recorded  in  the  report  of  the  Council  on 
Page  5.  The  reports  of  the  Standing  Committees  for  the  year  were 
published  in  The  Journal  for  December  1914. 

JAMES  HARTNESS 

James  Hartness,  President  of  The  American  Society  of  Mechanical 
Engineers  for  the  year  1914,  was  born  in  Schenectady,  N.  Y.,  in  1861. 
The  first  twenty  years  were  spent  at  Cleveland,  Ohio,  where  after 
graduating  from  the  public  schools  he  began  practical  work  in  ma- 
chinery buildings  plants.  For  the  next  three  years  he  held  a  position 
as  foreman  of  a  manufacturing  plant  in  Winsted,  Conn.,  and  for  the 
four  years  following,  was  with  a  hardware  manufacturing  plant  in 
Torrington,  Conn.,  where  he  finally  served  as  inventor. 

In  the  fall  of  1888,  Mr.  Hartness  designed  machinery  for  the 
Jones  and  Lamson  Machine  Company  at  Springfield,  Vt.,  and  shortly 
afterward  took  an  active  part  in  the  management  of  this  company.  He 
served  successively  as  superintendent,  manager  and,  for  the  last  dozen 
years,  as  president.    During  this  period  he  has  become  one  of  the  most 
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prominent  nutnuf actiif  6r8  in  New  England  and  one  of  the  most  widely 
known  engineers  in-'the  country,  particularly  in  the  machinery  build- 
ing  industry,  through  the  invention  and  manufacture  of  the  Flat 
Turret  Latl^e  and  of  Various  other  machines  and  tools  for  turning 
metal.  The  fundamental  idea  in  these  machines  has  been  to  produce 
certain  kinds  of  work,  generally  classed  as  engine  lathe  work,  with 
greatet  expedition  and  economy  than  could  be  accomplished  with  the 
engi'h^  lathe.    He  has  taken  out  in  all  over  eighty  American  patents 

ojji'  his  various  inventions. 

•  * . .. 

*  The  Jones  and  Lamson  Machine  Company  with  which  Mr.  Hart- 

'  ness'  engineering  success  has  been  associated,  was  formerly  the  old 
Robbins  and  Lawrence  Company,  started  at  Windsor,  Vt.,  over  sixty- 
five  years  ago.  They  originally  buili  a  general  line  of  machine  tools,  but 
gradually  specialized  on  turret  lathes,  so  that  the  history  of  this  firm 
appears  to  be  practically  the  history  of  the  turret  lathe  itself  from  its 
very  beginning.  Various  features  now  in  conmion  use  were  developed 
from  time  to  time  until  about  188<2  when  the  turret  lathe  had  prac- 
tically become  standardized  in  the  form  of  the  present  high  turret 
machine  of  commerce  with  the  various  features  of  power-feed,  lever- 
operated  back  gears,  etc.,  and  was  being  built  in  sizes  that  were  very 
large  for  those  times.  It  was  then  tending  to  find  its  work  in  the 
engine  lathe  field  rather  than  in  strictly  screw  machine  work. 

The  turret  lathe  remained  stationary  in  its  development  at  this 
point  for  several  years,  until  Mr.  Hartness'  connection  with  the  con- 
cern which  began  in  the  fall  of  1888.  He  at  once  saw  the  possible  de- 
velopment of  the  turret  lathe,  and  inaugurated  a  series  of  improve- 
ments which  brought  it  into  the  field  of  bar  and  shaft  work  of  a  kind 
that  had  previously  been  considered  engine  lathe  work  pure  and 
simple. 

In  studying  the  problem  he  considered  the  merits  of  three  forms 
of  turrets, — the  disk  turret,  the  barrel  turret,  and  the  fiat  turret.  He 
foimd  that  the  disk  turret  had  been  anticipated  by  the  Gray  turret 
lathe  built  on  a  small  scale  some  years  previously  in  Alabama.  He 
patented  the  barrel  turret,  but  did  not  consider  it  as  the  most 
practical  form  for  use  in  the  hands  of  workmen  with  no  especial  train- 
ing for  the  machine.  The  fiat  turret  appealed  to  him  as  meeting  the 
requirements  in  a  practical  way  for  a  broad  extension  of  the  turret 
lathe  field,  making  possible  the  turning  of  long  pieces,  such  as  shafts 
and  spindles,  etc.,  from  the  bar  with  an  accuracy  and  rapidity  not 
previously  possible.     The  form  of  the  turret  permitted  a  firm  tool 
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sorfioe  on  which  the  specialized  turning  tools  could  be  damped ;  and 
wbgi  was  especially  important,  permitted  the  locating  of  the  locking 
pin  directly  under  the  cutting  tool,  instead  of  on  a  very  much  smaller 
diameter,  as  with  the  old-fashioned  form  of  turret.  The  turret  was 
also  gibbed  at  the  outside  on  a  larger  diameter  than  the  location  of  the 
catting  tools. 

The  tools  themselves  were  of  original  construction,  embodying 
principles  now  universally  used  in  all  turret  lathes  for  doing  bar  work. 
The  principal  feature  of  the  improvements  was  the  provision  of  ad- 
justable blades  and  back  rests  in  the  same  holder  to  which  the  severe 
strains  of  cutting  were  thus  confined  without  permitting  deflection 
and  lack  of  truth,  even  in  turning  of  the  most  slender  variety. 

One  interesting  feature  of  Mr.  Hartness'  first  work  on  the  flat 
turret  lathe  may  be  mentioned.  He  was  working  on  a  certain  im- 
portant detail  of  turret  lathe  construction,  and  after  a  long  study  had 
settled  on  a  certain  form  of  mechanism  as  being  the  logical  construc- 
tion. In  looking  through  the  archives  of  the  flrm,  he  found  a  sketch 
of  the  identical  mechanism  made  many  years  previously  by  Mr.  Fred 
Howe,  who  was  the  mechanical  genius  mainly  responsible  for  the 
splendid  line  of  original  design  brought  out  in  the  early  history  of  the 
firm.  After  the  first  natural  feeling  of  disappointment,  Mr.  Hartness 
took  courage  from  the  thought  that  he  had  come  to  the  identical  con- 
clusions reached  by  this  thoroughly  skilled  and  original  mechanic  of 
an  earlier  generation,  and  so  continued  his  work  in  the  development 
of  what  is  now  the  flat  turret  lathe. 

For  several  years  Mr.  Hartness  has  had  as  one  of  his  pleasures  the 
^udy  of  astronomical  subjects  and  in  1910  he  invented  the  turret 
equatorial  telescope,  which  had  as  its  very  practical  object  the  pro- 
tection of  the  astronomer  engaged  in  making  observations  from  the 
ngors  of  a  cold  winter  climate.  This  end  was  attained  without  the 
seriouB  optical  loss  that  had  been  involved  in  previous  designs,  and  is 
generally  considered  a  marked  step  in  advance  which  will  have  an  im- 
portant bearing  on  the  results  obtained  by  astronomers  when  working 
under  severe  climatic  conditions.  One  of  these  instruments  was  built, 
Md  erected  at  his  residence  at  Springfield,  Vt.,  and  formed  the  subject 
0^  a  paper  before  the  Society  at  the  Annual  Meeting  of  1910. 

As  all  of  Mr.  Hartness'  friends  and  acquaintances  know,  he  is  a 
°^  of  strong  individuality,  which  shows  in  everything  his  hand 
Ouches.  The  machines  he  has  designed  could  have  been  designed  by 
^  one  else.  They  will  be  mistaken  by  no  one  for  the  work  of  another 
designer.    The  same  applies  to  the  business  organization  and  methods 
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of  maumgeiDent  of  the  firm  of  which  he  is  the  head.  Madt  of  these 
ideas  hare  been  set  forth  at  some  length  in  his  book,  the  Umnan  Factor 
in  Works  Management. 

Pierions  to  his  election  to  the  presidency  of  the  Sodetj.  Mr.  Han- 
nesB  was  a  Tice^president  and  in  the  absence  of  President  W.  F.  M. 
6oss  served  in  the  capacity  of  president  during  last  summer's  trip 
throngh  Germany.  In  every  city  visited  he  was  called  npon  to  address 
the  German  and  American  engineers. 

Mr.  Uartness  became  a  member  of  The  American  Societr  of  Me- 
chanical  Engineers  in  1SV*1.  He  is  a  fellow  of  the  American  Associa- 
tion for  the  Advancement  of  Science,  and  a  member  of  the  Institnticm 
of  Mechanical  Engineers,  the  Verein  deutscber  Icgenietire,  the  As- 
tronomical and  Astrophysical  Society  of  America,  the  London  As- 
tronomic^ai  Societv.  the  Roval  Arts  Sx^ietv,  Vermont  State  Board  of 
Education,  the  Boston  Chamber  of  Commerce,  and  is  a  vice-Dresident 
of  the  Western  Xew  England  Chamber  of  Commerce-  He  was  eranteii 
the  honorarv  desrrees  of  M.E.  bv  the  Universitv  of  Vemi^Ha:  i:\  Ii*l«.» 
and  M.A.  bv  Yale  Universitv  in  1914. 


ANNUAL  REPORT  OF  THE  COUNCIL 

The  Council  presents  its  annual  report  of  the  activities  of  the 
Society  during  the  year  1914,  although  it  is  possible  to  mention  in 
the  space  permitted  only  the  more  important  and  conspicuous  phases 
of  the  work. 

The  Standing  Conmiittees  have  given  in  detail  the  features  of 
their  activities  for  the  year  in  the  reports  published  in  the  December 
issue  of  The  Journal. 

As  a  development  of  the  Societ/s  work,  sub-committees  of  the 
Committee  on  Meetings  are  active  in  a  great  variety  of  branches  of 
the  engineering  profession,  such  as  the  science  of  administration, 
cement,  fire  protection,  air  machinery,  depreciation  and  obsolescence, 
hoisting  and  conveying,  industrial  building,  iron  and  steel,  machine 
shop  practice,  railroads,  textiles,  and  a  new  committee  on  protection 
of  industrial  workers.  Five  of  these  committees  have  produced  papers 
or  reports  for  the  Annual  Meeting.  It  is  the  expectation  that  even- 
tually all  committees  will  not  only  make  comprehensive  reports  on  the 
progress  of  their  branch  of  engineering,  but  furnish  one  or  more  specific 
papers  of  major  importance  and  it  is  thus  intended  that  the  Transac- 
tions shall  contain  each  v(»ar  an  authoritative  review  of  the  state  of  the 
art 

The  Gas  Power  Section  as  such  has  been  reconstituted  as  a  com- 
"Jiittee,  since  it  has  been  found  that  the  committee  form  lends  itself 
to  more  uniform  and  simple  administration. 

Finances.  The  appropriations  at  the  beginning  of  the  Society 
year  are  limited  to  90  per  cent  of  the  estimated  income.  During  the 
year  just  closed  these  a])j)r()priations  were  increased  on  account  of 
extraordinary  activities,  so  that  the  expenses  of  the  year  amounted  to 
^approximately  95  per  cent  of  the  income. 

Tlie  growth  of  the  Society  during  the  past  year  has  resulted 
ill  a  large  increase  in  receipts  from  initiation  fees.  By  resolution 
'^^  the  Council  instead  of  applying  these  funds  to  defray  the 
wnsiderable  exj)ense  of  bringing  in  the  members,  all  of  the  fees  are 
tleposited  in  a  special  fund  to  retire  certificates  of  in<lel>tedness  issued 
^0  pay  for  the  land  of  the  Society.    We  now  have  four  years'  payments 
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in  hand.  It  has  been  the  policy  of  the  Council  to  pay  all  requests 
on  interest  bearing  dates,  January  and  July,  whether  or  not 
such  requests  exceeded  the  prescribed  payment  of  $6000  per  annunL 
For  this  reason  the  fund  is  allowed  to  accumulate  to  an  amount  suffi- 
cient to  meet  possible  demands,  insuring  the  confidence  of  all. 

Certificates  of  indebtedness  amounting  to  $20,500  have  been  retired 
leaving  $60,300  outstanding;  new  investments  have  been  made  of 
$19,3«6.70.  Though  the  estimated  income  of  1916  will  be  slightly 
larger  than  that  of  1914,  the  appropriations  for  the  coming  year  have 
been  reduced  below  the  expenditures  of  last  year,  as  conservatism  is 
considered  the  wisest  financial  policy  for  this  year  due  to  the  unusual 
conditions.  While  theoretically  all  the  funds  paid  into  the  Society 
are  to  be  converted  into  benefits  for  the  membership  and  the  profession 
generally,  with  the  increasing  membership  and  financial  transactions, 
a  slightly  larger  working  capital  is  necessary  and  a  further  reason  for 
economy  is  thus  obvious. 

Meetings.  The  usual  two  general  meetings  of  the  Society  have 
been  held,  one  in  New  York  in  December  and  the  Spring  Convention 
which  this  year  was  held  in  St.  Paul-Minneapolis,  an  approximate  at- 
tendance of  1400  members  and  guests  at  the  former  and  500  at  the 
latter  were  recorded.  Thirty-eight  papers  were  presented  at  these 
meetings,  not  including  reports  of  professional  committees. 

Local  meetings  under  the  direction  of  the  various  section  com- 
mittees are  now  held  in  13  cities,  viz.,  Atlanta,  Buffalo,  Boston,  Chi- 
cago, Cincinnati,  Los  Angeles,  New  Haven,  New  York,  Milwaukee, 
Minnesota,  Philadelphia,  San  Francisco,  St.  Louis.  The  Council  has 
made  it  a  distinct  policy  to  encourage  the  local  organizations  to  co- 
operate in  every  way  and  to  develop  the  local  engineering  bodies.  The 
programs  of  the  Society  meetings  are  more  than  ever  comprehensive 
and  an  effort  is  being  made  to  secure  in  the  course  of  a  year 
papers  in  each  of  the  principal  branches  of  mechanical  engineering. 

International  Engineering  Congress,  The  governing  boards  of  the 
five  national  engineering  societies  under  whose  auspices  the  Congress 
is  to  be  held  have  recently  reconsidered  all  the  conditions  now  obtain- 
ing throughout  the  world,  and  have  decided  to  continue  the  Congress 
and  to  do  everything  possible  to  make  it  a  success. 

A  committee  has  been  organized  to  undertake  the  reception  of 
visitors  and  arrange  generally  for  the  parties,  routes,  etc.  Dr.  Alex. 
C.  Humphreys  is  Chairman,  W.  M.  McFarland,  Vice-Chairman, 
Charles  Warren   Hunt,   Secretary  and  W.  L.   Saunders,   Treasurer, 
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IxKjal  reception  committees  in  various  centers  will  shortly  be  appointed. 

It  is  expected  that  the  Director,  George  M.  Brill,  who  served  so 

efficiently  in  1904,  1910  and  1913,  on  committees  in  connection  with 

international  meetings,  will  from  now  on  devote  practically  all  his 

time  to  the  organization  of  the  work  throughout  the  United  States. 

The  following  is  the  personnel  of  the  committee  of  this  Society : 
E.  D.  Meier,  Ambrose  Swasey,  Calvin  W.  Rice,  and  George  M.  Brill, 
Director. 

Pan-American  Scientific  Congress.     The  United  States  through 
the  Depariment  of  State  has  arranged  for  a  Pan-American  Scientific 
Congress  to  be  held  in  Washington  in  October  1915,  following  the 
International  Engineering  Congress.    Since  our  Society  assisted  in 
the  earUer  congress  in  1908,  it  is  again  invited.    It  was  recommended 
that  the  same  societies  who  are  patrons  of  the  International  Congress 
^  invited  and  this  the  Department  of  State  has  been  pleased  to  do. 
^e  thns  have  in  this  matter  the  first  occasion  of  which  we  know  where 
^he  Government  has  officially  recognized  the  engineering  societies  as 
'^presenting  the  profession.    It  is  expected  that  the  leading  men  of 
^Jenee  from  all  the  countries  of  North  and   South  America  will 
officially  attend  this  Congress  and  in  turn  our  industrial  concerns  will 
^''aiige  visits  in  connection  with  the  professional  duties,  th\is  de- 
veloping cultural  relations  and  mutual  confidence. 

delations  with  Other  Organizations.  During  the  year  the  Society 
^  been  represented  by  Honorary  Vice-Presidents  at  the  following 
meetings:  Washington  Academy  of  Sciences  in  commemoration  of 
W  J  McOee,  held  in  Washington,  D.  C,  J.  A.  Holmes;  National 
ffivers  and  Harbors  Congress,  Washington,  General  Wm.  H.  Bixby ; 
A^eronautical  Society  Conference  in  December,  Elmer  A.  Sperry; 
Dedication  John  Fitch  Memorial,  and  Atlantic  Deeper  Waterways 
Association,  Major  Wm.  H.  Wiley. 

Representatives  of  the  American  Society  of  Civil  Engineers,  Amer- 
ican Institute  of  Consulting  Engineers,  the  Western  Society  of  Engi- 
neers and  The  American  Society  of  Mechanical  Engineers  in  joint 
conunittee  are  preparing  a  biography  of  the  late  Alfred  Noble  which 
^  to  be  published  uniformly  in  the  proceedings  of  the  various  or- 
^wu^ations  of  which  Mr.  Noble  was  a  member. 

The  Society  is  gradually  extending  its  relations  with  sister  organi- 
^tiong  and  now  exchanges  courtesies  in  the  matter  of  library  and 


\mgrj!aiL  Lxfir.'nic&  af  EkniT'j'.a.  En^maos.  X^w  Tide  die  AmeEicaii 
rascrnix  of  IC.TT.ng  Kng:n>H*r-*.  y-»w  Y-jEc  liie  AnucesL  Socsecj  cf 
♦.17:1  FjigrniH^r^.  y.»w  Y-iCC  liii*  3ti«.:ii  S}«!ietj  of  Crri.  EnjEines^. 
Bi'*gtiicu  M^ss^  "iiH  •Ibaniao'''  •I'.au  LL:rarT.  S^sw  York,  die  CLg^dMni 

BalT.TTirvC^y  B«L.::iiiii;r«i.  ML.  "Lif*  EncT-n-eir?  Ci-ld  of  Fb:ilaiiei.pci&» 
PHTiTaiieipgiA,  Pv  "^  En.g'r.»»f^r?    S^n^Tn^   :l   PsL^sfsnafix.  Harris- 

Hiirzh.  Pa.^  du*  fail  aiiii  Soiel  LiiJCtTTTt?.  Li:cifj:Mu  Fnggrif  die 
LfifjossnA  Rngrnefgjzig  Soimtt.  y*v  <"r:ii»4Z5^  Lt.  "Lie  X«w  York 
Railineri  Cjib.  Xew  Yiri,  the  Pif!ii<!  N' -r±-r-»is:  S>3ety  -rf  Fngrnpega^ 
S^scrle.  Warily  die  Ki^iflescer  En:rl::»^rjEix  S^iiefiT.  BixitaoEr.  5^.  Y^ 
die  Scran^/fi  Ecsrseerr  •'. '.-ih.  Sinzvyc  Pa^  liie  TamaoicicT  CIiLb  of 
%Taciifle.  Srrai'-uefe   N".  Y_  ^Zfi  die  W-jscenL  Sh^kt  *rf  En^roeczi^ 


At  a  meetizLx  bi  I>»csni3«r  G^hetsiraM  Fr.  Bi^mberz  ct  die  ToeiB 
'ierrMcfeff  Ina!'»nieiiTe  *i«ir»aKti  die  Coanfil  oc  mai:3ec5  (xazccnuB^ 
%f*{mKaI  aufi  tuii^^^rrf^  '!fr:esdiJCL  a&i  ai^sd  die  «SBi:scazxce  szid  so^ 
TKsdAns  of  die  5o«!ietT.  Dr.  Alei.  C.  HinnpcreTs.  esAizmaji  <rf  dir 
Srxsety'j  CoTT.m^tt.^e  on  Er.gizegring^  Efcoadon,  jaser  reporced  chfti 
die  Carnegie  FoTuuiadnn  for  die  A-i^ancemeit  of 
tt>  rwwrt  -/H  die  icaCTia  of  gng^eerisg  ^tiTcad*:-!!  in  AmFnirm. 

TltrofMCi  our  iiiidari"^*  a  •^cmzniisee  has  been  fonned  widi 
isicariT<ss  from  man^  orzarizadocs  :o  zaks  tid  die  ciKistdermciaD 
of  a  medii^i  of  ^caziiiar-iizadoci  for  rrapcio  presenraCMn^  Tbe  ap- 
ocdLtmen'is  't  'hia  irimmittee  ar*: 


AMmwaatiisa.  if  P-i^or  X?t>i}a=i'A2i^  Bo6«rt  BL  XoittxqtiKrj 

CboBieal  Surietf ...  A&asii»i«r  Smisk 

EeflBOBEse  AsKKiatimi Walter  S^  €liCiard 

6ai0Cze  Aflfxnatiim -   Cbas.  K  I^v^csp^rt 

IiutztiESe  1-  EUtrzriexL  Eziziiwer?  X.  X  CarW 

lastftnte  -if  y-nfTiz  EzurJ2a?r«  J^i-:  Sj 

lC2du!nia?i<*aI  Si^ii?^  BL  K.  Hmi 

lyy^hafayifa:  AjBO«daicoiL E»r«;ftrfi  L.  T1faac»£te 

SmueCf  if  •Trril  rngji^r*.  E.ijir  Msrbicr]^ 
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American  Society  of  Naturalists J.  Arthur  Harris 

American  Society  of  Testing  Materials F.  £.  Schmitt 

American  Statistical  Association Leonard  P.  Ayres 

Bureau  of  the  Census Joseph  A.  Hill 

Bureau  of  Standards H.  D.  Hubbard 

The  National  Board  of  Fire  Underwriters  have  requested  the  co- 
operation of  this  Society  in  the  standardization  of  piping  for  sprinkler 
apparatus.  The  Council  appointed  Charles  A.  Olson  who  has  been 
chosen  chairman  of  the  committee. 

The  x\merican  Society  for  Testing  Materials  asked  the  appoint- 
ment of  representatives  of  the  Society  on  a  special  conmiittee  con- 
sidering the  modification  of  tlie  Briggs  Standard  for  Pipe  Threads, 
and  Stanley  G.  Flagg,  Jr.,  and  tTohn  C.  Bannister  are  the  appointees. 

Standardization  work  has  been  actively  followed  by  the  com- 
mittees on  flanges;  pipe  tlireads;  boiler  specifications;  dimensions 
in  screw  threads;  threads  for  fixtures  and  fittings;  changes  in  the 
patent  laws  of  the  United  States;  power  tests,  a  most  voluminous 
report  comprising  standard  methods  for  testing  prime  movers  and 
all  types  of  auxiliary  apparatus ;  researches  into  the  subject  of  stand- 
ardization of  safety  valves;  standardization  of  commercial  filters. 

The  Boiler  Code  and  associate  committees  have  given  an  extra- 
ordinary amount  of  time  and  personal  work  to  the  preparation  of  the 
preliminary  report,  which  is  to  be  presented  at  the  Annual  Meeting 
in  December.  They  have  invited  and  arc  receiving  helpful  suggestions 
^d  the  interested  cooperation  of  40  or  more  organizations  includ- 
ing the  railway,  boiler  and  safety  valve?  engineers  all  over  the  United 
States. 

Public  Relations.  The  outcome  of  a  joint  conference  of  members 
of  the  national  engineering  societies,  including  the  American  Institute 
01  Consulting  Engineers,  was  a  resolution  of  the  Council  approving 
^ne  appointment  of  engineers  qualified  by  training  and  experience  for 
positions  on  public  servi(!c  commissions  and  as  heads  of  engineering 
"Apartments  in  national,  city  and  state  governments. 

The  city  of  New  York  asked  this  Society  to  appoint  a  representa- 
tive on  a  special  board  to  pass  upon  the  specifications  and  tests  for  fire 
nose.  By  mutual  agreement  of  the  Council  and  the  Chamber  of  Com- 
merce, H.  deB.  Parsons  was  appointed  to  represent  the  two  organi- 
zations jointly. 

Special  Committees.  The  reports  of  the  Committees  on  Cata- 
logues and  Code  of  Ethics  have  been  completed  this  year. 

Prof.  A.  M.  Greene,  Jr.,  member  of  the  Council  and  professor  of 
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mechanical  engineering  of  Bensselaer  Polytechnic  Institute^  has  been 
appointed  to  fill  the  vacancy  caused  by  the  death  of  Alfred  Noble  on 
the  Conference  Committee  of  the  engineering  societies  in  the  matter 
of  registration  of  engineers. 

Gifts.  Through  the  generosity  of  Henry  Hess,  member  of  the 
Council,  there  have  been  established  two  funds  of  $1000  each,  the 
income  from  which  is  to  be  awarded  for  the  best  paper  by  a  Junior 
member  of  the  Society  and  to  such  two  enrolled  members  of  any 
student  branch  as  contribute  the  best  papers. 

These  are  the  only  prizes  of  this  character  in  the  gift  of  the  So- 
ciety at  tUs  time  and  they  should  stimulate  the  efforts  of  these  two 
classes  of  our  membership. 

J.  S.  Lane  has  loaned  to  the  Society  letters  patent,  which  were 
issued  in  1825  before  the  establishment  of  the  Patent  Office,  and 
bearing  the  signatures  of  John  Quincy  Adams,  President,  and  Henry 
Clay,  Secretary  of  State. 

J.  W.  Lieb  has  given  the  joint  library  of  the  engineering  societies 
a  series  of  most  valuable  volumes  covering  the  work  of  Leonardo  da 
Vinci.  This  generous  and  thoughtful  act  was  a  sequel  to  the  presenta- 
tion by  Mr.  Lieb  at  our  last  Annual  Meeting,  of  a  masterful  address 
on  Leonardo  da  Vinci,  the  Artist,  Philosopher  and  Engineer. 

Publications.  During  the  year  12  numbers  of  The  Journal  have 
been  issued,  one  volume  of  Transactions,  the  Year  Book,  and  a  volume 
of  Condensed  Catalogues. 

The  Foreign  Review  has  been  expanded  and  now  includes  abstracts 
from  the  principal  papers  presented  before  other  professional  and 
learned  societies.  This  review  is  separately  paged  in  each  Journal  so 
that  it  may  be  bound  and  independently  preserved. 

It  had  been  the  plan  to  have  The  Journal  contain  the  Transactions 
and  thus  do  away  with  the  duplicate  publication,  but  to  meet  the 
desires  of  a  substantial  number  of  the  membership,  the  separate  issue  of 
Transactions  in  the  6  by  9  size,  bound  in  half  morocco,  will  be  con- 
tinued for  the  present. 

Membership.  The  net  increase  of  1004  in  the  membership  is 
shown  in  the  diagram  on  the  following  page. 

On  October  1,  1914,  the  membership  in  the  different  grades 
numbered  as  follows:  Honorary  Members  14,  Members  4077,  As- 
sociate-Members 245,  Associates  380,  Juniors  1274. 

Honorary  Membership  was  conferred  upon  A.  F.  Yarrow,  of 
London,  England. 
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There  have  been  41  deaths,  3«8  resignations  and  18  reinstatements. 
In  the  list  of  deaths  we  record  that  of  George  Westinghouse,  Past- 
President  and  Honorary  Member,  and  Alfred  Noble,  member  of  the 
Council.  As  a  special  token  of  respect  and  esteem,  Mr.  Noble's  place 
as  manager  was  left  unfilled  on  the  Council  during  the  balance  of  the 
year. 

The  student  branches  now  number  36,  showing  a  total  enrollment 
of  955.  Three  new  branches  have  been  added  during  this  year. 
The  Society  is  now  represented  at  Armour  Institute  of  Technology, 
Carnegie  Institute  of  Technology,  Case  School  of  Applied  Science, 
Columbia  University,  Cornell  University,  Kansas  State  Agricultural 
College,  Leland  Stanford  Jr.  University,  Lehigh  University,  Massa- 
cliusetts  Institute  of  Teclinology,  New  York  University,  Ohio  State 
University,  Pennsylvania  State  (^ollege,  Polytechnic  Institute  of 
Brooklyn,  Purdue  University,  Rensselaer  Polytechnic  Institute, 
State  Agricultural  College  of  Colorado,  State  University  of  Iowa, 
State  University  of  Kentucky,  Stevens  Institute  of  Technology,  Syra- 
cuse University,  Throop  College  of  Technology,  University  of  Arkan- 
sas, University  of  California,  University  of  Cincinnati,  University  of 
Colorado,  University  of  Illinois,  University  of  Kansas,  University  of 
Maine,  University  of  Michigan,  University  of  Minnesota,  University 
of  Missouri,  University  of  Nebraska,  University  of  Wisconsin,  Wash- 
ington University,  Worcester  Polytechnic  Institute,  Yale  University. 

The  Increase  of  Membership  Committee,  I.  E.  Moultrop,  Chair- 
man, has  continued  the  effective  work  of  the  past,  augmented  by 
hearty  response  from  the  membership.  Only  prominent  engineers 
are  approached  and  are  carefully  selected  by  the  Committee.  The 
influence  of  the  Societv  is  therefore  much  increased  and  at  the  same 
time  representation  in  many  varieties  of  industry  is  secured.  Sub- 
committees with  their  respective  cliairmen,  are  established  at  the 
following  centers:  Atlanta,  Park  A.  Dallis;  Boston,  A.  L.  Williston ; 
Chicago,  P.  A.  Poppenhusen ;  Cincinnati,  J.  T.  Faig;  Cleveland,  R. 
B.  Sheridan;  Detroit,  IT.  H.  Esselstyn :  Los  Angeles,  Orlando  J.  Root; 
New  Haven,  E.  H.  Lockwood;  New  York,  J.  A.  Kinkead;  Philadel- 
phia, T.  C.  McBride;  Rochester,  J.  C.  Parker;  St.  Ijouis,  John 
Hunter;  St.  Paul,  Max  Toltz;  San  Francisco,  Thomas  Morrin; 
Seattle,  R.  M.  Dyer ;  Troy,  A.  E.  Cluett. 

'Employment  Worl'.  The  Secretary's  office  has  placed  at  least  40 
members  during  the  year,  some  in  leading  positions.  We  have  no 
means    of    telling   definitely    about    all    j)()sitions,    as    in    cases    of 
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Dumerous  iDquiries  received  from  firms  wanting  draftsmen  for  tempo- 
rary work,  or  instances  which  frequently  occur  where  a  man  applying 
for  one  position  suits  another  need  of  a  firm  and  is  engaged  for  that. 
The  register  of  available  men  is  made  up  of  members  of  the  Societv. 
ind  of  non-members  who  have  been  personally  introduced  by  members 
of  the  Society. 

The  underlying  motive  of  the  Society's  work  is  service  to  the 
profession,  and  it  is  important  for  the  members  in  general  to  be 
aware  of  the  many  ways  in  which  the  Society  is  carrying  out  this 
purpose  as  well  as  benefiting  its  members  individually.  The  average 
number  of  visitors  in  the  Society  rooms  is  about  forty  a  day. 

Membership  in  the  Society  should  carry  with  it  the  opportunity 
for  work  and  an  increasing  sense  of  responsibility  and  privilege  in 
rendering  service  rather  than  any  personal  advantage  which  may  be 
derived. 


No.  1428 

MEETINGS  JANUARY— JUNE 

MEETINGS  IN  LOCAL  CENTERS 

ST.  PAUL,  JANUAKY   7 

Liecture,  illustrated  by  lantern  slides:  The  American  Baiiroad 
Ditcher,  by  Oliver  Crosby. 

NEW  YORK,  JANUARY   9 

Joint  meeting  with  the  American  Institute  of  Electrical  Engi- 
neers and  the  American  Electro-Chemical  Society.  Symposium  on 
Electrolytic  Deposition  of  Metals.  Papers:  Limitations  of  the  Prob- 
lem of  Electrolytic  Deposition^  Lawrence  Addicks;  Sources  of  Direct 
CuiTent  for  Electro-Chemical  Processes^  by  F.  D.  Newbury,  Mem.Am. 
Inst.E.E..;  and  The  Power  Problem  in  the  Electrolytic  Deposition  of 
Metals,  by  H.  E.  Longwell. 

Itf r.  Longwell's  paper  appears  in  abstract  form  in  The  Journal  for 
July  1914. 

PHILADELPHIA,  JANUARY   17 

Joint  meeting  with  the  Engineers  Club,  preceded  by  a  dinner. 
Paper:   Recent  Locomotive  Development,  by  Geo.  E.  Henderson. 

CHICAGO,  JANUARY   28 

Paper:  Boiler  Tests  with  Illinois  Coal,  by  Bryant  Bannister, 
Ke-wanee,  111.  This  paper  and  the  discussion  were  published  in  ab- 
stract form  in  The  Journal  for  June  1914. 

MILWAUKEE,   FEBRUARY   3 

Paper:  Wuest  Herringbone  Gears,  by  Percy  C.  Day,  published  in 
Transactions,  Vol.  33. 

BOSTON,  FEBRUARY   4 

Joint  meeting  with  Boston  Society  of  Civil  Engineers  and  the 
American  Institute  of  Electrical  Engineers.  Topic :  Recent  Develop- 
ments and  Present  Tendencies  in  Railroad  Work;  Papers:  Rolling 
Stock,  by  Henry  Bartlett,  general  mechanical  superintendent,  Boston 
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&  Maine  R.  R. ;  Electrical  Equipment,  by  Frederic  D.  Hall,  electrical 
engineer,  Boston  &  Maine  R.  R. ;  and  Permanent  Way,  by  A.  B. 
Corthell,  chief  engineer,  Boston  &  Maine  R.  R.  Published  in  abstract 
form  in  The  Journal  for  July  1914. 

ST.    LOUIS,   FEBRUARY  4 

Lecture:   Air  Conditioning,  by  J.  Irvine  Lyle. 

PHILADELPHIA,   FEBRUARY   9 

Joint  meeting  with  the  American  Institute  of  Electrical  Engi- 
neers. Subject :  Business  Training  for  the  Engineer,  by  Dr.  Alex.  C. 
Humphreys,  and  Theodore  L.  Jones,  of  the  Edison  Illuminating  Com- 
pany of  Brooklyn,  N.  Y.  An  account  of  the  meeting  appears  in  The 
Journal  for  March  1914. 

NEW   YORK,   FEBRUARY    10 

Meeting  under  the  joint  auspices  of  the  New  York  Committee  on 
Meetings  and  the  Sub-Committee  on  Railroads.  Paper:  Brake  Per- 
formance on  Modem  Steam  Railroad  Passenger  Trains,  by  S.  W. 
Dudley,  assistant  chief  engineer,  Westinghouse  Air  Brake  Company, 
Pittsburgh,  Pa.  This  paper  is  available  in  pamphlet  form;  and  was 
also  published  in  abstract  form,  together  with  discussion,  in  The  Jour- 
nal for  Xovcmber  1914. 

SAN   FRANCISCO,   FEBRUARY    10 

Topic:  Transportation  of  Crude  Oil  in  Pipe  Lines;  Paper  by 
E.  I.  Dyer,  engineer-in-chief.  Union  Oil  Company  of  California. 
San  Francistx),  on  Xotes  on  the  Flow  of  Oil  in  Pipes.  Published  in 
abstract,  together  with  discussion,  in  The  Journal  for  July  1914. 

MINNEAPOLIS,   FEBRUARY    11 

Illustrated  lecture  by  C.  L.  Pillsbury,  on  the  Construction  and 
Meihanical  Details  of  the  Minnesota  State  Prison  at  Stillwater. 

CINCINNATI,   FEBRUARY    12 

Joint  meeting  with  the  Engineers  Club.  Address,  by  J.  Irvine 
Lyle,  on  Air  Conditioning. 

MILWAUKEE,   FEBRUARY    14 

Paper:  The  Newer  T}pes  of  High  Reduction  Gears,  by  Percy  C. 
Day. 
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ATLANTA,   FEBRUARY    18 

Meeting  of  affiliated  technical  societies,  under  auspices  of  the  En- 
gineering Association  of  the  South.  Paper :  Tlie  Plaza  over  the  Rail- 
roads in  Atlanta's  Business  Center,  by  C.  E.  Kaufman,  in  charge  of 
bridges  and  buildings  in  the  department  of  the  chief  of  construction. 

BUFFALO,   FEBRUARY   26 

Address :  The  Human  Factor  in  Management,  by  James  Hartness, 
followed  by  an  informal  talk  on  the  work  of  the  Society,  by  Calvin  W. 
Rice. 

BOSTON,   MARCH   4 

Annual  dinner  of  tlie  engineering  societies  of  Boston,  held  at  the 
Boston  City  Club.    Addresses  by  Guy  E.  Tripp,  Dr.  A.  E.  Kennelly, 
^-  0.  Mailloux,  James  Hartness,  and  Dr.  M.  W.  Franklin.    A  more 
^^plete  account  appears  in  The  Journal  for  April  1914. 

NEW   YORK,   MARCH    10 

Joint  meeting  with  the  American  Institute  of  Mining  Engineers 
a^id  tlie  American  Electro-Chemical  Society.  Subject:  Color  Photog- 
rapli^^^  with  papers  by  F.  E.  Ives,  Westley  Allison,  C.  W.  Robinson, 
^fl^'  Oeorge  R.  Clifton.  An  extended  account  of  the  meeting  is  given 
'D  THe  Journal  for  April  1914. 

BOSTON,   MARCH    11 

►jmposium  on  Welding.    Papers:   The  Oxy- Acetylene  Process  of 

WelcJiug,  by  Henry  Cave;  Welding  of  Metals  with  Liquid  Fuel,  by 

W.    K.  Best;  The  Thermit  Process  of  Welding,  by  W.  R.  Hulbert; 

anA  "Electric  Welding,  by  W.  A,  Hodges.    An  abstract  of  these  papers 

ap\>ears  in  The  Journal  for  June  1914. 

BUFFALO,   MARCH    12 

Paper:    Safety  Appliances  in  Industrial  Plants,  bv  John   Price 
Jackson. 

PHILADELPHIA,   MARCH    14 

Joint  meeting  with  the  Engineers  Club.     Paper:    Steam  Power 
Plants,  by  I.  E.  Moultrop. 

CHICAGO,   MARCH    18 

Topical  Discussion:   Large  Steam  Power  Plants,  by  1.  E.  Moul- 


tf'ifp,  J.  W,  Parker,  Joho  Httitt«r  and  W.  L.  Abbott.    Published  in 
abirtn/it  fti^rm  in  The  Jonnuil  for  Jane  1914. 

XILWAUKEB,  MAWCn  tl 

All-dajr  meeting.  Morning  teesion:  AddresB  bj  Wm.  Geoarge 
Bmce,  fecretary.  Merchants  and  Manufactarers  Aasociation  of  Mil- 
iraokee  Papers:  Cement  and  Clay  Prodnda  Contrasted,  bj  Alfred 
(K  Crozier;  Historical  Significance  of  the  1907  Wisconsin  Law  for  the 
Kegolation  of  Public  Utilities,  by  Prof.  R.  C.  Disqne.  Afternoon  ses- 
sion. Papers:  Principles  of  Illmnination,  by  John  Hayes  Smith; 
Principles  of  Street  Lighting,  by  Arthur  J.  Sweet  and  Frands  A. 
Vaughn;  Manufacture  of  Pure  Iron  Products,  by  6.  F.  Ahlbrandt; 
the  Measurement  of  Osses  in  Large  Quantities,  by  J.  C.  Wilson; 
Moslem  Machine  Tools,  by  A.  Wood;  and  Development  in  American 
Power  Plant  Machinery,  by  Prof.  A.  6.  Christie.  Evening  session: 
Ijccture  on  Radium,  by  Dr.  Hubert  N.  McCoy. 

BUFFALO^   MARCH   26 

Address :  Mine  Safety  and  Mine  Rescue  Work,  by  H.  M.  Wilson, 
enginccr-in-charge,  IT.  S.  Bureau  of  Mines  Experimental  Station. 

BOSTON,  APRIL  8 

Symposium:  Selective  Package  and  Pneumatic  Conveyors. 
Papers :  Conveyors  of  the  Selective  Type,  by  W.  0.  Hildreth ;  Pneu- 
matic Conveyors,  by  F.  B.  Williams;  Machinery  for  Handling  Small 
Packages,  S.  L.  Haines.  Published  in  abstract  form  in  The  Journal 
for  July  1914. 

BUFFALO,  APRIL   10 

Tvcoturc:   Industrial  Germany,  by  Prof.  L.  P.  Breckenridge. 

CINCINNATI^   APRIL   14 

Meeting  held  by  the  University  of  Cincinnati  Student  Branch  for 
the  Cincinnati  Section.  Lecture:  Flood  Prevention  Work  in  the 
Qreat  Miami  Valley,  by  K.  C.  Grant. 

NEW   YORK,   APRIL   14 

Paper:  Graphic  Statistics  for  the  Engineer  and  the  Executive,  by 
Willard  C.  Brinton. 
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CINCINNATI,   APRIL  25 

Joint  meeting  with  the  Engineers  Club  of  Cincinnati.  Papers: 
Beginning  and  Development  of  the  Machine  Tool  Industry  in  Cin- 
cinnati, by  A.  L.  Jenkins;  Reinforced  Concrete,  by  Ludwig  Eid. 

PBOVIDENOE,  APBIL  2& 

Annual  joint  meeting  with  the  Providence  Association  of  Me- 
chanical Engineers.  Addresses  by  officers  of  the  Society,  followed  by  a 
lecture  on  the  Manufacture  of  Tubing,  by  Harold  T.  Miller,  National 
Tube  Company. 

PHILADELPHIA,  APRIL  30 

Joint  meeting  with  the  Franklin  Institute.  Paper:  Locomotive 
Superheaters  and  Their  Performance,  by  C.  D.  Young. 

NSW  HAVEN,  ICAY   1 

Spring  meeting  of  the  New  Haven  Section.  Subject:  Aeronautics 
^^^  the  Internal-Combustion  Motor. 

ST.   LOXnS,  MAY  4 

Entertainment  to  the  Associated  Engineering  Societies  of  St. 
*^^s.  Lecture:  Through  Qermany  with  the  A.8.M.E.,  illustrated 
^tlx    photographs  taken  during  the  trip,  given  by  Arthur  Seubert. 

SAN   PKANOISCO,   MAY   6 

aper:   Stationary  Diesel  Engine,  by  Herbert  Haas. 

NEW   YOKK,   MAY   12 

Address :  Main  Drainage  and  Sewage  Disposal  Plans  for  the  City 
o!  Xew  York,  by  H.  DeB.  Parsons.  A  more  complete  account  appears 
in  The  Journal  for  June  1914. 

BOSTON,   MAY    13 

Topic:  Boiler  Room  Practice,  by  Chas.  H.  Manning,  W.  G. 
Diman,  I.  E.  Moultrop,  James  D.  Andrew,  E.  Q.  Bailey,  F.  W.  Dean, 
John  A.  Stevens,  and  Henry  Bartlett. 
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CHIOAOO,   MAY   13 

Subject:  Machine  Shop  and  Machine  Tool  Practice,  by  P.  W. 
Gates,  Robert  W.  Hunt,  and  Arthur  M.  Houser. 

CINCINNATI,   MAY   21 

Joint  meeting  with  the  Engineers  Club.  Address :  Municipal  Gov- 
ernment under  the  City  Manager  Plan,  by  Henry  M.  Waite,  manager 
of  the  City  of  Dayton. 

ST.   LOUIS^  JUNE  3 

Paper:  Recent  Developments  in  the  Manufacture  of  the  Diesel 
Engine,  by  H.  R.  Setz.    Published  in  The  Journal  for  December  1914. 

CINCINNATI,  JUNE  4 

Joint  meeting  with  the  Engineers  Club.  Address:  From  Ore  to 
National  Pipe,  by  W.  A.  Phillis,  National  Tube  Company,  Pittsburgh. 

THE  SPRING  MEETING 

The  Spring  Meeting  at  St.  Paul-Minneapolis,  the  first  meeting  of 
the  Society  to  be  held  in  the  "Twin  Cities,"  was  a  decided  success. 
The  attendance  was  unexpectedly  large,  influenced  probably  as  much 
by  the  natural  local  attractions  as  by  the  program  of  professional 
papers.  The  meetings  were  held  from  June  1.6  to  19,  with  head- 
quarters at  the  St.  Paul  Hotel  in  St.  Paul,  there  being  121  members 
registered  and  279  guests,  a  total  of  400.  The  professional  meetings 
were  held  in  the  ball  room  of  the  hotel,  with  the  exception  of  the 
Thursday  forenoon  session,  which  was  held  in  the  Engineering  Build- 
ing of  the  University  of  Minnesota  in  Minneapolis.  The  usual  Friday 
morning  session  was  replaced  by  technical  excursions  which,  in  line 
with  the  present  practice  of  the  Committee  on  Meetings  to  provide 
increased  opportunity  for  social  attractions  at  the  Spring  Meeting, 
did  much  to  add  to  the  pleasure  of  the  meeting. 

The  registration  started  on  Tuesday  afternoon  when  a  large  party 
of  members  arrived  by  special  train  from  the  East  at  4  o'clock.  In 
the  evening  there  were  addresses  of  welcome  by  Governor  A.  O.  Eber- 
hardt,  representatives  of  the  Chamber  of  Commerce  and  the  mayor 
of  St.  Paul. 

At  the  Wednesday  moniiiig  business  meeting  the  overshadowing 
event  was  the  discussion  upon  the  subject  of  boiler  specifications.     A 
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tentative  draft  of  the  Boiler  Code  Committee's  recommendations  had 
been  printed  so  that  its  work  might  be  checked  up  and  revised  before 
submitting  tlie  report  for  general  discussion.  There  had  been  a  pre- 
liminary discussion  of  the  matter  at  Chicago  on  Monday  by  representa- 
tives of  various  organizations,  and  this  discussion  was  continued  at 
the  opening  session  on  Wednesday  morning.  The  result  was  a  resolu- 
tion calling  for  a  public  hearing  to  be  held  in  the  rooms  of  the  Society 
in  New  York  on  September  15,  1914. 

The  papers  presented  at  the  various  technical  sessions  are  given 

in  the  program  accompanying  this  report.     Three  of  these  papers, 

given  at  the  session  held  at  the  University  of  Minnesota,  were  by  local 

engineers,   upon  the  subjects  of  water  power  development  on   the 

Mississippi,  the  handling  of  coal  on  the  Great  Lakes  and  flour  milling. 

At  this  session,  also,  addresses  were  made  by   Honorable  Fred   B. 

Snyder,  Senator  and  Regent  of  the  University,  Prof.  H.  T.  Eddy  of 

the  faculty  of  the  University  and  H.  G.  Reist,  representing  the  Council 

of  the  Society. 

Inmiediately  after  luncheon  on  this  day  the  members  and  guests 
^ent  by  special  train  to  the  residence  of  Mr.  Gebhard  Bohn  on  Lake 
^fjnnetonka  where  the  visitors  were  delightfully  entertained  and  an 
<?^ahorate  program  was  carried  out. 

Tile  usual  Wednesday  evening  lecture  was  on  the  subject  of  ore 
'ia/iclliiig  by  John  Hearding,  superintendent  of  the  Oliver  Iron  Mining 
^'>-  of  Dulutli.  A  number  of  reels  of  films  were  run  off  by  Mr. 
"^^T-ding  who  described  in  a  most  interesting  manner  all  phases  of 
iron    milling  work  on  the  Mesaba  Range. 

T-^he  Local  Committee,  consisting  of  Max  Toltz,  chairman,  C^'has. 

Ij-  I^illsbury,  vice-chairman,  E.  J.  Heinen,  secretary,  Paul  Doty  and 

^-  T^.  Kavanaugh,  had  made  extensive  provision  for  the  comfort  and 

entertainment  of  the  visitors,  and  the  numerous  social  features,  with 

the    various  excursions  to  plants  of   interest  in  the   vicinity,   were 

thoroughly  enjoyed. 

PROGRAM 

Tuesday  Afternoon ^  June  16 
Begistration  of  members  and  guests  at  headquarters,  Hotel  St.  Paul. 

ST.  PAUL 
Tuesday  Evening 

Membership  reunion  and  informal  reception.  Introductory  remarks  hj  the 
elmirman  of  the  Local  Committee,  Max  Toltz.  Welcome  to  Minnesota  by 
Govenior  A.  O.  Eberhardt.     A  response  by  James  Hartness,  President,  fol- 
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profwi'ufm,    bj   Jfldus   /.   HiL.    forajer    T-reEaVESLt    of    t^   Great 


Mormmg,  Jv*^  17 
Brvnat  Mcnm 
pT¥^mBd  mntemdmmXM  to  tW  CuartiUilioa  a»4  acMKLAwxant  of  balkrt  on 
MuwtfjMBU  to  C^  uid  C-ll.    iJneumiom  of  Bcfort  of  Committee  on  FlaB|;«a^ 
Ikport  of  fxmimitu^  on  Boikr  BperilieatioBi. 

PROF£8B^IO^'AL  ftESSION 

PvLTEMiaa*  Coal  B^.-zsjsg  is  tbz  Ctmzst  lN"3>vs7mT.  R.  C.  Cupenter. 
ytsirtMiZEif  Coal  rem  Steam  Mawxsg,  F.  B.  Lov. 

As    ISIfTALLAnOH    FOft    POWDCBED    OOAL    FCKL    ES    LVPUSIMIAL    FumNAClB, 

Wm«  DnHoB  nnd  W.  8.  i^aigkj. 

ToncAJL  Discussox  on*  Powdebid  Fm. 

LAiM^MMd  b>  C  W.  B«k«r.  L.  L.  Hubbard.  JO.  CoatAct.  C.  J   Darxkon.  J.  V.  Calhney. 

ITMiiieMlay  Afternoon 
PROFESSIONAL  SESSIOX 

|yDr;sTBLiL  8mincB  Work  in  Engixeebing  Schools,  /.  W.  Roe. 

fJMg^MUjJ  hy  LP.  Alford.  P.  F.  Walker.  H   L.  Gantc.  C.  W    Rim.  P«ul  Daly.  Jamea  Hart- 

CLAMUFICATIOK  A.VD  HSATDSG  VaLFE  OF  AlCSKICAN  OOALS.  Wnu   Kent. 
UwiT^Mwd  by  P.  F.  Walker.  A.  G.  Chrwtie. 

The  Bailboad  Track  Scale,  W.  Wallace  Bojd. 
Geae  Teetiko  Machine^  Wilfred  Lewis. 

DmtxmmA  by  L.  H.  Neff.  Henry  H««.  P.  F.  WaJker.  A.  G.  Chti*tk> 

A  Flow  Metebing  Appliance,  A.  IL  Levin. 

l>Meuated  by  S.  .M .  Woodward. 

Wednesday  Evening 

Leetnre  on  Iron  Ore  Handling,  with  moving  pietores,  bv  John  Bearding, 
superintendent,  Oliver  Iron  Mining  Company,  Dniuth. 

MINNEAPOLIS 
Thursday  Morning,  June  18 

Opening  addresses  at  University  of  Minnesota,  by  Hon.  Fre«l  B.  Snyder, 
Senator,  and  Begent  of  the  University,  and  Prof.  H.  T.  Eddy,  Emeritus  Dean 
of  the  Graduate  School.  Remarks  by  H.  G.  Reist,  representing  the  Council 
of  the  Society. 

PROFESSIONAL  SESSION 

Power  Development  at  the  High  Dam  Between  Minneapolis  and  St. 
Paul,  Adolph  F.  Meyer. 

The  Handling  of  Coal  at  the  Head  op  the  Great  Lakes,  G.  H. 
Hutchinson. 

Minneapolis  Flour  Milling,  Charles  A.  Lang. 

Thursday  Afternoon 

Luncheon  in  the  Experimental  Engineering  Building. 

Reception  given  by  Mr.  Gebhard  Bohn  at  his  home  on  Lake  Minnetonka. 

Friday,  June  19 
TedniflBl  eseorBions  in  St.  Paul  and  Minneapolis. 
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REPORT  OF  COMMITTEE  ON  CODE  OF 

ETHICS 

A      OENBBAL  PRINCIPLES 

It  is  not  assumed  that  this  code  shall  define  in  detail  the  duties 
and  obUgations  of  engineers  under  all  possible  circumstances.  It  is  an 
axiom  that  engineers  in  all  their  professional  relations  should  be  gov- 
erned by  principles  of  honor,  honesty,  strict  fidelity  to  trusts  imposed 
upon  them,  and  courteous  behavior  toward  all.  The  following  sections 
are  framed  to  cover  situations  arising  most  frequently  in  engineers' 
work. 

It  is  the  duty  of  engineers  to  satisfy  themselves  to  the  best  of  their 
ability  that  the  enterprises  with  which  they  become  identified  are  of 
legitimate  character.  If  an  engineer  after  becoming  associated  with 
an  enterprise  finds  it  to  be  of  questionable  character,  he  should  sever 
his  connection  with  it  as  soon  as  practicable,  avoiding  in  so  doing  re- 
flections on  his  previous  associates. 

B     THE  engineer's  KELATIONS  TO   CLIENT   OR  EMPLOYER 

The  engineer  should  consider  the  protection  of  a  client^s  or  em- 
ployer's interests  his  first  obligation,  and  therefore  should  avoid  every 
act  contrary  to  this  duty.  If  any  other  considerations,  such  as  pro- 
feasional  obligations  or  restrictions,  interfere  with  his  meeting  the 
legitimate  expectation  of  a  client  or  employer,  the  engineer  should  so 
inform  him. 

An  engineer  cannot  honorably  accept  compensation,  financial  or 
otherwise,  from  two  or  more  parties  having  conflicting  interests  with- 
out the  consent  of  all  parties.  The  engineer,  in  whatever  capacity, 
whether  consulting,  designing,  installing,  or  operating,  must  not  ac- 
cept commissions,  directly  or  indirectly,  from  parties  dealing  with  his 
client  or  employer.  The  only  condition  under  which  such  commissions 
niay  honorably  be  accepted  is  when  they  are  given  with  the  full  knowl- 
^ge  and  approval  of  all  parties  concerned. 

Reeommended  by  letter  ballot  of  membershipy  reported  at  the  Spring  Meet- 
^g>  Bt  Panl-MinneapoliSy  June  1914,  of  The  American  Sogisty  of  Me- 
chanical Engineers. 

23 


24  REPORT  ON  CODE  OP  ETHICS 

An  engineer  called  upon  to  decide  on  the  use  of  inventions,  ap- 
paratus, or  anything  in  which  he  has  a  financial  interest,  should  make 
his  status  clearly  understood  by  those  employing  him. 

The  engineer,  in  conformity  with  the  practice  in  other  professions, 
should  not  oflEer  or  execute  a  bond  to  guarantee  the  performance  of  his 
work.  The  client's  reliance  for  the  satisfactory  execution  of  his  work 
should  be  the  professional  reputation  and  experience  of  the  engineer. 

An  engineer  in  independent  practice  may  be  employed  by  more 
than  one  party,  when  the  interests  of  the  several  parties  do  not  conflict ; 
and  it  should  be  understood  that  he  is  not  expected  to  devote  his  entire 
time  to  the  work  of  one,  but  is  free  to  carry  out  other  engagements. 
A  consulting  engineer  permanently  retained  by  a  party,  should  notify 
other  prospective  clients  of  this  affiliation  before  entering  into  relations 
with  them,  if  in  his  opinion,  the  interests  might  conflict. 

Before  any  consulting  engineer  takes  over  the  work  of  another 
consulting  engineer  he  should  ask  the  client  his  reasons  for  desiring 
to  change  engineers  and  unless  the  consulting  engineer  is  entirely  sat- 
isfied that  the  client  has  good  and  sufficient  reasons  for  making  the 
change  he  should  confer  with  the  present  incumbent  before  accepting 
the  wprk. 

Consultations  should  be  encouraged  in  cases  of  doubt  or  unusual 
responsibility.  The  aim  should  be  to  give  the  client  the  advantage 
of  collective  skill.  Discussions  should  be  confidential.  Consulting 
engineers  should  not  say  or  do  anything  to  impair  confidence  in  the 
engineer  in  charge  unless  it  is  apparent  that  he  is  wholly  incompetent 
or  the  interests  of  the  profession  so  require. 

Engineers  acting  as  experts  in  legal  and  other  cases,  in  making 
reports  and  testifying,  should  not  depart  from  the  true  statement  of 
results  based  on  sound  engineering  principles.  To  base  reports  or 
testimony  upon  theories  not  so  founded  is  unprofessional. 

An  engineer  should  make  every  effort  to  remedy  dangerous  defects 
in  apparatus  or  structures  or  dangerous  conditions  of  operation,  and 
should  immediately  bring  these  to  the  attention  of  his  client  or  em- 
ployer. As  failure  of  any  engineering  work  reflects  upon  the  whole 
profession,  every  engineer  owes  it  to  his  professional  associates  as  well 
as  to  himself  that  a  reasonable  degree  of  safety  be  provided  in  all  work 
undertaken. 

C      OWNERSHIP   OF   ENGINEERING   RECORDS   AND   DATA 

It  is  desirable  that  an  engineer  iindortaking  for  others  work  in 
conneittiou  witli  which  he  may  make  improvements,  inventions,  plans, 
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designs  or  other  records  should  first  enter  into  an  agreement  regarding 
their  ownership. 

If  an  engineer  uses  information  which  is  not  common  knowledge 
or  public  property,  hut  which  he  obtains  from  a  client  or  employer, 
resulting  in  plans,  designs,  or  other  records,  these  should  be  regarded 
as  the  property  of  his  client  or  employer. 

If  a  consulting  engineer  uses  only  his  own  knowledge,  or  informa- 
tion, which  by  prior  publication,  or  otherwise,  is  public  property  and 
obtains  no  engineering  data  from  a  client  or  employer,  except  per- 
formance specifications  or  routine  information;  then  in  the  absence 
of  an  agreement  to  the  contrary,  the  results  in  the  form  of  inventions, 
plans,  designs,  or  other  records  should  be  regarded  as  the  property  of 
the  engineer,  and  the  client  or  employer  should  be  entitled  to  their 
use  only  in  the  case  for  which  the  engineer  was  employed. 

All  work  and  results  accomplished  by  an  engineer  in  independent 
practice  in  the  form  of  inventions,  plans,  designs,  or  other  records, 
wiiich  are  outside  of  the  field  of  engineering  for  which  a  client  or  em- 
ployer has  retained  him,  should  be  regarded  as  the  engineer's  property 
unless  there  is  an  agreement  to  the  contrary. 

When  an  engineer  or  manufacturer  builds  apparatus  from  designs 
supplied  to  him  by  a  customer,  the  designs  remain  the  property  of  the 
customer  and  should  not  be  duplicated  by  the  engineer  or  manufacturer 
for  others  without  express  permission.  When  the  engineer  or  manu- 
facturer and  a  customer  jointly  work  out  designs  and  plans  or  develop 
iuTentions,  a  clear  understanding  should  be  reached  before  the  begin- 
ning of  the  work  regarding  the  respective  rights  or  ownership  in  any 
inventions,  designs,  or  matters  of  similar  character,  that  may  result. 

Any  engineering  data  or  information  which  an  engineer  obtains 
from  his  client  or  employer,  or  which  he  creates  as  a  result  of  such 
information,  must  be  considered  confidential  by  the  engineer;  and 
while  he  is  justified  in  using  such  data  or  information  in  his  own 
practice  as  forming  part  of  his  professional  experience,  its  publication 
without  express  permission  is  improper. 

Designs,  data,  records  and  notes  made  by  an  employe  and  referring 
exclusively  to  his  employer's  work,  should  be  regarded  as  his  employer's 
property. 

A  customer,  in  buying  apparatus,  does  not  acquire  any  right  in 
its  design,  but  only  the  use  of  the  apparatus,  purchased.  A  client  does 
not  acquire  any  right  to  the  plans  made  by  a  consulting  engineer 
except  for  the  specific  case  for  which  they  were  made,  unless  there  is 
an  agreement  to  the  contrary. 
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D     THE  BNOINSER^S  RELATIONS  TO  THE  PUBLIC 

The  engineer  should  endeavor  to  assist  the  public  to  a  fair  and 
correct  general  understanding  of  engineering  matters,  to  extend  the 
general  knowledge  of  engineering,  and  to  discourage  the  appearance 
of  untrue,  unfair  or  exaggerated  statements  on  engineering  subjects 
in  the  press  or  elsewhere,  especially  if  these  statements  may  lead  to,  or 
are  made  for  the  purpose  of,  inducing  the  public  to  participate  in  un- 
worthy enterprises. 

Technical  discussions  and  criticisms  of  engineering  subjects  should 
not  be  conducted  in  the  public  press,  but  before  engineering  societies 
or  in  technical  publications. 

It  is  desirable  that  the  first  technical  descriptions  of  inventions, 
or  other  engineering  advances,  should  not  be  made  through  the  public 
press,  but  before  engineering  societies  or  through  technical  pub- 
lications. 

It  is  unprofessional  to  give  an  opinion  on  a  subject  without  being 
fully  informed  as  to  all  the  facts  relating  thereto  and  as  to  the  purposes 
for  which  the  information  is  asked*  The  opinion  should  contain  a 
full  statement  of  the  conditions  imder  which  it  applies. 

Engineers  engaged  in  private  practice  should  limit  their  adver- 
tising to  professional  cards  and  modest  signs  in  conformity  with  the 
practice  of  other  professions. 

E      THE  engineer's   RELATIONS  TO   THE  ENGINEERING   FRATERNITY 

The  engineer  should  take  an  interest  in  and  assist  his  fellow  engi- 
neers by  exchange  of  general  information  and  experience,  by  instruc- 
tion and  similar  aid,  through  the  engineering  societies,  the  engineering 
schools,  or  other  means.  He  should  endeavor  to  protect  all  reputable 
engineers  from  misrepresentation. 

The  engineer  should  take  care  that  credit  for  engineering  work  is 
attributed  to  those  who,  so  far  as  his  knowledge  of  the  matter  goes, 
are  the  real  authors  of  such  work. 

Criticism  of  the  work  of  one  engineer  by  another  should  be  broad 
and  generous  with  the  facts  plainly  stated.  The  success  or  failure  of 
one  member  reflects  credit  or  discredit  on  the  whole  profession. 

The  attitude  of  superiors  toward  subordinates  should  be  that  of 
helpfulness  and  encouragement.  The  attitude  of  subordinates  to  su- 
periors should  be  one  of  loyality  and  diligent  support.  The  treatment 
of  each  by  the  other  should  be  open  and  frank. 
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The  attitude  of  an  engineer  toward  contractors  should  be  one  of 
helpful  cooperation.  Tact  and  courtesy  should  be  combined  with 
firmness.  An  engineer  should  hold  a  judicial  attitude  toward  both 
parties  to  a  contract  for  the  execution  of  which  he  is  responsible. 

An  engineer  in  responsible  charge  of  work  shoidd  not  permit  non- 
technical persons  to  overrule  his  engineering  judgment  on  purely  en- 
gineering grounds. 

F      INTERPRETATION 

If  two  or  more  engineers^  members  of  this  Society^  disagree  as  to 
the  interpretation  of  this  Code,  or  as  to  the  proper  rules  of  conduct 
which  should  govern  them  in  professional  relations  to  each  otiier,  they 
may  agree  to  refer  the  matter  to  a  standing  committee  of  the  Society 
on  the  interpretation  of  the  Code.  Each  party  shall  submit  a  state- 
ment of  his  position  in  writing,  and  the  committee  shall  render  a 
decision.  A  permanent  record  shall  be  made  of  the  cases  so  submitted 
and  decided. 

Amendments  or  additions  to  this  Code  may  be  made  by  the  stand- 
ing committee  on  interpretation  of  the  Code,  subject  to  the  approval 
of  the  Council. 

Respectfully  submitted, 

Charles  W.  Baosr,  Chmn.  J  Members 
Charles  T.  Main  r   of 

E.  D.  Meier  >   Committee  on 

Spencer  Miller  I    Code  of 

C.  B.  Richards  I  Ethics 
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REPORT    OF     THE     COMMITTEE     ON 
STANDARDIZATION  OF  FLANGES 

The  American  Standard.    Recommended  for  Adoption  January 
1,  1914  AND  Revised  to  March  7  and  20,  1914. 

The  Committee  on  Standardization  of  Flanges  of  The  American 
Society  of  Mechanical  Engineers  has  presented  the  following  report 
on  a  standard  for  pipe  flanges,  fittings,  and  their  bolting,  together 
with  a  recommendation  in  regard  to  minimum  thickness  of  wall  in 
cast-iron  pipe. 

2  This  new  standard  was  arrived  at  after  a  long  series  of  confer- 
ences with  the  Manufacturers*  Committee,  and  is  a  compromise,  con- 
sistent with  good  engineering  practice,  between  the  1912  U.  S.  Stand- 
ard heretofore  recommended  by  the  Society's  committee  and  the  Manu- 
facturers* Standard  adopted  in  1912. 

3  In  addition  to  the  adoption  of  the  compromise  standard,  the 
coDMnittee,  in  conjunction  with  the  Manufacturers'  Committee,  have 
extended  the  standard  weight  or  low-pressure  sizes  from  30  in.  to  100 
in.,  in  order  to  provide  for  the  large  sizes  now  called  for  in  connection 
with  steam-turbine  installations,  etc.,  and  have  also  extended  the  extra 
heavy  or  high-pressure  sizes  from  24  in.  to  48  in.,  in  order  to  take 
care  of  high-pressure  water  mains. 

4  The  Committee  believe  that  the  compromise  standard  here  pre- 
sented combines  all  the  advantages  of  the  1912  U.  S.  Standard  with 
the  best  points  in  the  Manufacturers'  Standard,  and,  owing  to  the 
extension  from  30  in.  to  100  in.  in  the  low-pressure  and  from  24  in. 
to  48  in.  in  the  high-pressure  sizes,  gives  much  more  consistent  di- 
mensions and  stresses  in  the  larger  sizes. 


Presented  at  the  Annual  Meeting,  New  York  1913,  of  The  American  So- 
ciETT  OF  Mechanical  Engineers,  and  subsequently  revised. 
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FLANGES   AND  BOLTS 

5  General  Generally  speaking,  in  so  far  as  flanges  and  bolting 
are  concerned,  the  1912  TJ.  S.  Standard  125-lb.  schedule,  sizes  1  in.  to 
30  in.  inclusive,  remains  almost  unchanged.  Nearly  all  of  the  altera- 
tions to  the  flanges  and  the  bolting  of  the  250-lb.  1912  IT.  S.  Standard, 
1  in.  to  24  in.  inclusive,  are  the  result  of  compromises  with  the  Manu- 
facturers^ Standard,  and  when  taken  in  connection  with  new  addi- 
tional sizes,  26  in.  to  48  in.  inclusive,  form  a  more  regular  design  than 
would  have  occurred  had  the  Manufacturers^  sizes  been  accepted  with- 
out compromise. 

6  Fig.  13  shows  a  curve  of  bolt  stresses  for  present  and  additional 
250-lb.  sizes,  1  in.  to  48  in.  inclusive,  as  are  now  finally  worked  out. 
Fig.  16  contains  comparative  bolt  stress  curves  of  125-lb.  size,  1  in. 
to  30  in.,  and  260-lb.,  1  in.  to  24  in.,  for  the  Manufacturers'  Stand- 
ard of  October  1912,  the  1912  TJ.  S.  Standard,  and  the  proposed 
x\.merican  Standard.  It  will  be  plainly  seen  from  the  more  regular 
form  of  curve  that  the  new  American  Standard  is  better  than  either 
of  the  other  two.  The  bolt  stress  curve  at  the  4-in.,  22-in.  and  24-in. 
sizes  of  the  125-lb.  standard  have  been  made  less  abrupt.  The  one 
for  the  260-lb.  standard  at  the  14-in.,  16-in.,  18-in.,  20-in.,  22-in. 
and  24-in.  sizes  shows  the  compromise  more  in  favor  of  the  1912  TJ.  S. 
Standard  than  that  of  the  Manufacturers^  and  at  the  same  time,  as 
before  stated,  connecting  better  with  the  curve  for  new  additional 
sizes. 

7  Bolt  Circles,  The  only  1912  U.  S.  bolt  circle  changed  was  on 
the  250-lb.  10-in.  size.  This  was  changed  from  15%  in.  to  15^  in. 
in  diameter,  as  a  result  of  a  conference  with  the  Manufacturers*  Com- 
mittee. The  Manufacturers'  Committee  adopted  the  1912  TJ.  S. 
Standard  bolt  circles  for  the  250-lb.  14-in.,  15-in.,  18-in.,  20-in.,  22-in. 
and  24-in.  pipe  sizes,  changing  in  each  case  their  October  1912 
Standard  to  do  so. 

8  Flange  Diameters.  Regarding  flange  diameters,  the  250-lb. 
9-in.  and  10-in.  sizes  were  changed  to  suit  the  Manufacturers'  sched- 
ule. Sizes  12-in.,  14-in.,  15-in.,  16-in.,  18-in.,  and  20-in.  were  also 
changed  and  form  a  fair  compromise  between  the  1912  TJ.  S.  and 
the  Manufacturers'  Standards.  The  American  Standard  flange 
diameters  for  the  22-in.  and  24-in.  pipe  sizes  are  identical  with  those 
of  the  1912  TJ.  S.  Standard,  the  Manufacturers'  Committee  changing 
their  own  standard  to  adopt  same.  Nearly  all  of  these  changes  were 
made  to  suit  the  changed  diameters  of  bolts  before  mentioned. 
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9  Flange  Cross-Sections.  Every  effort  has  been  made  to  grade 
all  sizes  as  uniformly  as  was  found  consistent  with  sudden  changes 
in  the  number  of  bolts  necessary  to  allow  of  flanges  turning  on  90-dQg. 
angles. 

10  Bolt  Diameters,  126'Lb.  Working  Pressure.  Changes  which 
were  made  to  the  1912  IT.  S.  12i5-lb.  Standard  are  as  follows:  the  % 
in.  diameter  of  bolt  for  the  4-in.  size  was  made  %  in.,  making  it 
conform  to  the  Manufacturers'  Standard.  The  bolts  on  the  !^2-in. 
and  24-in.  sizes  were  increased  from  1^  in.  to  1^  in.  diametei^ 
(American  Standard).  These  changes  were  made  to  imptove  the 
conformity  of  the  stress  curve. 

11  250-Lb.  Working  Pressure.  The  changes  made  to  the  1912  U. 
S.  250-lb.  Standard  are  shown  on  Fig.  16,  as  follows :  The  1%  in. 
diameter  of  bolt  for  the  14-in.  size  is  now  1%  in.  The  1%  in.  for  the 
l^in.  and  13-in.  sizes  is  changed  to  V/^  in.  The  V/2  in.  diameter 
for  the  20-in.  size  is  made  1%  in.  In  meeting  the  requirements  of 
the  American  Standard,  the  Manufacturers'  Conmiittee  changed  their 
holt  diameters  for  the  12-in.,  14-in.,  15-in.,  16-in.,  18-in.,  20-in.,  22- 
in.  and  24r-in.  pipe  sizes. 

12  Changes  in  Number  of  Bolts.  The  number  of  bolts  on  the 
^-in.  and  24-in.  sizes  was  changed  from  28,  in  the  1912  U.  S.  and 
the  Manufacturers'  Standards,  to  24,  to  agree  with  the  American 
Standard. 

FLANGED  FITTINGS 

1  In.  to  30  In.  in  Diameteb  for  125  Lb.  and  1  In.  to  24  In.  fob  250  Lb. 

Working  Pressure  per  Sq.  In. 

13  The  new  schedule  adopted  by  the  A.SJ1I.E.  Committee  will 
'>e  known  as  the  American  Standard  (effective  January  1,  1914)  and 
18  made  up  of  dimensions,  many  of  which  are  common  to  both  the 
1^12  TJ.  S.  Standard  and  the  Manufacturers^  Standard  of  October  1, 
1^12.  The  remaining  dimensions  were  suggested  by  the  Manufac- 
^^u^*  Committee  as  changes  to  their  own  standard  of  October  1912, 
^  an  attempt  to  approach  the  1912  TJ.  S.  Standard  as  closely  as  poB- 
^ble,  and  at  the  same  time  to  admit  of  making  use  of  many  of  their 
P^nt  patterns.  As  the  suggestions  of  the  Manufacturers  did  not 
Involve  any  question  of  strength,  and  as  the  variations  from  the  1912 
U.  S.  Standard  were,  for  the  most  part,  slight  (as  shown  by  com- 
parative curves  of  face  to  face  dimensions,  Figs.  17-26,  inclusive),  it 
^ag  considered  advisable  by  the  A.S.M.E.  Conmiittee  to  adopt  these 
suggestions. 
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14  Addiiionai  Sizes.  Additional  sizes  of  125-lb.  flanged  fittings^ 
32  in.  to  100  in.  inclusive,  and  250-lb.,  26  in.  to  48  in.  inclusive, 
were  worked  up  in  schedule  form  by  the  Manufacturers'  Committee 
and  presented  for  the  consideration  of  the  A.S.M.E.  Committee.  The 
A4S.M.E.  additional  flange  and  bolting  sizes  were  all  incorporated  in 
the  designs  for  these  fittings.  Curves  of  center  to  face  dimensions 
were  then  worked  up  in  connection  with  the  present  standard  sizes 
and  were  found  by  the  A.S.M.E.  Committee  to  form  a  complete  and 
uniform  design. 

15  Interchangeability,  On  all  reducing  tees  and  crosses  from  1 
in.  to  16  in.  inclusive,  the  center  to  face  dimension  of  the  various  out- 
lets is  the  same  on  fittings  of  the  same  size  run.  For  sizes  18  in.  and 
up  interchangeability  exists  in  two  classes,  one  for  short  body  and  also 
one  for  long  body  patterns. 

Example:  AU  center  to  face  dimensions  of  a  5-in.  by  5-in.  by  1-in.  tee  are 
the  same  as  a  5-in.  by  5-in.  by  5-in.  tee  and  are  interchangeable  with  any 
combination  of  5-in.  cross. 

16  Cast-iron  Pipe  Wall  Thicknesses.  In  connection  with  the 
flange  and  fittings  schedules,  it  was  considered  desirable  to  determine 
a  minimum  for  pipe  wall  thicknesses,  for  125-lb.  sizes,  1  in.  to  100 
in.,  and  250  lb.  I  in.  to  48  in.  Accordingly,  curves  "A/*  125  lb.,  and 
"C,^^  250  lb.,  Fig.  15,  were  plotted  from  a  formula  adopted  July  18, 
1894,  by  the  Committees  of  the  A.S.M.E.  and  the  Master  Steam  and 
Hot  Water  Fitters  Association  for  75-lb.  and  200-lb.  flange  schedule. 
The  thicknesses  derived  from  this  formula  were  found  to  be  some- 
what thinner  than  those  in  use  with  the  manufacturers.  The  formula 
was  then  increased  by  a  constant  of  1.2,  curves  "B*^  125  lb.,  and  *^D** 
250  lb..  Pig.  15,  showing  results.  The  125-lb.  curve  of  the  Manu- 
facturers' sizes  coincides  with  curve  "B"  for  all  standard  sizes, 
except  the  30-in.,  which,  together  with  additional  sizes  32  in. 
to  48  in.,  call  for  a  gradual  increase  in  thicknesses.  However, 
thicknesses  for  the  American  Standard  have  been  taken  from  curve 
"B."  The  250-lb.,  curve  "D,"  closely  follows  that  of  the  Manufac- 
turers, and  has  also  been  embodied  as  part  of  the  new  standard.  The 
straight  thin  lines  passing  through  these  curves  and  intersecting  ordi- 
nates  erected  upon  a  horizontal  at  points  distant  from  an  origin  equal 
to  inside  diameter  of  pipes  represent  the  actual  formula.  The 
length  of  each  ordinate  between  the  formula  and  the  horizontal  lines 
is  the  theoretical  thickness  of  each  pipe  wall. 

17  Pipe  Wall  Stresses.     The  stresses  in  pipe  walls  given  in  the 
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new  American  Standard  schedules.  Tables  1  and  2  (125-lb.  and  250- 
Ib.),  are  calculated  by  the  following  formula  in  customary  use  for 
low  pressures : 

where 

D  =  inside  diameter  of  pipe 
t  =  thickness  of  pipe 
p  =  working  pressure  per  sq.  in. 
OT  more  simply 

where 

f  =:  inside  radius  of  pipe. 
18  The  highest  stress  was  found  to  be  2000  lb.  per  sq.  in.  on  the 
250-lb.  46-in.  and  48-in.  pipe  walls,  giving  a  factor  of  safety  of  about 
10.  A  comparison  of  pipe  wall  stresses  corresponding  to  thicknesses 
given  by  curves  "A,"  "B/'  "C/^  and  "D/^  Fig.  15,  was  worked  up 
in  logarithmic  form  based  on  the  formula  given  above.  It  will  be 
Ken  that  pipe  wall  stresses  derived  from  curves  of  thicknesses  ^^B''  and 
*Ty^  give  lower  rates  of  stresses  than  obtained  from  curves  "A"  and 

EXPLANATORY  NOTES 

a  Standard  and  Extra  Heavy  Reducing  Elbows  carry  same  dimensions 
center  to  face  as  regular  Elbows  of  largest  straight  size. 

h  Standard  and  Extra  Heavy  Tees,  Crosses  and  Laterals,  reducing  on 
run  only,  carry  same  dimensions  face  to  face  as  largest  straight  size. 

e  If  Flanged  Fittings  for  lower  working  pressure  than  125  lb.  are  made, 
they  shall  conform  in  aU  dimensions  except  thickness  of  shell,  to  this 
standard  and  shaU  have  the  guaranteed  working  pressure  cast  on 
each  fitting.  Flanges  for  these  fittings  must  be  of  standard 
dimensions. 

d  Where  long  radius  fittings  are  specified,  it  has  reference  only  to  El- 
bows which  are  made  in  two  center  to  face  dimensions  and  to  be 
known  as  Elbows  and  Long  Radius  Elbows,  the  latter  being  used 
only  when  so  specified. 

e  AU  standard  weight  fittings  must  be  guaranteed  for  125-lb.  working 
pressure  and  extra  heavy  fittings  for  250-lb.  working  pressure,  and 
each  fitting  must  have  some  mark  cast  on  it  indicating  the  maker 
and  guaranteed  working  steam  pressure. 

/  AU  extra  heavy  fittings  and  flanges  to  have  a  raised  surface  of  1/16  in. 
high  inside  of  bolt  holes  for  gaskets. 

Standard  weight  fittings  and  flanges  to  be  plain  faced. 
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Bolt  holes  to  be  %  in.  larger  in  diameter  than  bolts. 

Bolt  holes  to  straddle  center  line. 

g  Size  of  all  fittings  scheduled  indicates  inside  diameter  of  ports. 

h  The  face  to  face  dimension  of  reducers,  either  straight  or  eccentric, 
for  all  pressures,  shall  be  the  same  face  to  face  as  given  in  teble  of 
dimensions. 

i   Square  head  bolte  with  hexagonal  nuts  are  recommended. 

For  bolts,  1%  in.  diameter  and  larger,  studs  with  a  nut  on  each  end  are 
satisfactory. 

Hexagonal  nuts  for  pipe  sizes  1  in.  to  46  in.,  on  125-lb.  standard,  and 
1  in.  to  16  in.  on  250-lb.  standard  can  be  conveniently  pulled  up 
with  open  wrenches  of  minimum  design  of  heads.  Hexagonal  nuts 
for  pipe  sizes  48  in.  to  100  in.  on  125-lb.  and  18  in.  to  48  in.  on 
250-lb.  standards,  can  be  conveniently  pulled  up  with  box  or  socket 
wrenches. 

j  Twin  Elbows,  whether  straight  or  reducing,  carry  same  dimensions 
center  to  face  and  face  to  face  as  regular  straight  size  ells  and  tees. 

Side  Outlet  Elbows  and  Side  Outlet  Tees,  whether  straight  or  reducing 
sizes,  carry  same  dimensions  center  to  face  and  face  to  face  as 
regular  tees  having  same  reductions. 

k  Bull  Head  Tees  or  Tees  increasing  on  outlet,  will  have  same  center  to 
face  and  face  to  face  dimensions  as  a  straight  fitting  of  the  size  of 
the  outlet. 

I  Tees  and  Grosses  16  in.  and  down,  reducing  on  the  outlet,  use  the 
same  dimensions  as  straight  sizes  of  the  larger  port. 

Size  18  in.  and  up,  reducing  on  the  outlet  are  made  in  two  lengths  de- 
pending on  the  size  of  the  outlet  as  given  in  the  table  of  dimensions. 

Laterals  16  in.  and  down,  reducing  on  the  branch,  use  the  same  dimen- 
sions as  straight  sizes  of  the  larger  port. 

m  Sizes  18  in.  and  up,  reducing  on  the  branch,  are  made  in  two  lengths 
depending  on  the  size  of  the  branch  as  given  in  the  table  of  di- 
mensions. 

The  dimensions  of  reducing  flanged  fittings  are  always  regulated  by  the 
reductions  of  the  outlet  or  branch.  Fittings  reducing  on  the  run 
only,  the  long  body  pattern  will  always  be  used. 

T's  are  special  and  are  made  to  suit  conditions. 

Double  sweep  tees  are  not  made  reducing  on  the  run. 

n  Steel  Flanges,  Fittings  and  Valves  are  Becommended  for  Superheated 
Steam. 

19     A  series  of  tables,  curves  and  flange  sections,  which  explain 
themselves,  accompany  this  report  and  are  listed  as  follows: 
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LIST  OP  TABLES  AND  CHARTS 
Flanges,  American  Standard,  Efpectivb  January  1,  I9I4 

I25-LB.   WORKING   PRESSURE 

Table  I     Schedule  of  Standard  Pipe  Flanges,  fn>m  I  in.  to  100  in. 
Log  Chart  of  Pipe  Wall  Stresses 
Diagram  of  Pipe  Wall  Thicknesses 
Diagram  of  Pipe  Wall  Stresses 
Diagram  of  Flange  and  Bolt  Circle  Diameters 
Diagram  of  Flange  Thicknesses 
Diagram  of  Bolt  Stresses 
Clearances  between  Corners  of  Hexagonal  Nuts 

250-LB.   WORKING   PRESSURE 

Schedule  of  Extra  Heavy  Pipe  Flanges,  from  1  in.  to  48  in. 

Log  Chart  of  Pipe  Wall  Stresses 

Chart  of  Pipe  Wall  Thicknesses 

Chart  of  Pipe  Wall  Stresses 

Diagram  of  Flange  and  Bolt  Circle  Diameters 

Diagram  of  Flange  Thicknesses 

Diagram  of  Bolt  Stresses 

Clearances  between  Corners  of  Hexagonal  Nuts 

Comparisons   between   1912   U.   S.   Standard,   Manufacturers'   Standard 
October  1,  1912,  and  American  Standard,  Effective  January  1,  1914 

125-LB.  and  250-LB.  working  pressure 

Fig.  15     Comparison  of  Pipe  Thicknesses,  viz.,  1912  U.  S.,  1914  American  and 

Manufacturers'  Standards 
Fig.  16    Standard  Types  of  Flange  Fittings  Dimensioned  in  Tables  3  and  4 
Fig.  17    Comparison  of  1912  U.  S.,  1914  American  and  Manufacturers'  Stand- 
ards, where  they  differ 

Fittings,   Comparisons   between    1912   U.   S.   Standard,   Manufacturers' 
Standard  October  1,   1912,   and  American   Standard,  Effective 

January  1,  1914 

125-lb.  working  pressure 

Fig.  18  Diagram  of  Ells,  Tees  and  Crosses 

Fig.  19  Diagram  of  Long  Radius  Ells 

Fig.  20  Diagram  of  45-Deg.  Ells 

Fig.  21  Diagram  of  Laterals 

Fig.  22  Diagram  of  Reducers 


Fig. 

1 

Pi«. 

2 

Pig. 

3 

Fig. 

4 

Pig. 

5 

Fi«. 

6 

Rg. 

7 

Table  2 

Pig. 

8 

Pig. 

9 

Pig. 

10 

Pig. 

11 

Pig. 

12 

Pig. 

13 

Pig. 

14 
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250-LB.  WORKTKO  PRES8UBX 

Fig.  23  Diagram  of  Ells,  Tees  and  Crosses 

Fig.  24  Diagram  of  Long  Radius  Ells 

Fig.  25  Diagram  of  45-Deg.  Ells 

Fig.  26  Diagram  of  Laterals 

Fig.  27  Diagram  of  Reducers 

American  Standard,  Effegtivb  January  1,  1914 

125-lb.  working  pressure 

Tables     Standard  Flanged  Fittings 

Fig.  28    Reducing  Tees  and  Grosses,  Long  and  Short  Bodies 

Fig.  29    Reducing  Laterals,  Long  and  Short  Body  Patterns 

250-LB.   WORKING  PRESSURE 

Table  4    Extra  Heavy  Flange  Fittings,  Straight  Sizes 
Fig.  30    Reducing  Tees  and  Grosses,  Long  and  Short  Bodies 
Fig.  31     Reducing  Laterals,  Long  and  Short  Body  Patterns 
Fig.  32    Comparison  of  Pipe-Wall  Stresses  corresponding  to  Thicknesses  given 
by  curves  in  Fig.  15 


The  Committee  recommends  the  adoption  of  this  American  Stand- 
ard, January  1,  1914. 

Respectfully  submitted, 

H.  G.  Stott,  Chmn,    \  Members 

A.  G.  ASHTON  /  of 

A.  R.  Baylis  )  Committee  on 

Wm.  ScHWANHAUSSEaik  StandardiBotion 
J.  P.  Sparrow  )  of  Flanges 

W.  M.  MoFarland,  member  of  the  Committee,  heartily  concurs  in 
the  above  report  except  that  he  would  like  to  see  the  principle  of  in- 
terchangeability  carried  out  as  far  as  practicable. 


The  report  as  here  published  is  revised  to  March  7  and  20,  1914. 
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SYMPOSIUM  ON  POWDERED  FUEL 

No.  1431  a 

PULVERIZED  COAL  BURNING  IN  THE 

CEMENT  INDUSTRY 

By  B.  C.  Carpenter,  Ithaoa,  N.  Y. 
Member  of  the  Society 

The  process  of  burning  powdered  coal  has  been  developed  in  but 
few  arts  and  only  in  relation  to  certain  types  of  furnaces.  For  more 
than  30  years  various  schemes  for  burning  powdered  coal  in  boiler 
furnaces  have  been  StUggested  and  numerous  patents  have  been  taken 
out  on  various  processes  and  burners,  but  without  any  marked  degree 
of  success.  In  the  Portland  cement  industry  commercial  success  was 
attained  more  than  15  years  ago  as  a  result  of  a  series  of  investigations 
and  experiments.  The  furnace  employed  had  much  to  do  with  the 
practical  success  which  was  finally  attained,  and  for  that  reason  its 
construction  and  mode  of  operation  will  be  briefly  described.  This 
furnace  is  familiar  to  Portland  cement  engineers  but  is  not  well 
known  in  the  other  arts. 

2  Portland  cement  is  manufactured  from  a  mixture  of  materials 
^>ntaining  lime  and  silica  which  are  brought  together  in  definite 
proportions  to  produce  a  chemical  combination.  The  raw  material  is 
principally  carbonate  of  lime,  or  limestone  in  some  form,  and  clay  or 
shale.  Tlie  materials  are  pulverized  raw  and  mixed  in  proper  pro- 
portions. The  raw  mix  is  introduced  into  a  kiln  either  in  the  form 
of  a  dry  powder  or  in  a  wet  and  plastic  condition  where  it  is  subjected 
loan  extremely  high  temperature  and  in  which  the  required  chemical 
<«mbinations  take  place.  The  material  discharged  from  the  kiln  is 
known  as  cement  clinker;  it  is  pulverized  in  various  forms  of  grinding 
^Us  and  reduced  to  a  powder  so  fine  that  90  parts  or  more  will 
pass  through  a  sieve  having  100  meshes  to  the  inch.  This  paper  has 
*o  do  only  with  the  combustion  process  which  takes  place  in  the  kiln. 
^"  the  early  days  of  the  art  fixed  kilns  were  employed,  but  at  the 
present  time  the  rotary  kiln  is  almost  universally  used. 

Presented  at  the  Spring  Meeting,  St.  Paul-Minneapolis,  June  1914,  of  The 
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THE  BOTABY   KILN 

3  The  rotary  kiln  in  its  essential  features  was  patented  1 
Siemens  in  1869  and,  in  combination  with  a  gas  burner  and  oih* 
appliances,  by  Hansome  in  1885.  It  was  not  found  successful  in  Euj 
land  for  cement  burning,  but  was  adopted  by  the  Atlas  Company  : 
America  about  1890  and  was  improved  and  developed  by  that  compai 
and  other  American  companies  to  such  a  degree  that  it  practical 
replaced  every  other  method  of  burning  Portland  cement. 

4  The  modem  rotary  cement  kiln  consists  of  a  slightly  incline 
steel  cylinder  mounted  on  rollers  and  arranged  so  that  it  can  1 
revolved.  The  upper  end  is  connected  to  a  stack  or  chimney  for  tl 
escape  of  the  discharge  gases  and  is  provided  with  means  for  suppl; 
ing  the  raw  cement  material  in  the  form  of  dust  or  slurry.  At  tl 
lower  end  of  the  cylinder  is  a  stationary  hood  which  performs  tl 
function  of  affording  a  discharge  opening  for  the  burned  materi 
and  which  also  acts  as  a  support  for  the  fuel  supplying  devices.  Tl 
rotary  cylinders  are  of  various  dimensions.  The  tendency  has  bee 
continually  to  increase  the  size  of  the  cylinder.  Thus,  for  instanc 
in  1890  the  rotary  kilns  were  in  some  instances  4  ft.  in  extern 
diameter  and  40  ft.  in  length.  From  1895  to  1902  the  kiln  dimensioi 
were  quite  generally  6  ft.  in  diameter  and  60  ft.  long.  At  tl 
present  time  kilns  10  ft.  in  diameter  and  150  to  200  ft.  long  a: 
common.  The  Atlas  plant  at  Hudson  is  equipped  with  kilns  12  i 
in  diameter  and  275  ft.  long.  In  most  of  the  late  installations  tl 
kilns  are  true  cylinders  having  the  same  diameter  at  top  and  hotter 
but  in  many  plants  kilns  are  to  be  found  with  the  diameter  at  tl 
top  about  one  foot  less  than  at  the  bottom,  the  two  parts  being  coi 
nected  by  a  tapered  section. 

5  The  rotary  kiln  is  lined  throughout  with  a  fire-brick  linin 
except  in  rare  cases  where  a  very  wet  slurry  is  employed,  in  whi( 
case  the  lining  for  a  short  distance  from  the  upper  end  is  omitte< 
The  temperatures  required  in  the  combustion  chamber  for  bumir 
cement  clinker  are  from  2800  to  3000  deg.  fahr.  To  withstand  tl 
high  temperature,  a  lining  having  high  refractory  qualities  must  1 
employed.  It  must  also  have  the  quality  of  withstanding  decompos 
tion  by  the  chemical  action  taking  place  in  the  kiln.  The  problei 
of  kiln  linings  is  a  very  serious  one  since  no  lining  has  been  foun 
that  will  stand  for  a  great  length  of  time  under  the  conditions  < 
operation.  The  lower  part  especially  has  to  be  repaired  frequent! 
unless  the  conditions  are  unusually  favorable.    The  kiln  is  operate 
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SO  as  to  keep  the  lining  coated  with  the  cement  mixture  for  the 
purpose  of  protection.  The  lining  problem^  except  as  it  bears  on  the 
combustion  of  powdered  fuel,  has  no  place  in  this  paper  and  will  not 
be  discussed  farther. 

6  A  diagram  of  a  cement  kiln  in  elevation  and  plan  is  shown  in 
Fig.  1.  This  diagram  shows  the  general  features  and  the  arrange- 
ment of  the  various  operating  parts  with  reference  to  each  other.  In 
the  diagram  the  rotary  kiln  is  shown  at  C,  the  flue  for  discharge  gases 
at  B,  the  supporting  rolls  at  DD,  the  stationary  hood  at  the  lower 
end  at  E,  the  rotary  clinker  cooler  at  0,  the  clinker  pit  at  F,  the 
blower  for  supplying  compressed  air  at  H,  the  coal  bin  at  K,  the 
feeding  injector  for  coal  dust  at  J,  the  conveyor  for  delivering  coal  to 
the  fuel  tank  at  L,  the  dust  bin  for  raw  material  at  A,  and  the  kiln 
stack  at  8.  The  hood  E  is  usually  mounted  on  rolls  so  as  to  be  easily 
moYed  for  repairing  of  the  kiln.  It  is  customary  to  supply  a  separate 
stack  for  each  kiln^  although  in  some  cases  one  stack  receives  the 
discharge  from  two  kilns.  In  a  large  installation  it  is  customary 
also  to  supply  the  air  for  several  burners  with  one  blower.  In  the 
installation  shown  in  Fig.  1  the  blower  draws  in  air  which  has  been 
wanned  by  passing  through  a  rotary  clinker  cooler. 

DEVELOPMENT  OF  THE  BUENINO  PROCESS 

7  During  the  early  years  of  the  Portland  cement  industry  in 
this  country,  oil  was  employed  as  a  fuel.  This  was  sprayed  into  the 
lower  end  of  the  furnace  with  a  jet  of  compressed  air  or  steam.  The 
oil  was  employed  successfully,  but  due  to  the  increasing  cost  after 
1895  its  use  was  very  expensive.  From  1B97  to  1900,  the  increase 
^D  price  was  such  as  to  make  the  use  of  oil  nearly  prohibitive  from 
a  commercial  standpoint,  and  was  the  principal  incentive  for  devel- 
oping the  use  of  pulverized  coal. 

8  In  1894,  a  series  of  experiments  relating  to  the  use  of  pulver- 
^  coal  were  started  by  the  Atlas  Company,  in  charge  of  Messrs. 
Hurry  &  Seaman,  chief  engineer  and  superintendent  respectively. 
These  experiments  led  to  many  discoveries,  the  invention  of  various 
parts,  and  finally  to  the  commercial  development  of  the  art.  Hurry 
4  Seaman  are  entitled  to  the  credit  of  the  first  successful  use  of 
powdered  coal  in  the  cement  industry.  This  use  was  begun  in  1895 
ky  the  Atlas  Company  and  has  never  been  discontinued.  Other 
engineers  along  independent  lines  worked  out  the  problem  a  few  years 
'ater  although  possibly  receiving  some  assistance  from  information 
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diBfleminated  throughout  the  industry  relating  to  the  results  ob- 
tained by  Uurry  &  Seaman.  It  may  be  stated  that  at  the  particular 
date  referred  to,  eveiy  mill  in  the  industry  jealously  guarded  every 
detail  of  mauufacture  as  a  valuable  trade  secret,  consequently  little 
or  no  direct  information  as  to  details  of  process  or  machinery  em- 
ployed was  common  in  the  different  mills.  The  information  which 
leaked  out  at  that  time  respecting  details  of  operation  or  machinery 
was  generally  inaccurate  and  based  on  speculation  or  rumors.  The 
success  of  the  process  of  burning  pulverized  coal  in  the  Atlas  plant 
was  not  generally  known  in  other  mills  until  about  1900  when  the 
process  was  put  in  successful  operation  in  varioutj  plants  by  inde- 
pendent investigators. 

9  The  art  as  at  present  developed  cousisis  of  a  process  for  de- 
livering to  the  kiln  the  powdered  fuel  or  fuel  dust  by  a  jet  of  air 
which  impinges  on  the  fuel  dust  in  some  type  of  injector  with  force 
enough  to  discharge  the  dust  into  the  kiln.  The  proceas,  with  details 
of  mechanism,  is  illustrated  in  Fig.  1  in  relation  to  a  kiln.  Pig.  2' 
gives  an  idea  of  the  character  of  the  combustion  which  takes  place  in 
Viippli«d  bf  Dnnean  t  Duncan. 
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the  burning  of  pulverized  fuel.  The  compressed  air  may  be  obtained 
from  a  fan  or  compressor  as  may  be  more  convenient;  the  diagrams 
indicate  both  schemes. 

10    The  injector  varies  greatly  in  different  constructions  but  it 
performs  the  function  of  injecting  the  coal  dust  into  the  kiln  by  a 
jet  of  air  and  it  does  not  require  sufficient  air  for  combustion.    The 
additional  air  needed  for  combustion  enters  the  kiln   principally 
Ihrough  openings  in  the  hood  and  through  the  discharge  duct  for 
clinker.     Such  openings  are  shown  in  Fig.  2  by  arrows  at  points 
marked  a.    The  amount  of  air  supplied  by  the  compressors  or  fans 
should  be  suflScient  merely  to  carry  the  dust  into  the  kiln  without 
producing  an  explosive  mixture.    The  fuel  dust  enters  the  combustion 
chamber  of  the  kiln  in  the  form  of  a  black  cloud  and  burns  in  the 
form  of  an  elongated  torch,  as  indicated  in  Fig.  2.    The  length  of  the 
flame  in  actual  kiln  constructions  is  generally  from  25  to  40  ft.,  al- 
though this  is  affected  by  conditions.    The  diameter  of  the  flame  in 
some  places  may  very  nearly  equal  that  of  the  combustion  chamber. 
Under  best  conditions  of  burning  the  flame  does  not  perceptibly  im- 
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pinge  against  the  sides  of  walls  of  the  kiln,  and  the  heat  utilized  is 
practically  all  given  ofiE  by  radiation. 

THE  POWDBBBD   FUEL  PBOBLEK 

11  The  problem  is  one  of  combustion  under  peculiar  conditions. 
The  burning  of  pulverized  coal  differs  from  the  burning  of  solid 
fuel,  from  a  theoretical  standpoint,  principally  in  one  particular. 
In  the  combustion  of  coal  of  commercial  sizes  lying  on  the  grate,  the 
air  for  combustion  passes  between  the  pieces  of  doal  and  the  products 
of  combustion  pass  off  in  the  flues.  Coal  dust  does  not  bum  under 
such  conditions,  as  the  particles  are  so  line  that  sufficient  air  for 
combustion  does  not  reach  the  coal  through  the  crevices  between  the 
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Fio.  2    Diagrams  of  Burner  and  Kiln  for  Powdered  Fuel 


particles.  To  burn  powdered  coal  successfully,  it  must  be  burned 
while  in  suspension  in  the  air.  In  such  a  position  each  particle  is 
surrounded  by  air  which  supports  the  combustion.  The  form  of  the 
furnace  used  in  the  Portland  cement  art  is  favorable  for  combustion 
in  suspension  since  it  is  very  long  and  affords  plenty  of  room  for  such 
combustion. 

12  Contact  of  the  particles  of  coal  dust  with  other  bodies  results 
generally  in  the  lowering  of  temperature  to  such  an  extent  as  to  make 
combustion  impossible.  The  result  is  the  virtual  loss  of  any  fuel 
which  falls  down  onto  the  lining  or  onto  the  clinker.  The  time  of 
combustion  is  evidently  increased  as  the  size  of  the  dust  particle  is 
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increased,  from  which  it  follows  that  the  finer  the  grinding,  eyeiy- 
thing  else  being  equal,  the  quicker  and  more  perfect  the  combustion. 
13  In  the  early  days  of  the  development  of  the  process  of  coal 
bmning,  ignorance  of  the  necessity  of  fine  grinding  was  the  cause 
of  many  failures  in  burning  coal  dust.  In  the  cement  industry  special 
devices  for  regulating  the  supply  of  air  for  injecting  the  fuel  are 
supplied,  but  no  special  controlling  apparatus  is  supplied  for  the  air 
which  enters  the  kiln  through  the  various  openings  around  the  hood. 
It  would  be  difficult  indeed  to  control  the  admission  of  such  air.  By 
increasing  the  fuel  charge,  it  is  possible  to  bring  the  air  supply  down  to 
nearly  theoretical,  or  to  any  relative  proportion  desired.  I  have  found 
from  tests  in  the  cement  art  that  best  results  are  obtained  when  there 
is  a  slight  deficiency  rather  tlian  an  excess  of  air.  This  is  denoted  by  a 
short  carbon  monoxide  fiame  at  the  base  of  the  stack  and  also  by 
analysis  of  the  escaping  gases. 

14  Novelty  of  the  process.    Patents  taken  out  many  years  ago 
^or  the  burning  of  powdered  coal  imder  boilers  and  in  various  arts 
^ow  various  kinds  of  pulverizers  and  feeding  devices,  and  also  the 
'dea  of  delivering  powdered  coal  into  the  furnace  by  a  jet  of  air  or 
steain.  Crampton  suggested  a  pulverized  coal  flame  for  use  in  his  type 
0^  rotary  Portland  cement  furnace.     No  one,  however,  previous  to 
«urry  &  Seaman,  seems  to  have  comprehended  the  necessary  under- 
'^S  principle  for  successfully  burning  pulverized  coal  which  re- 
quires  the  burning  of  the  coal  while  in  suspension  and  the  utilization 
of  the  radiant  heat  of  combustion  without  substantial  impingement 
of  the  fiame.     The  failure  to  recognize  such  requirements  is,  in  my 
opinion,  in  a  large  measure  respousible  for  the  practical  failure  of  the 
burning  of  pulverized  fuel  in  boiler  furnaces,  although  such  furnaces, 
\yecause  of  form  and  proportion,  make  difficult  the  problem  of  burning 
coal  dust  in  suspension.    In  practically  all  of  the  devices  which  have 
been  tried  under  boilers  the  coal  dust  has  impinged  on  bridge  wall 
or  sides  of  the  furnace  or  on  portions  of  the  boiler  before  the  com- 
bustion could  be  completed,  resulting  in  waste,  lack  of  capacity,  and 
destruction  of  fire-box  and  fire-brick  linings  and  other  portions  on 
which  the  flame  impinged. 

FUEL 

15  The  fuel  available  for  burning  in  Portland  cement  kilns  can 
have  a  wide  range  of  quality.  The  best  bituminous  coals  are  pre- 
ferable, but  those  of  quite  poor  quality  are  in  successful  use.    I  have 
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known  of  the  successful  use  of  anthracite  coal  but  it  is  difBcult  to 
pulverize  and  needs  a  high  temperature  for  combustion. 

16  The  fuel  used  in  the  Eastern  portions  of  the  country  is  gen- 
erally obtained  in  the  bituminous  mines  of  Pennsylvania^  Maryland, 
Virginia  or  West  Virginia.  The  coal  employed  in  mills  in  the 
Western  part  of  the  country  is  frequently  that  most  convenient  to 
the  plant  and  the  cheapest  in  price  on  the  heat  unit  basis. 

17  Before  the  coal  can  be  ground  it  is  necessary  that  it  be  dried 
so  that  the  moisture  content  will  be  less  than  1  per  cent,  as  the  water 
in  coal  seriously  affects  the  operation  of  pulverizing.  It  also  has  a 
detrimental  effect  on  feeding  and  on  the  capacity  of  the  kiln.  The 
effect  of  the  moisture,  however,  depends  upon  the  kind  of  coal,  so 
that  no  limit  can  be  definitely  stated  as  essential  to  success  in  advance 
of  a  trial. 

18  Capacity  and  Efficiency,  The  weight  of  pulverized  coal 
required  per  barrel  varies  somewhat  with  the  character  of  the  kiln 
and  the  character  of  the  process.  In  the  dry  process  of  manufacture 
the  weight  of  fuel  per  barrel  varies  from  about  2^2  to  26  per  cent  of 
the  weight  of  cement  produced,  i.e.,  from  83  to  100  lb.  of  coal  per 
bbl.  In  the  wet  process  the  coal  varies  from  about  35  to  50  per  cent 
of  the  finished  product,  i.e.,  from  133  to  190  lb.  of  coal  per  bbl.  The 
theoretical  amount  of  coal  required,  neglecting  the  heat  due  to  the 
formation  of  silicates  of  line  and  alumina,  is  probably  not  far  from 
30  lb.  per  bbl.,  provided  10,000  B.t.u.  per  lb.  of  coal  is  utilized.  The 
continuous  stationary  kilns  are  reported  as  consuming  12  to  16  per 
cent  of  fuel  or  from  45  to  60  lb.  per  bbl.  of  cement. 

19  The  capacity,  in  barrels  per  24  hours,  of  the  modern  kiln 
when  operating  on  dry  material  with  flue  gases  about  1000  deg.  fahr., 
can  be  approximately  expressed  by  the  following  formula 

C 


24 


where 


C  =  capacity  in  24  hours  in  bbl.  of  380  lb. 

D  =  outside  diameter  in  ft. 

L  =  length  in  ft. 
20  The  economy  of  the  kiln  has  been  increased  by  increasing 
its  length,  probably  due  in  part  to  a  change  in  the  process  of  burning 
whereby  the  COj  is  driven  off  from  the  material  before  it  reaches  the 
combustion  zone  in  the  kiln,  and  in  part  to  a  reduction  in  losses. 
The  saving  due  to  the  use  of  the  150-ft.  kiln  in  place  of  the  60-ft. 


B.   C.   CABPBNTEB  93 

kiln  has  exceeded  20  per  cent  in  fuel  and  in  addition  has  cut  down 
the  labor  required  in  operation  more  than  one-half.     Kilns  can  be 
operated  with  a  stack  temperature  less  than  1000  deg.  fahr.  but  in 
that  event  the  capacity  is  lessened  and  the  result  is  generally  an  in 
crease  rather  than  a  decrease  in  cost. 

21  Richard  K.  Meade,  in  his  book  on  Portland  cement,  makes 
the  following  theoretical  calculations  as  to  the  heat  necessary  per  100 
lb.  of  raw  material. 

Heat  required 

B.t.u. 

Decompoeition  of  75  lb.  CaCO.- 75X784 -58,800 
Decomposition  of    4  lb.  MgCX).- 4X384-   1,536 

60,336 
Heat  supplied 

Bummgof  0.31b.  sulphur- 0.3 X    4,050-    1,215 
Burning  of  0.8  lb.  carbon  -0.8X  145,450- 11,632    12,847 

Balance  to  be  supplied  by  fuel 47,489 

About  600  lb.  of  raw  material  are  needed  per  bbl.  so  that  the  total 
heat  per  barrel  required  would  be  284,934  B.t.u.,  neglecting  the  effect 
of  the  silicates.  The  combination  of  the  silicates  and  lime  gives  off 
heat.  This  amount  is  in  doubt  as  the  exact  resulting  composition  of 
the  silicates  is  not  known.  A  certain  combination  might  produce 
44,700  B.t.u.  per  100  lb.  of  raw  material,  which  is  hardly  possible  as 
it  would  reduce  the  theoretical  heat  to  be  supplied  to  2789  B.t.u.  per 
100  lb.  raw  material,  or  to  16,734  B.t.u.  per  bbl.  of  cement. 

^2    The  principal  cause  of  lack  of  economy  in  the  rotary  kiln 

appears  to  be  due  to  excessive  flue  loss.    Dr.  Joseph  W.  Richards,* 

^  reported  the  following  distribution  of  heat  losses  in  a  6  x  60 
kiln: 

86  i>er  cent  excess  air  in  diimney  gases 

36.1  per  cent  necessary  products  of  combustion 

10.7  per  cent  in  hot  clinker 

12.8  per  cent  in  radiation  and  convection 

The  above  investigation  indicates  about  72  per  cent  flue  loss  of  which 
about  one-half  is  due  to  poor  operation  and  is  preventable. 

23  In  order  to  utilize  the  waste  heat  in  the  stack,  I  arranged  in 
the  Cayuga  Lake  plant  to  pass  the  discharge  gases  of  two  kilns  through 
a  boiler  and  an  economizer,  the  draft  being  maintained  by  a  fan. 
I  also  arranged  to  heat  the  air  entering  the  kilns  by  drawiijg  it 

Becord,  Feb.  27,  1904. 
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through  the  hot  clinker  discharged  from  the  kilns.  The  kilns  i 
60  ft.  in  length  and  7.5  ft.  in  diameter  at  the  lower  end  and  6.f 
at  the  upper  end.    The  results  are  shown  in  Table  1. 

24     Prom  these  data  Table  2  has  been  computed  showing  the 
proximate  distribution  of  heat  throughout  the  process. 

TABLE  1     DATA  (TWO  KILNS)  PER  HOUR,  KILN  7H  AND  6^x60 

Coal  consumed  per  hour,  lb 

Clinker  specific  heat,  0.2 

Clinker  produced  per  hour  (CaO  =  62  per  cent),  lb 

Weight  CaCOj  per  hour,  computed,  lb 

Moisture  in  raw  material  3.1  per  cent 

Weight  COs  per  hour  from  material,  lb 

Weight  of  air  supplied  per  lb.  of  coal,  44  per  cent  excess,  lb 

Total  weight  of  air  supplied  per  hour,  lb i  . .     3! 

Weight  of  air  supplied  by  coal  feeders  per  hour,  lb 

Total  weight  of  gases  discharged  per  hour,  lb 3' 

Heat  discharged  per  lb.  of  gas,  0,23  (1800—100),  B.t.u 

Area  of  outside  of  kiln,  sq.  ft 

Area  of  hood  exposed,  sq.  ft 

Air  entering  kilns,  deg.  fahr 

Air  leaving  kilns,  deg.  fahr 

Air  leaving  boiler,  deg.  fahr 

Air  leaving  economizer,  deg.  fahr 

Temp,  of  kiln  by  optical  pyrometer,  lower  third,  deg.  fahr 2350  to  1 

Temp,  of  kiln  by  optical  pyrometer,  upper  part,  deg.  fahr 2960  to  '. 


TABLE  2    APPROXIMATE  DISTRIBUTION  OF  HEAT 

B.t.u.       Per 

Heat  entering  kilns  from  clinker  cooler 2,041,000 

Heat  entering  kilns  from  comb,  of  coal 26,450,000 

Heat  produced  from  chemical  reactions 632,206 

Total  heat  supplied 29,123,206         1 

Discharged   from   kiln   to   boiler 14,859,859 

Discharged  with  clinker    (8018  X  2  X  500) 4,409,540 

CaCOj  decomposed  (8875  lb.  at  765) 6,789,375 

126  lb.  sulphuric  anhydride  liberated 238,140 

252  lb.  water  evaporated 303,200 

Radiation  and  unaccounted  for 2,523,092 

Radiation  per  sq.  ft.  of  surface  of  kiln  per  hour 974 

Heat t absorbed  by  boiler  from  kiln  gases 8,798,328 

Heat  absorbed  by  economizer  from  kiln  gases 1,178,998 

Stack  loss  and  boiler  radiation 4,882,533 
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25  This  investigation  showed  that  about  50  per  cent  of  the  heat 
was  discharged  into  the  stack  and  of  that  amount  about  68  per  cent 
could  be  utilized  in  a  boiler  and  economizer  so  that  the  ultimate  flue 
loss  was  reduced  to  about  17  per  cent  of  the  fuel. 

26  In  the  cement  industry  very  few  attempts  have  been  made 
to  utilize  the  heat  of  the  escaping  gases.  So  far  as  I  know^  the  only 
successful  installation  of  that  kind  is  that  in  the  plant  at  Kosmos- 
dale,  Kentucky.  The  reason  why  the  waste  heat  has  not  been  utilized 
to  a  greater  extent  i^  no  doubt  due  to  the  difficulties  of  arranging^  and 
maintaining  the  waste  heat  boilers  in  good  condition.  I  am  satisfied, 
however,  that  such  difficulties  are  not  so  serious  as  to  prevent  a  good 
return  on  the  investment.  It  is  doubtful  if  the  difficulties  are  more 
serious  than  have  been  overcome  in  the  steel  industry. 

27  Since  1902  the  present  methods  of  burning  Portland  cement 
have  been  in  successful  use,  and  without  further  reference  to  prior 
methods  I  will  give  a  brief  description  of  the  machines  employed, 
without  going  into  minute  details,  so  that  they  can  be  made  a  perma- 
nent part  of  the  records  of  the  Society.  The  operations  required  for 
burning  pulverized  coal  consist  in  (a)  drying,  (6)  pulverizing,  (c) 
conveying,  (d)  storage,  and  (e)  feeding.  All  these  operations  are 
provided  with  special  machines  and  will  be  discussed  later  in  the 
paper. 

DRYING 

28  Previous  to  drying,  the  coal  is  crushed  by  passing  through 
rolls  plain  or  tootlied,  or  through  crushers,  to  break  up  the  large 
pieces.  For  the  purpose  of  drying,  rotary  cylinders  of  the  general 
tliaraeter  illustrated  in  Fig.  3,  are  generally  employed,  provided  with 
^^  external  furnace.  The  rotary  cylinder  of  the  dryer  is  frequently 
subdivided  by  partitions,  or  else  provided  with  Z-bars,  which  raise 
the  coal  upward  as  the  cylinder  revolves  and  bring  it  into  better 
contact  with  the  heat  and  gases. 

29  In  some  of  the  coal  dryers,  as  Fig.  4,  which  is  a  dryer  con- 
structed by  the  Vulcan  Iron  Works,  the  discharge  gases  from  the 
external  furnace  are  arranged  to  pass  through  the  dryer. 

30  The  coal  to  be  dried  is  fed  into  the  upper  end  of  the  cylinder 

C,  through  the  hopper  K,  or  other  convenient  means,  and  is  discharged 

through  the  stationary  hood  H,  at  the  lower  end  of  the  cylinder.    An 

external  furnace  is  located  At  AA,  from  which  the  hot  gases  pass  to  the 

rotating  cylinder  C,  through  the  stationary  hood  H.    There  is  a  by- 
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30-m.  mill,  2  tons  per  hour .......  36  h.p. 

40-in.  mill,  4  tons  per  hour *..'. ..:  .65  h.p. 

The  30-in.  Oriffin  mill  is  in  extensive  use  but  is'  qa  longer  manu- 
factured. 

m 

42  The  tube  mill  is  extensively  used  for  grinding  'poal,  also  for 
grinding  rock  and  finished  material  in  cement  mills,  and  is  con- 
structed by  several  manufacturers.  It  consists  essentially  of  a  large 
cylinder  mounted  on  hollow  trimions  at  the  ends,  a  section  of  schich 
i8  shown  in  Fig.  4.  The  cylinders  vary  in  diameter  from  4  to  &  If. 
and  have  a  length  varying  from  22  to  30  ft.  The  material  to  be  pnl- 
Terized  is  fed  through  a  hollow  trunion  at  one  end  and  is  discharged 
at  the  opposite  end.  The  cylinder  is  filled  about  40  per  cent  full 
with  hard  silicious  pebbles  usually  somewhat  elliptical  in  form  and 
having  diameters  not  greatly  different  from  2  in.  The  mill  is  lined 
with  some  tough  materials  which  can  be  readily  replaced,  such  as 
silica  blocks  or  plates  of  steel.  The  rotation  of  the  cylinder  lifts  the 
load  of  pebbles  and  material  being  pulverized  and  causes  the  pebbles 
to  roll  and  slide  over  the  material  to  be  ground  as  it  passes  through 
the  mill.  The  result  is  an  extremely  fine  product.  The  50-in.  tube 
iniU  22  ft.  in  length  has  a  capacity  of  about  4  tons  of  coal  per  hour 
uid  requires  about  75  h.p.  The  tube  miU  is  practically  dustless  and 
noiseless.    It  requires  very  dry  coal  to  be  successful. 

^  The  Fuller  mill  is  probably  the  most  extensively  used  of  any 
grinding  mill  for  coal  in  the  Portland  cement  industry  in  this 
country.  This  mill  is  a  comparatively  new  one  and  is  manufactured 
by  the  Lehigh  Car  Wheel  &  Axle  Works,  at  Fullerton,  Pa.  In  this 
niill  the  pulverizing  element  consists  of  four  steel  balls  which  roll 
^  a  stationary  horizontal  concave-shaped  grinding  ring.  The  four 
l)&lls  are  propelled  around  the  inside  of  the  grinding  ring  by  means 
of  four  pushers.  Directly  above  the  pulverizing  zone  is  a  separating 
chamber  which  is  completely  encircled  by  a  screen  of  woven  wire 
cloth.  The  material  is  thrown  against  the  screen  by  a  fan  keyed 
tlirect  to  the  main  shaft  and  revolving  with  it.  Outside  of  the  screen 
^d  separated  from  it  by  several  inches  of  space  is  an  outside  casing 
through  which  all  the  finished  material  passes.  There  is  also  an  ex- 
haust fan  beneath  the  pulverizing  zone  which  induces  a  discharge 
through  the  screen  and  also  tends  to  facilitate  the  discharge  of  the 
ground  material.  The  material  to  be  pulverized  is  fed  from  a  hopper 
at  the  top  of  the  mill  by  special  feeding  meclianism  to  the  pidverizing 
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zone.    The  mill  is  driven  by  pulley  or  gears  attached  to  the  main  shaft 
below  the  piilverizii^  zone. 

44  The  FuUer  inill  is  constructed  in  two  sizes,  33  in.  and  42  in. 
The  capacity  of '.the  33-in.  mill  is  given  as  2  to  2.5  tons  per  hour  for 
an  expenditiit^' of  from  30  to  35  h.p.,  and  of  the  42-in.  mill  as  4  to  6 
tons  per  hour' with  an  expenditure  of  45  to  50  h.p. 

45  .  In  addition  to  the  pulverizing  mill  described  in  this  paper, 
otlier  mills  are  employed  to  a  limited  extent.  The  Atlas  Portland 
C^^ent  Company  employ  Huntington  mills  for  coal  grinding  which 
Msy  manufacture  in  their  own  shops.  The  Huntington  mill  is  in 
'Structure  much  like  the  Griffin  mill  but  it  is  provided  with  three 
pulverizing  rolls  instead  of  one. 

CONVEYING   MACHINE 

4G  I  shall  make  no  attempt  to  describe  the  conveying  machinery 
employed  in  modern  cement  mills  for  conveying  the  coal  to  the  various 
parts  of  the  mill.  This  machinery  differs  greatly  in  the  different 
mills.  In  the  great  majority  of  mills  screw  conveyors  are  employed 
for  mo\'ing  the  coal  horizontally  and  bucket  and  chain  elevators  en- 
cased in  dust-proof  housings  of  steel  for  moving  it  vertically.  In 
other  miUs  belt  conveyors  and  pan  conveyors  are  used. 

47  The  requisite  for  safe  conveying  is  the  prevention  of  an  ex- 
plosive mixture  of  pulverized  coal  and  air.  Neglect  of  this  precaution 
has  caused  the  loss  of  many  lives  and  the  destruction  of  a  great  deal 
of  property  in  the  Portland  cement  industry.  The  present  practice 
endeavors  to  keep  the  pulverized  coal  from  mixing  with  air  so  that 
if  it  should  happen  to  catch  fire  it  would  burn  showly  without  pro- 
ducing disastrous  explosions. 

STORAGE  OF   PULVERIZED   COAL 

48  Storage  capacity  for  pulverized  coal,  because  of  the  element 
of  danger,  should  be  as  small  as  possible  consistant  with  the  con- 
tinuous operation  uf  tiie  mill.  It  is  customary  to  provide  for  each 
kiln  a  storage  bin  with  a  capacity  of  from  6  to  10  hours  of  operation. 
Such  bins  are  usually  located  15  to  20  ft.  from  the  lower  end  of  the 
kilns  where  tliey  do  not  interfere  with  the  operation.  Each  bin  is 
supplied  by  a  conveyor  leading  from  the  pulverizing  machine.  The 
ordinary  location  with  reference  to  the  kiln  is  illustrated  in  Pig.  1. 
In  this  drawing  the  coal  bin,  shown  at  K,  is  of  a  cylindrical  form 
with  a  cone-shaped  bottom.    The  pulverized  coal  is  supplied  to  the 
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bin  through  a  screw  conveyor  at  the  top  of  the  bin,  shown  at  L.  It 
is  discharged  from  the  bottom  of  the  bin  by  means  of  a  screw.  Coal 
storage  bms  of  rectangular  cross  section  .are  equally  serviceable. 


FEEDING   THE   COAL 


49  Powdered  coal  is  fed  from  the  bottom  of  the  bin  by  adjustable 
feeding  arrangements  generally  consisting  of  a  double-threaded  screw 
conveyor  having  a  variable  feed,  one  type  of  which  is  illustrated  in 


OCML 


Pig.  6    Sectional  View  of  Atlas  Burner 


OQAL 

SHowea 


Fig.  7    Low-Pressure  Burner 


%  1.    The  coal  dust  is  blown  into  the  kiln  by  a  jet  of  air  with 

some  type  of  injector.  In  some  of  the  plants  compressed  air  of  from 

30  to  40-lb.  pressure  is  employed  for  delivering  the  pulverized  coal; 

in  other  plants  air  is  obtained  from  a  rotary  fan  at  about  2  ounces 

pressure.    Fig.  6  illustrates  a  type  of  high  pressure  burner  extensively 

employed  by  the  Atlas  Company.     The  drawing  clearly  shows  the 

construction  and  mode  of  operation.    Fig.  7  shows  a  common  type  of 

'ow  pressure  injector.     The  drawing  shows  the  construction  of  the 

injector,  and  its  mode  of  operation  will  be  readily  understood. 

50    The    coal   feeding   injectors   are    located    in    front   of    the 
stationary  hood  and  arranged  to  deliver  the  jet  of  coal  dust  axially 
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zone.    The  mill  is  dri^^en  by  pulley  or  gears  attached  to  the  main  shafi 
below  the  pulverizing  zone. 

44  The  FuUer  inill  is  constructed  in  two  sizes,  33  in.  and  42  in 
The  capacity  of 'the  33-in.  mill  is  given  as  2  to  2.5  tons  per  hour  foi 
an  expenditiit^'  of  from  30  to  35  h.p.,  and  of  the  42-in.  mill  as  4  to  ( 
tons  per  hour' with  an  expenditure  of  45  to  50  h.p. 

45  .  In  addition  to  the  pulverizing  mill  described  in  this  paper 
other  mills  are  employed  to  a  limited  extent.  The  Atlas  Portlanc 
Ctoieii't  Company  employ  Huntington  mills  for  coal  grinding  whicl 
rtve^r  manufacture  in  their  own  shops.  The  Huntington  mill  is  ir 
structure  much  like  the  Griffin  mill  but  it  is  provided  with  thre< 
pulverizing  rolls  instead  of  one. 

CONVEYING   MACHINE 

4G  I  shall  make  no  attempt  to  describe  the  conveying  machiner} 
employed  in  modern  cement  mills  for  conveying  the  coal  to  the  variouj 
parts  of  the  mill.  This  machinery  differs  greatly  in  the  diflfereni 
mills.  In  the  great  majority  of  mills  screw  conveyors  are  employee 
for  moving  the  coal  horizontally  and  bucket  and  chain  elevators  en- 
cased in  dust-proof  housings  of  steel  for  moving  it  vertically.  Ir 
other  mills  belt  conveyors  and  pan  convej^ors  are  used. 

47  The  requisite  for  safe  conveying  is  the  prevention  of  an  ex- 
plosive mixture  of  pulverized  coal  and  air.  Neglect  of  this  precautior 
has  caused  the  loss  of  many  lives  and  the  destruction  of  a  great  dea' 
of  property  in  the  Portland  cement  industry.  The  present  practice 
endeavors  to  keep  the  pulverized  coal  from  mixing  with  air  so  that 
if  it  should  happen  to  catch  fire  it  would  burn  showly  without  pro- 
ducing disastrous  explosions. 

STORAGE  OF   PULVERIZED   COAL 

48  Storage  capacity  for  pulverized  coal,  because  of  the  elemenl 
of  danger,  should  be  as  small  as  possible  consistant  with  the  con- 
tinuous operation  of  the  mill.  It  is  customary  to  provide  for  each 
kiln  a  storage  bin  with  a  capaiMty  of  from  n  to  10  hours  of  operation. 
Such  bins  are  usually  located  15  to  20  ft.  from  the  lower  end  of  the 
kihis  where  they  do  not  interfere  with  the  operation.  Each  bin  h 
supplied  by  a  conveyor  leading  from  the  pulverizing  machine.  The 
ordinary  location  with  reference  to  tlie  kiln  is  illustrated  in  Pig.  1. 
In  this  drawing  the  coal  bin,  shown  at  K,  is  of  a  cylindrical  form 
with  a  cone-shaped  bottom.    The  pulverized  coal  is  supplied  to  the 
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bin  through  a  screw  conveyor  at  the  top  of  the  bin^  shown  at  L,  It 
is  discharged  from  the  bottom  of  the  bin  by  means  of  a  screw.  Coal 
storage  bins  of  rectangular  cross  section  .are  equally  serviceable. 


FEEDING  THE   COAL 


49  Powdered  coal  is  fed  from  the  bottom  of  the  bin  by  adjustable 
feeding  arrangements  generally  consisting  of  a  double- threaded  screw 
conveyor  liaving  a  variable  feed^  one  type  of  which  is  illustrated  in 
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Fio.  6    Sectional  View  of  Atlas  Burner 
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Fio.  7    Low-Pressure  Burner 


^%  1.  The  coal  dust  is  blown  into  the  kiln  by  a  jet  of  air  with 
«>nie  type  of  injector.  In  some  of  the  plants  compressed  air  of  from 
30  to  40-lb.  pressure  is  employed  for  delivering  the  pulverized  coal; 
">  other  plants  air  is  obtained  from  a  rotary  fan  at  about  2  ounces 
pfeseure.  Fig.  6  illustrates  a  type  of  high  pressure  burner  extensively 
^'nployed  by  the  Atlas  Company.  The  drawing  clearly  shows  the 
wmstmction  and  mode  of  operation.  Fig.  7  shows  a  common  type  of 
'«w  pressure  injector.  The  drawing  shows  the  construction  of  the 
'njeetor,  and  its  mode  of  operation  will  be  readily  understood. 

50    The    coal    feeding   injectors    are    located    in    front   of    the 
stationary  hood  and  arranged  to  deliver  the  jet  of  coal  dust  axially 
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Tia.  8    40-Ft.  bt  eO-Fr.  Goal  Hill,  Maobinkby  Plan 


Fig.  9    40-Ft.  bv  60-Ft.  Goal  Hill,  Dkteb  and  Hill  ELXTATtOM 
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Pm-  JO   40-Pt.  bt  60-Pt.  Owi.  Mill,  Euivatiok  showing  Pullbb  Hills 


[  60-Ft.  Coal  Mill,  Elbvation  huowino  Dbyir 
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to  the  kUn.  Practice  has  proved  that  it  is  unnecessary  to  use  more 
than  one  jet  to  a  kiln^  although  in  some  of  the  constructions  two  jets 
are  used.  The  detailed  construction  of  injectors  for  feeding  the  pul- 
verized fuel  differ  in  the  various  plants,  but  all  embody  the  features 
illustrated  in  Figs.  6  and  7. 

OOMPLETB  INSTALLATION  OF  PULVEBIZINO  HACHINEBY 

51  I  present  a  set  of  drawings  which  show  a  complete  installa- 
tion of  coal  pulverizing  machinery  having  a  capacity  of  about  8  tons 
per  hour.  These  drawings  I  have  selected  as  illustrating  simply  and 
completely  the  machineiy  needed  for  a  coal  pidverizing  equipment. 
They  were  prepared  by  the  Lehigh  Car  Wheel  &  Axle  Works  and  are 
submitted  by  permission.  They  appear  as  Figs.  8  to  11  in  connection 
with  this  article.  Fig.  8  is  a  plan  view  showing  the  arrangement  of 
the  machinery.  Figs.  9,  10  and  11  are  vertical  sections  which  show 
the  locations  in  a  vertical  plane  of  various  machines.  By  reference 
to  these  drawings  it  will  be  noted  that  machinery  is  provided  for 
crushing  the  coal  in  crushing  rolls,  elevating  the  crushed  coal  in  a 
dust-proof  elevator  A,  to  the  top  of  the  mill  where  it  discharges  by 
gravity  through  a  coal  scale  and  then  into  the  upper  end  of  a  rotary 
diyer.  The  coal  passes  through  the  dryer  which  removes  the  moisture, 
then  it  is  discharged  into  a  dust-proof  elevator  B,  and  raised  to  a 
height  sufficient  to  fall  by  gravity  into  the  storage  bin  for  dried  coal 
located  at  a  higher  level  than  the  pidverizing  mills.  From  these 
storage  bins  the  coal  is  drawn  by  gravity  into  the  pulverizing  mills. 
The  pulverized  coal  is  then  raised  by  a  dust-proof  elevator  C,  to  a 
point  where  it  is  discharged  into  a  screw  conveyor  D,  leading  to  the 
storage  bins  near  the  kilns.  The  drawings  show  the  various  machines 
as  driven  by  electric  motors,  which  is  customary  in  the  art  The 
rotary  dryer  is  of  the  general  type  of  one  already  described  in  this 
article  and  has  a  rotary  cylinder  4  ft.  6  in.  in  diameter  by  32  ft.  in 
length. 

52  The  paper  is  intended  to  give  an  idea  of  the  difficulties  over- 
come and  the  results  attained  in  the  burning  of  pulverized  coal  in 
the  cement  industiy  without  referring  to  many  details  of  construction. 
The  process  of  burning  in  the  cement  kiln  is  described  quite  at  length 
in  order  that  the  reader  may  understand  the  peculiar  character  of 
the  problem  involved  in  the  cement  industry  and  the  differences  of 
the  combustion  processes  in  that  art  and  in  the  steam  boiler  furnace. 
It  is  hoped  that  a  fidl  discussion  will  give  additional  information  on 
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this  subject  which  will  tend  to  improve  the  efficiency  of  combustion 
in  all  arts. 

In  tlie  preparation  of  this  article,  information  has  been  supplied  by  the 
Atlas  Portland  Oement  Oompany,  H.  J.  Seaman,  general  soperintendent, 
L  6.  Crolly  assistant  superintendent;  the  TJniTersal  Portland  Cement  Com- 
puj,  Edward  M.  Hagar,  president;  the  Helderberg  Portland  Cement  Com- 
puj,  F.  W.  KeU^,  general  manager;  the  Oaynga  Lake  Portland  Cement 
Oomptaj,  M.  £.  CaDdns,  president;  the  AUentown  Portland  Cement  Company, 
J.  W.  Fuller^  president.  Valuable  information  and  drawings  have  also  been 
rawired  from  the  following  manufacturers  of  cement  machinery:  Allis- 
Gbhners  Company,  Milwaukee;  Bradley  Pulverizer  Company,  Boston;  Lehigh 
Otf  Wheel  k  Axle  Works,  Oatasauqua,  Pa.;  Power  &  Mining  Machinery  Com- 
ptBj,  Milwaukee;  Thomas  Proeser  &  Son,  New  York;  F.  L.  Schmidt  &  Com- 
ptBj,  New  York;  Vnkan  Iron  Works,  Wilkes-Barre. 
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AN  INSTALLATION  FOR  POWDERED  COAL 
FUEL    IN    INDUSTRIAL    FURNACES 

By  William  Dalton,  Sohsnictadt,  N.  T. 

and 

W.  S.  QuiGLET,  New  York 
Members  of  the  Society 

At  the  works  of  the  American  Locomotiye  Company,  Schenectady, 
N.  Y.,  there  have  been  in  use  oil  furnaces  for  heating  the  blanks  for 
drop  forgings  and  general  small  forge  work  and  hand-fired  coal  fur- 
naces for  the  heavier  work  in  the  hammer  shop.  The  equipment  is 
DOW  being  changed  to  burn  powdered  coal  fuel  and  a  milling  build- 
ing has  been  erected  to  contain  the  coal  drying  and  pulverizing 
apparatus. 

2  The  advance  in  the  price  of  fuel  oil  in  1912  and  the  refusal  of 
the  oil  companies  to  guarantee  deliveries  or  to  renew  contracts  for  any 
considerable  length  of  time  led  to  an  investigation  in  order  to  de- 
termine what  fuel  would  be  a  satisfactory  substitute  for  oil. 

3  The  apparatus  installed  was  that  developed  by  the  American 
Iron  and  Steel  Manufacturing  Company  at  their  Lebanon  and  Beading 
works  and  now  handled  by  the  Quigley  Furnace  and  Foundry  Com- 
pany, New  York.  The  plant  was  built  and  started  in  May  1913, 
and  while  there  has  been  the  usual  amount  of  trouble  in  getting  a 
new  fuel  system  to  run  smoothly,  the  results  have  been  satisfactory. 

4  The  coal  milling  and  distributing  plant  is  motor-driven  and 
centrally  located  in  a  building  of  non-combustible  construction.  At 
present  it  has  a  capacity  of  5  tons  an  hour  and  is  so  arranged  that 
by  duplicating  the  dryer  and  pulverizer  its  capacity  can  be  doubled. 

5  This  plant  has  a  concrete  hopper  placed  under  an  elevated  track 
wfiere  it  can  be  served  either  by  discharging  directly  into  it  from  the 
car  or  from  the  stock  pile  by  means  of  a  traveling  crane  and  grab 
bucket.     The  concrete  car  hopper  discharges  into  a  rotary  crusher 
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capable  of  reducing  20  tons  per  hour  of  run-of-mine  coal  to  %-iu. 
cubes,  from  which  it  is  carried  by  means  of  a  bucket  elevator  to  a 
storage  bin  which  discharges  by  means  of  chutes  and  reciprocating 
feeder  into  an  indirect-heat  type  dryer  of  6  tons  per  hour  capacity. 
From  here  it  is  elevated  to  a  dried  coal  storage  bin  arranged  to  feed 
by  chutes  directly  into  the  pulverizer,  then  elevated  to  a  pulverized 
coal  storage  bin,  from  which  it  is  distributed  by  screw  conveyors  to 
the  drop  forge  and  hanmier  shops.  The  plans  permit  of  further  ex- 
tension to  the  blacksmith  sliop,  power  plant  and  other  departments 
later  (Pigs.  1,  2  and  3). 

6  The  milling  building  is  detached,  well-ventilated,  and  built  in 
conformity  with  the  undenn^riters'  requirements  and  accepted  by 
them  on  a  par  with  buildings  containing  equipment  for  fuel. oil  or 
gas  for  industrial  purposes.  There  has  been  no  trouble  whatever 
from  spontaneous  combustion,  or  fires  from  other  causes,  and  there 
appears  to  be  no  reason  to  expect  trouble  from  this  source  if  ordinary 
precaution  is  used,  as  required  with  any  other  kind  of  fuel. 

7  To  insure  the  best  results,  the  coal  should  be  of  high  volatile 
and  low  ash  and  should  be  dried  so  as  to  contain  not  over  Vi  of  1 
per  cent  of  moisture,  care  being  taken  in  drying  to  avoid  overheating 
and  so  driving  off  any  of  the  volatile  content.  The  coal  should  be 
pulverized  to  a  fineness  that  will  permit  93  per  cent  to  95  per  cent 
to  pass  through  a  100-mesh  sieve,  and  for  some  classes  of  work  even 
a  greater  degree  of  fineness  has  been  foimd  desirable. 

8  In  the  burning  of  powdered  coal,  the  fuel  controlling  device 
is  the  most  essential  element  in  the  successful  operation  of  the 
system  as  a  uniform  and  controllable  supply  of  the  powdered  coal 
must  be  supplied  to  the  burner  at  all  times.  The  controller  used  in 
this  installation  shown  in  Fig.  9  was  developed  by  the  American 
Iron  and  Steel  Manufacturing  Company,  and  used  successfully  by 
them  for  seven  years. 

9  The  device  is  motor  driven  and  consists  mainly  of  two  screws, 
the  upper  located  so  as  to  propel  the  powdered  coal  from  the  bin  for- 
ward to  a  point  where  it  falls  in  a  stream  past  an  opening  through 
which  a  cross  current  of  low  pressure  air  (a  small  portion  of  the  total 
amount  of  air  required  for  combustion)  is  directed,  so  as  to  force  the 
desired  quantity  to  the  burner  through  suitable  pipes.  The  lower  or 
return  screw  is  of  greater  pitch  than  the  upper  and  returns  the  excess 
coal  to  the  base  of  the  hopper.  By  this  method  a  continuous  stream  of 
coal  passes  the  opening  and  any  portion  up  to  the  capacity  of  the 
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upper  screw  may  be  utilized  by  increaeiug  or  decreaeiiig  the  ctobh  jet, 
ud  IS  the  lower  screw  has  a  greater  capacity  than  the  npper  it  is 
impoHible  to  clog  the  device  in  case  of  stopping  the  coDsmaption 
of  cwl  altogether. 

10    The  furnaces  in  the  drop  shop  are  rebuilt  oil  fumacee  and 


those  in  the  hammer  shop  are  rebuilt  hand-fired  coal  furnaces,  and 
it  should  be  emphatically  stated  that  it  is  a  serious  mistake  to  attempt 
to  apply  powdered  coal  to  existing  furnaces  without  rebuilding  them 
IB  a  manner  best  suited  to  that  fuel,  since  rapid  and  economical 
operation,  as  well  as  the  elimination  of  the  ash,  cannot  be  accomplished 
nthout  properly  designing  the  furnaces  for  the  new  fuel.  Coal  has 
been  burned  in  thie  plant  with  an  ash  content  as  high  as  18  per  cent 
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with  unifonnly  good  reaulte,  although  the  high  aeh  cftuees  considerable 
UDOjuice  where  open  furnaces,  uuch  as  are  used  for  heating  small 
forgingB,  rods,  etc.,  without  doors,  are  used  or  where  doors  are  not 
vhollf  closed  during  operation,  unlese  efficient  hoods  or  an  exhauat 
ajBtem  for  properly  disposing  of  the  small  particles  of  escaping  ash 
■re  ingtalled. 

11    The  foregoing  gives  in  a  general  way  a  description  of  the 
important  features  of  the  plant.     After  the  first  two  furnaces  wtre 
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equipped  in  the  drop  shop  and  one  in  the  hanuner  shop,  t«8ts  were 
Mde  to  determine  the  savings  effected  with  the  use  of  powdered 
fael  u  compared  with  fuel  oil  and  hand-fired  coal  practice ;  and  also 
■  to  what  changes  needed  to  be  carried  out  in  the  alterations  upon 
"Mother  furnaces.  The  results  of  the  tests  upon  these  first  furnicea 
uc  given  on  the  following  page. 

IS  The  coal  was  measured  as  follows:  Started  with  coal  at  a 
oiAeA  level  in  the  hopper  and  after  the  t«st  filled  the  hopper  to  the 
■tvtiiig  mark  with  coal  weighed  in  bags,  weight  of  bags  subtracted. 
13  The  oil  was  measured  as  follows :  There  were  two  tanks  with 
pfe  glasses  at  the  bottom,  so  that  the  exact  level  of  oil  could  be 
detemuned ;  the  tanks  were  so  connected  that  one  could  be  filled  with 
oil  irtiile  the  other  supplied  oil  to  the  furnaces.  The  tanks  wera 
tccuntely  calibrated  and  the  oil  consumption  computed  accordingly. 
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vitli  unifonnly  good  resulto,  although  the  high  ash  causes  considerable 
iDDOjiDce  where  open  turuaces,  auch  as  are  used  for  heating  small 
tOTgings,  rods,  etc.,  without  doors,  are  used  or  where  doors  are  not 
■boll;  closed  during  operation,  unless  efficient  hoods  or  an  sxhaust 
ajitem  for  properly  disposing  of  the  small  particles  of  escaping  ath 
ire  installed. 

11    The  for^^ing  gives  in  a  general  way  a  description  of  the 
important  features  of  the  plant.     After  the  first  two  furnaces  w«re 


FlO.    9      HOTOR-DillVEN    COKTROLLER 

equipped  in  the  drop  shop  and  one  in  the  hammer  shop,  tests  were 
>ide  to  determine  the  savings  effected  with  the  use  of  powdered 
hie]  ig  compared  with  fuel  oil  and  hand-fired  coal  practice;  and  also 
« to  what  changes  needed  to  bo  carried  out  in  the  alterations  upon 
tl>e  other  furnaces.  The  results  of  the  tests  upon  these  first  furnaces 
UEgiTen  on  the  following  page. 

18  The  coal  was  measured  as  follows:  Started  with  coal  at  a 
lOttked  level  in  the  hopper  and  after  the  test  filled  the  hopper  to  the 
iUrting  mark  with  coal  weighed  in  bags,  weight  of  bags  subtracted. 
13  The  oil  was  measured  as  follows:  There  were  two  tanks  with 
gage  glasses  at  the  bottom,  so  that  the  exact  level  of  oil  could  be 
determined;  the  tanks  were  so  connected  that  one  could  be  filled  with 
oil  while  the  other  supplied  oil  to  the  furnaces.  The  tanks  wera 
Kcnrately  calibrated  and  the  oil  consumption  computed  accordingly. 
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Tb8t  on  Powdered  Coal  Furnace  No.  3335 

Nov.  12, 1913:  Started  12m.,  ran  to  4.*07  p.m.    Heat  in  at  12:30. 
Nov.  13, 1913:  Started  6:15  a.m.,  ran  to  12:30  p.m.    Heat  in  at  728. 
Fumaoe  ran  eleven  heats,  five  heats  of  10  pieces  and  6  heats  of  12  pie 
Worked  on  pedestal  die  wedge. 

November  12 

HEATS        TIME,  lONXTTES    FORGING  TIME,  lONDTES 

1  23  19  10 

2  24  18  10 

3  23  17  10 

4  28  18  10 

5  21  17  10 


1  41  20  12 

2  22  29  12 

3  24  21  12 

4  23  22  12 

5  24  22  12 

6  22  22  12 

Actual  time  10  hr.  22  min.    Coal  burned  2177  lb.    Low-pressure  blast  1 
from  8-in.  pipe  reduced  to  6  in.  at  burner.    High-pressure  blast  8  os.  from  A^i 
pipe  reduced  to  IH  in.  at  controller  and  2  in.  leaving  controller.    Motor  on  c 
troller  ^  h.p.,  1.85  amp.,  230  volts.    50-in.  blower  on  low-pressure  air  r 
825  r.p.m.,  driven  by  10-h.p.  a.c.  motor,  20-in.  galvanised  iron  pipe  conneotio 


Test  on  Oil  Furnace  No.  5078 

Nov.  14,  1913:  Test  started  6:10  a.m.,  ran  to  3:35  p.m. 
Furnace  ran  eleven  heats,  12  pieces  to  each  heat.    Worked  on  pedestal 
wedge. 

FTES         FOROmO  TIME,  MINT7TEB  PIECES 

18  12 

18  12 

16  12 

19  12 
18                               12 

17  12 
22  12 
16                                12 

16  12 

17  12 
16  12 

Actual  time  9  hr.  25  min.    Oil  used  1238  gal.   Blast  on  oil  burner  6H  os.  fh 
6  in.  lupe  reduced  to  4  in.  at  burner.     120  h.p.  a.  c.  motor  runs  three  No. 
Sturtevant  blowers  for  blast.    Blast,  1}^  h.p.  per  hr. 


HEATS 

TnfE,  MI 

1 

31 

2 

25 

3 

20 

4 

21 

5 

23 

6 

21 

7 

40 

8 

28 

9  ^ 

21 

10 

23 

11 

31 
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14  The  powdered  coal  furnace  ran  57  min.  longer  than  the  oil 
fomace.  However^  30  min.  were  lost  because  of  failure  to  charge 
funiaoe  on  November  lil^  and  18  min.  were  lost  on  November  13, 
because  plate  for  heating  dies  was  not  put  in  at  the  proper  time. 

15  The  work  was  on  pedestal  die  wedges,  which  are  of  iron. 
The  blocks  weigh  25  lb.  and  the  forgings  16  lb.  The  time  lost  on 
the  pulverized  coal  furnace  would  more  than  allow  for  making  the 

Coal  Analysis 

Aflh 14.12 

Volatile  matter 20.28 

Fixed  carbon 64.60 

FbenesB 98 . 4  per  oent 

B.t.11 13,220 


COMPABISON    OF    PULVSBIZED    COAL    FURNACB    No.    3335    AND    OiL    FURNACS 

No.  5078  (Both  Sams  Size)  in  Drop  Shop 

PULVSBIZBD  COAL        FUEL  OIL 
rUBNACS  rXTBNACS 

NO.  3335  NO.  5078 

Hounnin 10  hr.  22  min.  9  hr.  25  min. 

Fuel  ooDsumed 2177  lb.  ooal  138  gal.  oil 

Avenge  time  per  heat 25.1  min.  25.8  min. 

Avenge  time  per  forging 1.87  min.  1.47  min. 

Actual  forgingi 122  132 

Forgmgi  to  be  counted 132  132 

Coitof  fuel  at  contract  price 12.82  ($2.56  ton)  $6.69  (4.8ogal.) 

Coit  of  fuel  delivered  to  the  furnace $3.31  96.89 


12  forgings,  so  that  the  amount  turned  out  by  each  furnace  should  be 
considered  equal  as  indicated  in  the  foregoing  table. 

16  Some  weight  should  be  given  the  fact  that  the  oil  costs  were 
probably  kept  at  a  Tninimum,  as  the  heater  was  thoroughly  familiar 
^th  oil  and  was  able  to  obtain  the  maximum  heat  with  the  minimum 
^looont  of  fuel  oil.  The  same  men  ran  each  furnace  and  the  only 
factor  of  importance  was  that  the  ram  used  on  the  hammer  at  the 
oil  furnace  was  about  500  lb.  heavier  than  the  ram  on  the  hammer 
&t  the  coal  furnace.  This  did  not  affect  the  time  of  heats,  but  allowed 
a  quicker  forging  time  and  there  was  less  time  lost  with  nothing  in 
the  furnace. 
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17  It  will  be  noticed  from  the  coal  analysis  that  the  coal  con- 
tained over  14  per  cent  of  ash^  which  is  too  high  for  the  efficient  use 
of  pulverized  coal.  The  volatile  matter  analyzed  low,  but  as  this 
coal  has  been  running  above  30  per  cent  in  volatile  matter  it  is  be- 
lieved there  must  have  been  some  fault  in  the  analysis  in  this  respect 
and  investigations  are  now  being  made  regarding  it. 

18  The  above  results  show  that  the  cost  of  operating  the  furnace 
on  pulverized  coal  during  these  tests  was  48  per  cent  of  operating  it 
on  fuel  oil  at  the  present  price. 

Comparison  of  Tests  on  Large  3-Door  Forqe  Furnaces  of  Same  Sub 

Under  Waste  heat  Boilers  Nos.  45  and  61 

No.  45,  old  style  fumaoe  burning  mme  run  coal,  hand-fired.     Nov.  12, 1913 
No.  61,  new  fumaoe  equipped  to  burn  pulverized  slack  coal.     Nov.  21, 1913 

BOILER  NO.  45  boiler  NO.  61 

MINE  RUN  PULVERISED 

COAL  COAL 

Hours  ran 10  hr.  5  min.  9  hr.  30  min. 

Fuel  consiuned 4630  lb.  3200  lb. 

Average  time  per  heat 117  min.  120  min. 

Cost  of  fuel  actually  delivered $6.69  $4. 14 

Tonnage  per  furnace 9920  9920 

Ckwt  of  milling,  oonvejdng  and  blast $0.48  $1 .04 

Total  cost  of  fuel  burned $7. 17  $5. 18 

Cost  per  ton  output $1 .  45  $1 .05 

19  Both  furnaces  ran  under  favorable  conditions  and  the  men  on 
both  hammers  turned  out  a  fair  average  day's  work.  Both  furnaces 
were  on  the  same  class  of  work  and  heated  the  same  amount  of  ma- 
terial. 

20  In  comparing  the  coal  the  analysis  given  below  shows  that 
there  is  too  high  a  percentage  of  ash  in  the  slack  coal^  otherwise  the 
samples  are  representative  of  the  two  grades  of  coal  used. 

21  The  blast  and  rate  of  feed  on  pulverized  coal  was  properly 
handled  and  heats  came  out  at  proper  temperature  of  working. 

22  In  comparing  the  maintenance  of  the  two  styles  of  furnaces, 
the  pulverized  coal  furnace  had  not  been  run  long  enough  to  make  an 
accurate  comparison^  but  indications  are  that  the  maintenance  of 
the  pulverized  coal  will  not  exceed  that  on  the  old  style  and  will 
probably  run  less.  The  saving  in  labor  with  the  pulverized  coal  furnace 
is  shown  to  be: 

Three  men  encashes  at  $1.75 $5 .25 

Three  men  on  fires  nights  at  $2.10 6.30 

Per  24  hours  run $11 .65 
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J8d  Based  on  the  shop  running  at  average  capacity  there  would 
be  a  labor  saving  of  $11.55.  This  allows  for  men  to  start  furnaces  in 
the  morning  and  wheel  away  ashes  and  slag. 

Coal  Analysis,  Boiler  No.  45 

Si^phur 1 .  26 

Ash 6.52 

Volatile  matter 29.17 

Fixed  carbon 66.31 

B.t.u 13,826 

Stack  temperature  340  deg.  fahr. 
Blast  on  furnace  9H  oz. 

Coal  Analysis,  Boiler  No.  61 

Sulphur 1.27 

Ash 13.72 

Volatile  matter 30. 18 

Fixed  carbon 56.10 

B.t.u 13,132 

Stack  temperature  240  deg.  fahr. 
Blast  on  furnace  1  oz. 
Blast  cm  coal  6  os. 

24  From  these  reports  it  will  be  noted  that  the  air  pressure  re- 
quired for  burning  powdered  coal  is  materially  less  than  that  used 
on  either  oil  or  hand-fired  coal  furnaces.  Owing  to  this  decrease  it 
was  fonnd  necessary  to  lengthen  the  stack  on  the  waste  heat  boiler  to 
increase  the  draft  and  afford  a  better  circulation. 
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PULVERIZED  COAL  FOR  STEAM  MAKING 

By  p.  B.  Low,  New  Yobs  Citt 
Member  of  the  Society 

Xuiueruiis  attempts  have  been  made  in  the  past  quarter  century 
10  use  pulverized  coal  as  a  boiler  fuel.  The  published  accounts  of 
the  various  trials  are  full  of  promise  and  apparent  accomplishment. 
but  few  of  the  processes  have  persisted,  and  only  a  small  proportion 
of  the  coal  used  in  steam  making  is  fired  in  this  way. 

2  There  have  been  three  broad  types  of  apparatus  produced: 
that  of  which  the  Pinther  (Fig.  1)  is  typical,  where  the  prepared 
coal  is  emptied  into  a  hopper  above  a  feed-controlling  mechanism  and 
carried  into  the  furnace  by  the  natural  draft;  that  having  a  mechanical 
feed,  as  the  revolving  brush  of  the  SchwartzkopflE  apparatus  (Fig.  2) ; 
and  that  in  which  the  coal  is  blown  into  the  furnace,  as  in  the  Day 
or  Ideal  apparatus  (Fig.  3). 

3  With  the  first  type  eflBciencies  of  from  75  to  80  per  cent  were 
obtained,  but  the  capacity  was  limited.  When  sufficient  draft  was 
applied  to  introduce  a  considerable  amount  of  fuel,  the  velocity  was 
such  as  to  carry  unconsumed  particles  of  coal  into  the  back  connection 
and  tubes.  When  fuel  is  introduced  into  a  powdered  fuel  furnace 
4t  a  rate  which  will  give  the  full  rated  capacity  of  the  boiler,  a 
particle  will  remain  in  the  combustion  zone  of  an  ordinary  furnace 
less  tlian  half  a  second. 

1  The  first  installation  that  I  ever  saw  for  burning  pulverized 
t'oal  under  a  boiler  was  of  the  rotary  brush  type.  It  was  promoted  by 
Mr-  Bradley,  an  extensive  fertilizer  manufacturer,  I  should  say  in 
the  late  nineties.  It  was  but  a  step  from  pulverizing  fertilizer  to  pul- 
verizing coal.  The  apparatus  was  applied  to  a  horizontal-return 
tubular  boiler  at  Quincy,  Mass.,  set  in  the  usual  way.  The  brush 
ujjector  was  placed  at  the  furnace  door  and  upon  the  grate  was  a 
thin  fire  composed  of  coal  of  about  the  size  of  hickory  nuts.  There 
was  no  way  of  feeding  coal  to  this  fire  and  none  was  necessary. 

Presente*!  at  the  Spring  Meeting,  St  Paul-Minneapolis,  June  1914,  of  Thk 
Akkkicak  Society  of  Mechanical  Engineers. 
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Enoogli  of  the  coal  failed  to  be  consumed  in  auspeDsion,  and  fell  and 
agglomerated  itself  upon  the  fuel  bed  to  keep  it  supplied.  The 
powdered  coal  was  brought  in  bags  and  diuoped  into  the  hopper 
above  the  brush.  The  chinme;  was  BmokeIeKi<.  the  fire  box  cloudy, 
but  the  combustion  chamber  full  of  clean  white  flame.  It  looked  Tei7 
promifliDg,  but  never  reached  the  publication  stage. 

S  When  it  is  suggested  that  an  air  blast  be  uecil  to  introduce 
the  fael,  the  apprehension  of  an  excess  of  air  ie  natural.  The  relative 
Tolumes  of  equal  weights  of  coal  and  air  are  about  1  :  990.    It  would 


Pio.  1    PiNTHM  Ttpi  of  Apparatus 

hardly  be  expected  to  use  less  than  15  lb.  of  air  per  pound  of  coal, 
so  that  the  relative  volumes  of  coal  and  air  introduced  would  be 
1  :  (990X15)  =1:14,&60 
6     The  diameter  of  the  globe  of  air  which  would  accompany  each 

tiny  particle  of  fuel  into  the  furnace  would  be  v  14,850  or  over 
S4  times  the  diameter  of  the  particle  of  coal,  so  it  will  be  aeeu 
that  plenty  of  air  may  be  used  for  fuel  injection  purposes  without 
exceeding  the  supply  required  for  complete  combustion.  In  all  of  the 
systems  at  present  in  use,  the  fuel  is  introduced  in  this  way,  the 
blower  usually  being  so  combined  with  the  pulverizer  that  the  pul- 
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TeiiKd  coal  is  blovn  into  the  furnace  as  fast  as  it  reaches  the  necessary 
degne  of  fineness. 

T  That  the  subject  has  not  been  neglected  by  inventors  is  eri- 
decced  by  the  fact  that  during  the  past  SO  years  there  have  been  93 
United  States  patents  iBsned  for  pulverized  coal  apparatus. 

8  The  earlier  attempts  to  utilize  pulverized  coal  were  in  con- 
nection with  metallurgical  processes.  J.  S.  Dawes  used  it  in  England, 
in  1631,  in  blast  furnaces,  injecting  it  with  the  air  through  the  tuyeres. 
It  WIS  proposed  or  tried  in  iron  works  by  Desboissierres,  in  1846,  by 


Fig.  2    Scbwaktekopf  Apparatus 

Mouchel,  in  1854,  and  by  Mushet,  in  1856.    Somewhat  later,  Cramp- 
t™  tried  it  in  locomotive  and  other  boilers. 

9  In  the  Engineering  and  Uining  Journal  of  1876,  Chief  Engi- 
Mer  B.  p.  Isherwood,  U.S.N.,  described  a  test  made  by  naval  engineers 
inder  his  direction  in  1867  and  1868  at  South  Boston,  upon  an 
apparatus  devised  by  James  D.  Whelpley  and  his  partner,  Storer,  for 
Bring  a  boiler  in  part  with  pulverized  fuel.  The  boiler  was  of  the 
borizontal  two-flue  type  having  only  299  sq.  ft.  of  heating  surface  and 
'^H  ^-  ft-  of  grate.  A  coal  fire  was  maintained  upon  the  grate  and 
tbe  pulverized  fuel  fed  in  above  it,  a  fire  arch  being  used  to  maintain 
lie  furnace  temperature  when  the  powdered  fuel  was  used,  bat  not 
vitl]  the  grate  alone. 
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10  Teste  were  made  both  with  anthracite  and  Bemi-bituminouB 
coal.  The  highest  rates  of  comlmstion  attained  were  13.8  lb.  per 
sq.  ft.  of  grate  per  hour  for  the  anthracite,  and  14,9  for  the  bi- 
tuminous, referring  ail  the  (-oal  humed,  pulverized  as  well  as  solid, 
to  the  grate  area.  Mr.  Isherwood's  conclusions  were  that,  including 
the  coat  of  pulverizing,  the  anthracite  did  a  good  deal  better  and  the 
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semi -bituminous  a  little  better,  when  burned  upon  the  grate  in  the 
ordinary  way  than  when  humed  in  part  in  the  pulverized  condition. 

11  In  the  late  nineties,  D.  Wegener  brought  out  in  Europe  and 
tried  in  this  country  a  natural  draft  system.  Tests  showed  boiler 
efficiencies  of  from  75  to  80  per  cent. 

12  In  1910,  J.  B.  Blake,  of  the  Blake  Pulverizer  Company,  in- 
stalled, under  a  300-h.p.  water-tube  boiler,  at  the  Henry  Phipps 
power  plant  in  Pittsburgh,  the  arrangement  shown  in  Fig.  4.  The 
pulverizer  served  as  its  own  blower,  sending  the  pulverized  fuel  mixed 
with  air  to  the  furnace,  where,  in  this  ingtaJlation,  it  was  introduced 
by  a  series  of  nozzles  extending  across  the  width  of  the  furnace.    A 
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little  less  than  the  rated  horsepower  of  the  boiler  was  obtained  with 
an  efficiency  of  about  70  per  cent. 

13  A  later  form  of  the  Blake  apparatus  was  installed  last  winter 
at  the  Peter  Doelger  Brewery  in  New  York  City.  The  powdered  coal 
was  delivered  into  the  top  of  an  extension  furnace  or  Dutch  oven, 
as  shown  in  Fig.  5.  Smokeless  combustion  and  high  efficiency  were 
obtained^  the  principal  trouble  being  from  slag^  which  accumulated  on 
the  roof  and  sides  of  the  furnace^  and  piled  up  in  such  masses  upon 
the  floor  that  frequent  shutdowns  were  required  for  its  removal. 
They  evaporated  as  much  water  with  1000  lb.  of  the  pulverized  as 
with  1400  lb.  of  the  natural  coal,  but  the  cost  of  furnace  main- 
tenance, the  frequent  laying  off  of  the  boiler  for  the  removal  of  slag 
and  the  cost  of  pulverizing  counteracted  in  the  opinion  of  the 
operators  these  advantages  and  the  system  was  abandoned  after  a 
trial  of  about  eight  weeks. 

14  In  1905,  John  B.  Culliney,  superintendent  of  the  American 
Steel  &  Iron  Company,  patented  the  controlling  device  shown  in 
Fig.  6.  The  powdered  fuel  is  deposited  in  the  hopper  A,  filling  the 
chamber  B  directly  beneath  it,  whence  it  is  carried  forward  by  the 
horizontal  screw  conveyor  and  dropped  in  a  continuous  stream  through 
the  chamber  C.  Radial  rods  upon  the  conveyor  sliaft  agitate  the 
mass,  and  push  any  foreign  or  uncomminuted  material  which  may 
have  been  introduced  with  the  fuel  out  to  the  sides,  where  swinging 
cover  plates  DD  are  provided  for  its  removal.  Connected  to  each 
side  Qf  the  chamber  C  is  a  blast  pipe  E,  the  opening  for  which  is 
shown  in  the  longitudinal  section  at  F,  A  current  of  air  fiowing 
through  the  pipe  and  across  the  falling  stream  of  pulverized  coal  picks 
up  a  portion  of  it  and  carries  it  to  the  larger  pipe  0,  where  it  is  taken 
up  by  another  air  current  and  carried  into  the  furnace.  About  one- 
seventh  of  the  total  air  is  supplied  at  the  smaller  pipe  under  a  pres- 
sure of  about  6  oz.,  the  remainder  of  that  necessary  to  complete  com- 
bustion being  supplied  by  the  larger  pipe  under  a  pressure  of  1^^ 
oz.  or  less.  The  part  of  the  coal  which  is  not  taken  up  by  the  blast 
is  returned  to  the  upper  chamber  by  the  inclined  screw  of  coarser 
pitch,  and  carried  forward  again  through  the  same  process.  Regu- 
lation of  the  speed  of  the  conveying  screws,  and  of  both  air  supplies, 
gives  the  operator  complete  control  of  the  rate  of  feeding  and  char- 
acter of  the  fiame.  This  system  has  found  a  wide  application,  not 
only  for  large  metallurgical  work,  but  for  many  furnaces  where  oil 
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shop  processes  at  the  Schenectady  works  of  the  American  Locomotive 
Company,  and  has  recently  been  installed  for  steam  making  pur- 
poses imder  a  300>h.p.  Franklin  boiler.  The  arrangement  is  shown 
in  Pig.  7.  The  results,  up  to  this  writing,  have  been  complete  smoke- 
leas  combustion,  no  slag,  several  furnace  linings  melted  down,  but 
inability  to  get  full  boiler  capacity.  This  is  laid  to  limited  controller 
capacity,  and  larger  controllers  are  being  installed.  It  is  hoped  that 
further  information  will  be  available  before  the  date  of  the  meeting. 

16  Claude  Bettington  of  Johannesburg,  South  Africa,  where 
the  price  of  coal  is  high,  attacked  the  problem  by  designing  a  boiler 
especially  for  use  with  pulverized  fuel.  He  took  out  his  first  patent 
in  the  United  States,  but  his  boiler  was  first  commercially  exploited 
in  England.  He  met  his  death  in  an  aeroplane  accident  some  two 
years  ago.  In  his  boiler  the  feed  is  upward,  as  shown  in  Fig.  8, 
through  a  water-jacketed  nozzle  in  the  center  of  a  vertical  furnace. 
The  pulverizer  acts  as  a  blower,  and  the  air  supply  is  preheated.  From 
the  pulverizer  the  coal  passes  to  a  separator,  where  the  larger  particles 
settle  out  and  return  to  be  again  treated,  the  finer  passing  on  to  the 
burner.  The  blast,  about  2  in.,  opposing  gravity,  tends  to  keep  the 
coal  in  suspension,  and  as  a  particle  would  have  to  pass  twice  the 
length  of  the  furnace  (upward  and  downward)  to  escape,  there  is  no 
difficulty  in  obtaining  complete  combustion. 

17  The  flame  does  not  lift  more  than  10  })er  cent  under  the 
l^ghest  rate  of  feed  which  it  is  practicable  to  employ,  the  temperature 
0^  the  furnace  and  of  the  enveloping  gases  being  increased  enough  to 
offset  the  greater  velocity  of  ingress.  The  tubes  of  the  inner  row  of 
the  circular  furnace  are  covered  with  a  special  refractory  covering  to 
^thin  a  short  distance  of  the  bottom  header,  making  a  brick-lined 
combustion  chamber.  The  special  bricks  are  placed  loosely  around 
the  tubes,  but  soon  become  coated  with  molten  ash  and  slag,  which 
^elds  them  into  a  solid  wall,  and  closes  the  crevices  between  the  lining 
'^d  the  top  header.  The  ash  which  is  not  so  slagged  to  the  furnace 
^aces,  or  carried  out  by  the  draft,  drips  into  the  ashpit  below  the 
lo^er  header.  The  destructive  effect  of  the  impinging  flame  upon  the 
brickwork  is  avoided  by  taking  it  upon  the  lower  head  of  the  central 
drum,  or  upon  the  accumulation  of  gas  in  the  upper  end  of  the 
chamber,  the  region  of  greatest  heat  intensity  being  in  the  core,  while 
the  tubes  and  shell  are  subjected  to  the  lesser  temperature  of  the 
somewhat  cooled  gases,  which  have  not  yet  got  away.  The  radiant 
heat  is,  however,  effective  upon  them  and  the  metal  surfaces  must  be 
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kept  perfectly  clean,  and  particular  care  taken  as  to  the  water  level. 
One  of  these  boilers  having  2606  sq.  ft.  of  heating  surface  has  been 
running  for  over  four  years  at  the  works  of  the  builders.  It  evapo- 
rates regularly  14,000,  and  has  been  worked  up  to  22,000  lb.  of  water 
per  hour.  These  rates,  however,  (5.4  and  8.4  lb.  per  sq.  ft.  of  heating 
surface)  are  attained  with  stoker  fired  boilers. 

18  A  contributor  to  Power  who  has  had  two  of  these  boilers  in 
charge  says  that  the  steel  head  of  the  upper  drum  burned  through  at 
one  time,  probably  due  to  dirt  collecting  upon  it;  that  in  spite  of 
the  cooling  effect  of  the  tubes  the  special  bricks  forming  the  furnace 
quickly  burn  away,  and  frequent  renewals  are  necessary.  Care  must 
be  taken  lest  the  lining  bum  through  and  the  gas  be  short-circuited. 
Although  this  boiler  will  bum  low-grade  fuel  successfully,  and  while 
under  steam  is  easily  managed,  one  fireman  being  able  to  look  after 
several  boilers,  these  advantages  are  largely  offset  in  his  opinion  by 
high  cleaning  and  maintenance  charges. 

19  The  makers  say  their  experience  has  been  that  a  lining  will 
last  about  two  years,  and  that  even  large  holes  will  automatically  seal 
up.  The  parts  which  require  most  frequent  renewal  are  the  beaters 
and  liners  of  the  pulverizer.  These  are  of  manganese  steel,  and  can 
be  replaced  in  about  two  hours.  The  makers  claim  an  approximate 
life  for  the  beaters  of  1500,  and  for  the  liners  of  2000  tons  of  coal 
handled.  A  user,  after  10  months'  experience,  says  that  the  blades 
run  from  1000  to  1200  hours  per  set,  and  that  the  second  set  of 
liners  was  still  in  use.  The  use  of  heated  air  in  the  pidverizer  allows 
coal  having  15  per  cent  or  more  of  moisture  to  be  handled  success- 
fully; a  separate  heater  is  recommended  for  large  boilers.  They 
allow  2  to  3  per  cent  of  the  boiler  capacity  for  pulverizing.  There 
was  some  trouble  from  leaky  water  jackets  putting  the  flame  out,  but 
this  has  been  overcome  by  the  use  of  welded  jackets. 

20  A  number  of  these  boilers  are  in  use  in  South  Africa,  in 
Great  Britain  and  Canada.  Tests  of  one  of  the  Band  boilers  show 
an  eflSciency  of  82.6  per  cent,  the  coal  having  2.15  moisture,  28.8 
volatile,  57.55  fixed  carbon,  17.5  ash.  The  COj  is  carried  at  15  per 
cent  in  regular  practice. 

21  With  the  ordinary  method  of  burning  coal,  the  grate  with  its 
bed  of  solid  incandescent  fuel  more  or  less  encimibered  with  ash  and 
clinker,  offers  a  considerable,  a  varying,  and  an  uneven  resistance  to 
the  passage  of  air,  rejects  the  incombustible  residuum  with  some  diffi- 
culty and  allows  some  of  the  imbumed  fuel  to  sift  to  the  ashpit  or  to 
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be  fnfled  in  with  the  clinker.  If  the  fuel  can  be  burned  in  suspension, 
many  of  these  difficulties  disappear  and  the  draft-producing  ap- 
paratus is  reduced  to  that  which  will  remove  the  products  of  com- 
biution  and  allow  enough  air  to  enter  to  bum  the  required  amount 
of  fuel.  There  still  remains,  however,  the  diflBculty  of  getting  rid 
of  the  incombustible.  With  10  per  cent  ash  there  will  be  200  lb.  of 
refuse  to  be  got  rid  of  with  each  ton  of  coal  burned.  If  this  is  kept 
in  a  pulverized  form  it  is  carried  into  the  back  connection,  the  tubes 
and  stack,  and  scattered  about  the  neighborhood.  If  it  is  fused  it 
attaches  itself  to  the  surfaces  of  the  furnace  and  welds  itself  into 
manefl,  occasioning  damage  to  the  brickwork  in  its  removal  and 
comparatively  frequent  layoffs  for  cleaning.  In  one  instance  the 
molten  slag  formed  in  sheets  and  ridges  upon  the  sides  and  in 
stalactites  upon  the  roof  of  the  furnace,  while  the  floor  was  covered 
with  a  plastic  mass,  which  cooled  when  the  door  was  opened  for  its 
removal,  and  coidd  hardly  be  got  out  without  material  damage  to  the 
furnace. 

22  The  possibility  of  getting  an  adequate  supply  of  oxygen  to 
the  finely  conmiinuted  carbon  allows  perfect  and  smokeless  combustion 
with  a  minimum  air  supply,  but  with  the  rates  of  combustion  de- 
manded in  present  practice,  the  result  is  a  high  temperature  with 
erosive  and  reducing  characteristics  which,  however  good  they  may  be 
for  metallurgical  processes,  are  not  favorable  to  the  longevity  of  a 
boiler  furnace.  If  this  temperature  is  kept  down  by  feeding  less  fuel, 
the  capacity  is  limited,  while  if  it  is  kept  down  by  using  an  excess 
of  air  the  economic  advantage  just  cited  is  sacrificed. 

23  There  have  been  several  disastrous  explosions  of  the  prepared 
fuel  outside  of  the  furnace,  but  these  can  be  easily  guarded  against. 
Coal,  however  finely  conmiinuted,  does  not  contain  the  elements  neces- 
sary for  its  own  combustion,  and  if  ignited  will  burn  only  slowly  if 
^^ept  in  a  compact  mass.  It  is  only  when  it  is  diffused  in  a  cloud  that 
the  oxygen  of  the  atmosphere  can  get  to  it  quickly  enough  to  make 
the  rate  of  combustion  dangerous.  The  pulverized  fuel  can  be  safely 
conveyed  en  masse  in  suitable  holders,  in  screw  conveyors,  or  even 
^  cars  and  barrows  if  care  is  taken  that  it  shall  not  be  blown  or  sifted 
about  in  a  finely  disseminated  state.  In  tliose  systems  where  the  pipe 
l^k  of  the  blower  is  filled  with  an  explosive  mixture  of  coal  and  air, 
the  rate  of  flow  niust  exceed  that  of  the  propagation  of  flame  in  such 
a  niixture,  and  in  shutting  down  the  coal  supply  should  be  shut  off 
^t   The  pulverized  mass  will  run  like  water,  so  that  the  pitch  of 
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chutes,  conveyors,  etc.,  must  be  so  set  as  to  provide  against  the  flowini 
of  their  contents. 

24  While  anthracite  dust  can  be  used  it  bums  more  slowly  thai 
coal  having  a  higher  percentage  of  volatiles,  and  must  be  very  finel; 
pulverized.  For  most  systems  practically  all  of  the  coal  should  g 
through  a  screen  having  100  meshes  to  the  inch,  and  for  coals  haviuj 
a  small  percentage  of  volatile  or  where  very  rapid  combustion  i 
imperative  the  coal  is  ground  to  a  fineness,  which  will  permit  th 
greater  part  of  it  to  pass  through  a  200-to-the-inch  sieve.  Low-grad 
coals  and  coals  having  a  large  percentage  of  ash  can  be  burned  ii 
this  way,  but  there  is  a  limit  to  the  proportion  of  slate  and  bone  tha 
one  can  afford  to  grind,  and  an  increasing  proportion  of  ash  mean 
increased  trouble  from  dust  and  slag.  The  earlier  practice  of  takinj 
up  the  impingement  of  the  flame  on  a  checkerwork  or  a  heap  o 
brickbats  is  out  of  favor.  It  simplifies  the  process  of  keeping  th 
burner  lighted,  but  bums  up  too  much  firebrick  and  makes  a  locu 
for  the  building  of  a  slag  heap.  With  an  ordinary  firebrick  fumao 
well  heated  up  there  is  no  trouble  in  maintaining  the  flame  steady 
and  it  will  re-ignite  after  having  been  turned  out  for  several  minutcE 

25  The  cost  of  pulverizing  and  the  large  initial  cost  of  thi 
drying,  pulverizing,  conveying  and  feeding  apparatus,  together  wit) 
the  fact  that  coal  of  practically  all  grades  can  be  burned  with  i 
tolerable  degree  of  smokelessness  in  the  cheaper  apparatus  in  conmioi 
use  with  a  degree  of  efiSciency  which  leaves  little  margin  to  cover  th 
increased  expenditure,  have  combined  to  restrict  the  use  of  pulverizer 
coal  for  boiler  purposes  to  special  instances. 
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TOPICAL  DISCUSSION  ON  POWDERED 

FUEL 

Following  the  presentation  of  the  papers  upon  Pulverized  Fuel, 
there  was  a  topical  discussion  for  which  contributions  had  been  pre- 
pared by  J.  L.  Agnew,  W.  P.  Barba,  H.  G.  Bamhurst,  John  V.  Cxd- 
liney,  W.  R.  Dunn,  William  A.  Evans,  Edw.  J.  Kelley,  A.  W.  Eay- 
moDd.  These  contributions  were  sent  to  the  Society  in  response  to  an 
invitation  to  furnish  data  upon  the  following  selected  topics : 

(1)  Orades  of  coal  saceesafully  used — analysis 

(2)  Experiences  with  coal  high  in  ash  and  sulphur 

(3)  Essentials  of  storage  bin  for  powdered  fuel — troubles  from  storage 

(4)  Necessity  for  drying  coal  before  grinding 

(5)  Fineness  of  grinding 

(6)  Cost  of  grinding  and  handling,  including  upkeep 

(7)  Danger  from  particles  of  dust  floating  in  air 

(8)  Essentials  of  a  good  burner 

(9)  What  troubles  are  likely  to  occur  with  burners  in  general 

(10)  Special  features  required  in  powdered  fuel  furnaces 

(11)  Air  pressure  used  and  effect  of  stack  draft  on  combustion 

(12)  Experiences  with  ash  or  slag  in  furnace 

(13)  What  temperatures  are  maintained  in  furnaces — ^influence  of  tem- 

perature on  formation  of  slag 

(14)  Experiences  with  checkerwork  in  metallurgical  furnaces 

(15)  Life  of  furnace  as  compared  with  furnaces  using  other  fuels 

(16)  Items  of  expense  or  economy  iu  the  plant  as  a  whole,  due  to  use 

of  powdered  fuel 


The  contributions  are  as  follows : 

(^  )     Grades  of  Coal  Successfully  Used — Analysis. 

A  good  average  analysis  of  the  coal  used  here  is  as  follows : 

Volatile  matter 39 

Fixed  carbon 53 

Ash 8 

Sulphur    , 2 

B.t.u 13,600 

Presented  at  the  Spring  Meeting,  St.  Paul -Minneapolis,  June  1914,  of  The 
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The  amount  of  volatile  matter  present  is  probably  of  considerable 
importance,  but  we  are  not  able  to  say  from  our  own  experience  how 
high  the  fixed  carbon  could  go  and  the  coal  still  be  successfully  used  in 
the  powdered  form,  though  it  is  stated  that  anthracite  and  even  coke 
has  been  used. — J.  L.  Agnew. 


The  kinds  we  have  used  successfully  are  high-grade  gas  coals  and 
gas  slacks  where  the  volatile  has  run  about  3^  per  cent  to  40  per 
cent,  ash  6  per  cent  to  8  per  cent  and  the  sulphur  low. — ^W.  P.  Barba. 

Coal  most  suitable  for  kiln  furnaces  and  other  types  of  metal- 
lurgical furnaces  is  that  which  runs  about  35  per  cent  in  volatile 
combustible  matter,  8  per  cent  or  lower  in  ash,  and  1^^  per  cent 
or  lower  in  sulphur.  Good  results  are  being  obtained,  however,  on 
coals  which  vary  considerably  from  the  above  percentages. — H.  G. 
Bahnhubst. 

The  grade  of  coal  successfully  used  in  heating  and  puddle  fur- 
naces has  a  composition  closely  approaching  the  following: 

Volatile  matter 33 

Fixed  carbon 56 

Moisture 1 

Aah   9 

Sulphur    1 

100 
— J.  V.   CULLINEY. 

What  is  technically  known  as  gas  slack  is  the  grade  most  gener- 
ally used,  particularly  in  the  portland  cement  industry.  This  is 
cheaper  than  run  of  mine  gas  coal,  and  in  its  fine  state  dispenses 
with  the  use  of  preliminary  crushing  machinery  prior  to  going 
to  the  dryer.  The  coal  should  be  high  in  volatile  matter.  Its  range 
in  this  respect  should  vary  from  28  per  cent  upward.  The  higher  the 
volatile  content,  the  more  readily  will  the  coal  ignite,  provided,  of 
course,  the  fineness  be  the  same.  The  volatile  matter  is  driven  off  after 
the  small  percentage  of  moisture.  It  is  readily  ignited  by  the  heat  of 
the  furnace,  and,  if  the  coal  has  been  sufiiciently  reduced  in  fineness 
and  properly  mixed  with  air,  the  burning  coal  dust  will  approach  the 
condition  of  an  approximate  gas.  A  typical  analysis  of  a  high-grade 
gas  coal  would  be  as  follows,  figured  on  a  dry  basis : 
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Volatile  matter   34.50 

Fixed  carbon    57.00 

Aril   8.50 

Total    100.00 

Sulphur    1.20 

The  value  of  a  coal  for  a  particular  industry  will  depend  greatly 
upon  the  character  of  the  particular  furnace  and  especially  upon  the 
material  to  be  heated.  For  example,  a  coal  high  in  sulphur  may  be 
used  without  deleterious  effect  in  one  industry,  while  in  another  it 
would  cause  a  great  deal  of  harm  to  the  material  being  treated.  Coals 
high  in  sulphur  invariably  give  trouble,  due  to  spontaneous  combus- 
tion. This  is  especially  true  with  some  of  the  high  sulphur  coals  of 
Indiana  and  Illinois. — ^W.  B.  Dunn. 

Furnaces  have  been  operated  using  coal  with  ash  as  high  as 
18  and  20  per  cent,  but  the  successful  use  of  such  coal  is  limited 
to  those  furnaces  in  which  the  deposit  of  ash  on  the  charge  of 
material  does  not  seriously  affect  the  product.  For  most  furnaces 
of  the  rotary  type  and  for  heating  furnaces,  moderately  good  coal  will 
do,  that  is  coal  containing  8  to  10  per  cent  ash.  On  furnaces  for  the 
more  refined  treatment  of  metals,  such  as  the  open  hearth  steel  and 
copper  refining  furnaces,  exact  specifications  should  be  enforced,  limit- 
ing the  ash  to  3  or  4  per  cent.  Copper  matt  furnaces  producing  less 
refined  copper  than  the  above  will  stand  a  high  percentage  of  ash. 
This  ash,  if  deposited  on  the  charge,  is  drawn  off  with  the  other 
slagged  impurities.  The  one  essential  of  coal  for  powdered  coal 
burning  is  high  volatile  content.    This  should  be  above  20  per  cent. 

— ^WiLLUM  A.  Evans. 

The  type  of  furnace  is  the  deciding  factor  in  the  choice  of  the 
^*1.  Following  are  two  analyses  which  have  given  very  satisfactory 
results  in  open  hearth  practice : 

No.  1  No.  2 

Ash   10  5 

Sulphur    1  % 

Volatile  matter 37  unknown 

Moisture 1%  1 

Ck>8t  per  ton  delivered $2.50  $3.35 

The  following  coal  has  been  used  for  a  period  of  about  10  years  for 
heating  annealing  ovens : 
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Ash   19.05 

Sulphur    3.63 

Volatile  matter 24.62 

B.t.u 11,000 

This  coal  was  obtained  for  $1.70  delivered.  Comparison  of  the 
above  analyses  will  show  the  fallacy  of  predicting  just  what  grades  of 
coal  can,  and  cannot  be  burned.  The  consumer  will  have  to  decide 
for  himself  what  coal  will  give  the  highest  economy,  and  can 
probably  arrive  at  no  conclusion  without  actual  tests.  One  user  of  the 
coal  given  in  the  second  analysis  has,  after  a  period  of  10  years  of 
success  with  it,  decided  to  change  to  a  coal  containing  a  much  lower 
percentage  of  ash,  and  consequently  higher  calorific  value.  The  rea- 
sons given  are,  less  accumulation  of  ash  in  the  furnace,  and  therefore 
the  elimination  of  much  of  the  expense  of  handling  it,  through  the 
saving  of  the  cost  of  pulverizing  and  otherwise  preparing  the  useless 
ash,  and  that  due  to  the  higher  calorific  value  of  the  fuel.  This  would 
seem  to  indicate  that  a  more  expensive  coal  containing  less  ash  and 
having  higher  calorific  value  will  decrease  annealing  costs;  just  how 
far  this  theory  can  be  carried  into  actual  practice  depends  on  the 
local  plant  conditions  and  can  probably  be  determined  only  by  experi- 
ment.— A.  W.  Raymond. 

(1^)     Experiences  with  Coal  High  in  Ash  and  Sulphur. 

The  amount  of  sulphur  present  in  coal  used  for  reverberatory 
smelting  is  of  little  or  no  importance  as  the  charge  to  the  furnace 
always  contains  a  large  amount  of  sulphur.  The  ash,  however, 
is  of  great  importance.  At  different  times  we  have  used  coal  con- 
taining from  5  per  cent  to  10  per  cent  ash.  When  the  coal  is  burnedj 
part  of  the  ash  sticks  at  the  throat  of  the  furnace  in  a  pasty  condition, 
and  when  there  is  as  much  as  10  per  cent  ash,  it  tends  to  build  up 
here  and  eventually  interferes  with  the  smelting.  Usually,  however, 
it  can  be  kept  barred  off  without  much  difficulty. 

Another  portion  settles  in  a  fine  pulverulent  condition  in  the  flue 
chamber  beyond  the  throat.  This  simply  requires  drawing  out 
{periodically  with  hoes  through  small  side  doors  built  in  for  that  pur- 
pose. The  amount  obtained  when  burning  about  70  tons  of  coal  per 
24  hours  is  400  or  500  lb. 

The  greatest  portion  of  the  ash,  however,  settles  on  the  bath  in  the 
furnace  and  forms  part  of  the  liquid  slag.    It  is  drawn  off  in  that  form 
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and  of  course  causes  no  difficulty  whatever,  only  increasing  some- 
what the  amount  handled. 

As  coal  ash  is  high  in  silica  it  is  quite  evident  that  a  basic  slag  will 
combine  with  it  most  readily  and  in  such  a  case  the  ash  might  be 
valuable  as  a  flux.  On  the  other  hand,  an  addition  of  this  high  silica 
ash  to  a  slag  already  high  in  silica  miglit  easily  raise  the  melting 
point  sufficiently  to  cause  a  good  deal  of  trouble  and  interfere  seri- 
ously with  the  working  of  tlie  furnace. — J.  L.  Agnew. 

We  find  the  ash  rather  troublesome,  but  this  would  not  have 
been  enougli  to  condemn  the  coal  had  the  price  be^n  low  enough 
to  warrant  some  extra  trouble.  In  trying  a  gas  slack  of  12  per 
cent  ash  and  2  per  cent  to  3  per  cent  sulphur,  we  found  trouble  with 
both  the  asli  and  the  sulphur,  the  latter  throwing  off  very  disagreeable 
fumes  in  the  plant. — W.  P.  Barba. 

Coals  running  as  high  as  25  per  cent  ash,  5  per  cent  sulphur, 
have  been  used  with  success  in  cement  manufacture. — TI.  G.  Barn- 
hurst. 

The  higher  the  percentage  of  volatile  matter,  the  better  the  re- 
sults obtained.  In  metallurgical  furnaces  the  percentage  of  ash  and 
sulphur  should  always  be  kept  as  low  as  possible,  although  the 
sulphur  in  the  coal  does  not  appear  to  be  absorbed  by  the  iron  to 
^y  great  extent ;  no  more  so  than  in  the  regular  hand-fired  puddle 
^d  heating  furnaces.  The  ash  causes  very  little  trouble  in  fur- 
naces maintaining  a  temperature  of  2500  deg.  fahr.  or  over,  and 
*^  puddle  and  heating  furnaces,  having  waste  heat  boilers  located 
^Iwve  them,  part  of  the  ash  is  deposited  in  the  combustion  chamber, 
Pirt  in  the  furnace  proper,  while  the  remainder  is  deposited  beneath 
*e  boilers. 

Very  little  ash  passes  up  the  stack.  The  ash  deposited  in  the  com- 
bustion chamber  is  removed  by  dropping  the  bottom  or  through  the 
^mbustion  chamber  door.  The  bottom  is  made  up  of  easily  remov- 
able grate  bars,  upon  which  rests  a  layer  of  fine  ash,  which  together 
^th  the  furnace  brick  forms  a  pasty  slag.  This  slag  becomes  hard 
^i  brittle  when  cool. 

It  is  possible  to  remove  this  pasty  slag  through  the  combustion 
Camber  door  several  times  a  day  without  difficulty  and  to  clean  this 
chamber  entirely  once  a  week,  by  pulling  out  the  grate  bars.     The 
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ash  which  is  carried  over  the  bridge  wall  runs  off  with  the  slag  and  the 
remainder  of  the  ash  is  deposited  under  the  boiler  and  removed  at  the 
end  of  each  week. — John  V.  Culliney. 

In  the  cement  industry,  a  coal  high  in  ash  may  increase  the 
formation  of  clinkers,  particularly  if  the  raw  materials  fed  to  the 
kiln  are  deficient  in  silica.  Otherwise,  a  coal  having  a  high  per- 
centage of  ash  causes  only  a  slight  inconvenience,  due  to  the  re- 
moval of  larger  quantities  of  fine  ash  from  the  dust  settling  chambers. 
In  some  cases  where  the  ash  has  a  low  fusing  temperature,  trouble  majf 
be  caused  by  the  formation  of  an  excessive  amount  of  slag.  (Generally 
the  presence  of  sulphur  in  large  or  small  percentages  is  the  cause  oi 
a  great  many  difficulties. 

Where  the  coal  is  used  in  drying  furnaces,  such  as  rotary  dryers, 
the  presence  of  sulphur  in  the  coal  will  cause  no  ill  effects,  but  where 
powdered  coal  is  used  to  reduce  nickel  ores,  copper  ores,  etc.,  espe- 
cially in  the  refining  end  of  the  industry,  the  question  of  sulphur  in 
the  coal  should  receive  careful  attention.  It  has  been  claimed  that  if 
the  sulphur  in  the  coal  is  first  burned  off  to  the  dioxide  form  SO,, 
there  is  very  little  danger  of  it  combining  with  a  molten  mass  of  metal 
having  a  strong  affinity  for  sulphur.  If,  on  the  other  hand,  the  pow- 
dered coal  is  not  supplied  with  the  requisite  amount  of  air  causing 
incomplete  combustion  and  burning  the  sulphur  to  the  monoxide  form 
SO,  there  is  a  great  tendency  of  the  sulphur  to  imite  with  the  molten 
metal,  particularly  so  because  it  is  present  in  an  atmosphere  of  GO 
and  free  carbon,  and  has  no  chance  to  take  on  more  oxygen.  I  believe 
that  even  where  there  is  great  danger  of  sulphur  absorption,  a  furnace 
can  be  constructed  so  that  little  or  no  sulphur  in  the  coal  will  unite 
with  the  metal  in  the  furnace,  that  is  the  sulphur  will  be  burned  to 
sulphur  dioxide  and  there  will  be  an  oxidizing  rather  than  a  reducing 
flame. — ^W.  R.  Dunn. 

4 

High  ash  coal  often  introduces  insurmountable  difficulties.  The 
ash  accumulates  so  rapidly  in  the  combustion  chamber  and  clings 
so  tenaciously  to  the  walls  that  it  is  almost  impossible  to  remove  it. 

— ^W.  A.  Evans. 

The  presence  of  sulphur  in  the  coal  is  important  only  as  it 
affects  the  material  treated  in  the  furnace.  In  this  case  a  coal  of 
low  enough  sulphur  content  must  be  used  to  keep  the  sidphur  con- 
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tent  in  the  finished  product  below  the  TnaxirmiTn  allowed  by  specifi- 
cation. The  relation  of  the  sxdphur  content  in  the  finished  product 
to  that  in  the  fuel  is  about  the  same  in  the  case  of  pulverized  coal 
M  of  producer  gas. — A.  W.  Eaymond. 

(3)    Essentials  of  Storage  Bin  for  Powdered  Fuel — Troubles  from 
Storage. 

Our  storage  bins  hold  about  60  tons  of  powdered  coal  and  are 
kept  practically  full  all  the  time.  The  dust  will  take  fire  very 
eaailjy  even  a  lighted  match  often  being  enough  to  ignite  it,  but 
it  simply  smolders  away  harmlessly.  The  best  way  in  such  a  case  is 
to  shut  off  the  supply  of  fresh  coal  and  use  up  what  is  already  in  the 
bill. — J.  L.  AoNEW. 

The  sides  of  the  storage  bins  should  be  of  very  sharp  slope  in 
orcier  to  have  the  coal  flow  freely.  It  has  been  apparent  that  more 
^'^gging  takes  place  if  the  moisture  is  allowed  to  go  over  1  per  cent 
tha.n  if  it  is  kept  below.  Probably  the  interior  smoothness  of  the 
l^ins  has  much  to  do  with  the  coal  flowing  down  as  required.  A  great 
deal  of  moisture  will  form  in  the  first  bin  in  which  the  coal  is  stored 
^fter  drying,  if  the  time  of  storage  is  long,  the  moisture  often  run- 
^ixig  down  through  the  coal  and  dripping  out  at  the  bottom  of  the 
^in.  In  the  bin  where  the  pulverized  coal  is  stored  we  have  found  by 
^^I)erience  that  by  the  end  of  96  hours  combustion  is  likely  to  take 
place;  and  also  that  such  has  occurred  in  several  cases  in  less  than 
that  length  of  time. — W.  P.  Barba. 

It  is  advisable,  in  storing  large  piles  of  cual,  to  have  the  coal 
^^der  roof,  with  at  least  two  sides  of  the  building  open,  in  order 
^o  allow  part  of  the  moisture  to  evaporate,  thereby  lessening  the 
^ork  of  the  dryer. 

Pidverized  coal  which  is  damp  should  never  be  stored  for  any  great 
length  of  time,  as  spontaneous  combustion  is  likely  to  occur.  Dry  coal 
can,  however,  be  stored  indefinitely. 

All  hoppers  to  hold  pulverized  coal  should  be  made  with  two 
sides  vertical  and  the  other  two  sloped,  at  an  angle  of  about  30  deg. 
with  the  vertical.  This  is  done  to  prevent  the  coal  from  arching.  The 
greater  the  percentage  of  moisture  in  the  coal,  the  greater  the  tendency 
to  arch. — John  V.  Culliney. 
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A  good  storage  bin  for  powdered  coal  should  be  free  from  pockets 
or  comers  where  the  coal  is  likely  to  lodge  and  remain  stored  for 
some  time.  Powdered  coal  stored  for  some  length  of  time  is  apt 
to  ignite,  due  to  spontaneous  action.  The  bin  should  be  of  ample 
capacity,  not  too  large,  and  should  hold  coal  sufficient  for  12  to 
18  hours'  use.  It  shoxdd  be  covered  with  a  sheet  iron  cover  to  pro- 
tect the  feeding  mechanism  against  foreign  matter  falling  into  the 
bin  and  getting  into  the  working  parts  of  the  feeder ;  a  cover  also  pre- 
vents the  accidental  introduction  of  sparks  or  fire.  It  should  by  all 
means  be  constructed  of  fire  resisting  material.  Sheet  iron  bins  are 
very  serviceable,  especially  when  the  coal  stored  is  in  a  dry  condition 
and  not  allowed  to  absorb  moisture  from  the  air.  Wet  coal,  if  it  con- 
tains a  large  amount  of  sulphur,  generally  causes  rapid  corrosion  of 
the  sheet  metal  plates.  Dry  powdered  coal  is  exceedingly  hygroscopic 
and  it  is  necessary  that  the  coal  in  the  bin  should  be  kept  as  free  as 
possible  from  contact  with  the  atmosphere  of  the  room. — W.  R. 
Dunn. 

The  bin  should  be  of  a  size  to  carry  over  14  or  16  hours  with- 
out refilling,  thus  giving  plenty  of  time  for  such  repairs  as  may 
be  required  without  shutting  down  the  furnace.  It  also  permits 
of  operation  of  grinding  plant  during  the  day,  giving  enough 
storage  to  carry  through  night  service.  The  only  trouble  that  can 
come  from  storage  of  powdered  coal  is  spontaneous  combustion,  when 
coal  is  allowed  to  stand  too  long  in  bins.  Powdered  coal  should  always 
be  kept  moving,  not  allowed  to  stand  more  than  one  day  in  case  of  a 
temporary  shutdown  of  the  plant.  For  any  greater  length  of  time, 
the  powder  should  all  be  drawn  out  of  the  bins.  Spontaneous  com- 
bustion is  more  likely  to  take  place  with  powdered  coal  than  with  ordi- 
nary slack  because  of  the  lieat  accumulated   during  the  grinding. 

— William  A.  Evans. 

The  essentials  are  proper  capacity  and  shape  of  bin.  The  ca- 
pacity should  be  large  enough  to  permit  of  sufficient  coal  storage 
to  carry  the  furnace  operation  through  any  shutdown  which  may 
occur  in  the  grinding  room.  With  the  proper  equipment  a  24- 
hour  storage  is  generally  sufficient  and  absolutely  safe.  Pulverized 
coal  when  properly  prepared  has  been  stored  without  any  occurrence 
of  fire  for  periods  of  from  a  week  to  ten  days.  Storage  for  such  a  long 
time  as  this  can  only  be  accomplished  without  fire  danger  if  the  coal 
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is  delivered  to  the  bins  in  a  thoroughly  dry  condition  and  at  a  compara- 
tiTely  low  temperature. 

The  bins  should  be  made  and  kept  as  air-tight  as  possible.  A  very 
frequent  di£Sculty  experienced  in  the  storage  bin  is  a  tendency  for 
powdered  coal  to  bridge  over  at  the  bin  outlet,  and  consequently  stop 
flowing  into  the  feeder.  Such  a  condition  is  sometimes  very  hard  to 
overcome.  One  very  large  and  successful  user  of  the  fuel  claims  to 
hive  eliminated  this  annoyance  by  a  peculiar  construction  of  the  bin. 
The  ordinary  cone-shaped  hopper  is  replaced  by  a  trough  of  triangular 
eroBft^ection  and  a  small  conveyor  is  run  directly  through  the  coal 
along  the  bottom  of  the  trough.  This  conveyor  can  replace  the  one 
generally  used  to  control  the  amount  of  coal  fed  to  the  furnace,  and  the 
equipment  consequently  becomes  as  simple  and  inexpensive  as  the  one 
prcTiously  used. — ^A.  W.  Raymond. 

(^)    Necesifity  for  Drying  Coal  before  Orinding. 

Coal  as  received  runs  from  4  per  cent  to  8  per  cent  moisture, 
which  should  if  possible  be  reduced  to  1  per  cent  or  less.  This  is 
not  an  easy  matter.  A  small  lump  of  coal  may  be  ignited  on  the 
^rface  and  still  not  be  dry  throughout.  Moisture  is  detrimental 
t^ecause  (a)  it  reduces  the  capacity  of  the  grinder,  (b)  it  tends  to 
ftidn  in  the  storage  bins,  (c)  it  lowers  the  possible  attainable  tem- 
perature, and  (d)  it  lessens  the  eflBciency. — J.  L.  Agnew. 

It  is  essential  to  have  the  coal  dried  to  at  least  1  per  cent  of 
DM)isture,  both  for  the  ease  of  pulverizing  as  well  as  for  ease  of 
screening  in  the  pulverizer. — ^W.  P.  Barba. 

When  high  temperatures  are  required,  a  higher  degree  can  be 
obtained  by  the  use  of  dried  rather  than  wet  coal,  as  the  temper- 
ature of  combustion  will  decrease  with  the  increased  percentage  of 
Daoisture.  For  instance,  a  coal  containing  3  per  cent  moisture,  as 
It  frequently  does,  if  passed  through  a  dryer  would  give  approxi- 
^tely  a  temperature  of  3*^00  deg.  fahr.  when  burned  with  26  per 
^t  excess  air,  whereas  the  same  coal  containing  10  per  cent  mois- 
^  would  give  only  3000  deg.  when  burned  with  25  per  cent  excess 

• 

*^'  In  addition  to  the  above,  wet  coal  clogs  the  screens  of  certain 
^ypes  of  pulverizers  considerably,  decreasing  the  output  of  the  pulver- 
izers and  also  a£Fecting  its  quality.  Wet  coal  will  stick  in  bins  and  in 
burnerg. 
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Coal  shoxild  be  dried  to  1^  per  cent  or  less  before  pxilverizing,  if  poc 
eible. — ^H.  G.  Baknhubst. 

If  it  is  desired  to  obtain  conditions  such  that  the  coal  will  ignit 
instantly,  the  moisture  content  should  not  exceed  one-half  of  1  pc 
cent.  The  coal  on  its  way  to  the  furnace,  after  it  has  been  driec 
absorbs  additional  moisture,  and  by  the  time  it  is  ready  to  be  use 
it  may  contain  as  much  as  0.7  of  the  1  per  cent  moisture.  Di 
coal  is  desired  because  it  can  be  more  intimately  mixed  with  the  ai 
and  fed  more  regularly  to  the  furnace.  Wet  coal  or  damp  coal  wi 
clog  the  feeding  mechanism  and  ejector  tubes,  and  in  addition  to  thi 
it  is  apt  to  form  coke  in  the  furnace  and  the  furnace  temperature  wi 
not  be  so  high  as  when  dry  coal  is  used. — ^W.  B.  Dunn. 

The  necessity  for  drying  coal  is  controlled  by  two  factors,  th 
design  of  the  grinding  machine  and  the  capacity  of  the  plant.  Th 
first  factor  concerns  machines  that  depend  upon  screens  for  regt 
lating  the  fineness  of  the  coal.  Where  screens  are  used  coal  mu« 
be  dried.  With  moist  coal  screens  clog  up.  Machines  that  depen 
upon  air  separation  for  regulating  the  fineness  of  coal  have  no  sue 
difficulty.  They  do,  however,  consume  more  power  when  grindin 
moist  coal. 

The  other  factor,  viz.  capacity  of  plant,  is  important  as  it  has  ak 
to  do  with  economy  in  building  a  small  plant.  Where  but  20  or  3 
tons  a  day  are  to  be  used  it  is  possible  so  to  select  coal  as  to  kee 
its  moisture  down  to  under  5  per  cent.  This  can  be  secured  by  shi] 
ping  in  boxed  cars  and  carrying  in  dry  storage  a  suflBcient  quantity  i 
last  ten  days  or  two  weeks.  Where  large  quantities  are  used  and  whei 
it  is  impossible  to  carry  enough  storage  to  insure  a  continuous  suppl 
of  commercially  dry  coal  a  dryer  is  absolutely  necessary. 

It  will  be  argued  that  there  are  plants  using  coal  that  has  not  bee 
dried.  Where  this  is  done  in  large  quantities  it  will  be  found  thi 
the  same  plant  has  other  furnaces  or  other  means  of  using  up  the  w( 
coal  that  comes  to  the  plant  and  is  able  to  select  the  driest  for  use  i 
the  machines  in  question.  The  writer  has  used  coal  containing  2 
per  cent  moisture.  Although  it  is  possible  to  struggle  through  for 
short  time  imder  this  condition,  it  is  so  troublesome  that  it  can  h 
put  down  as  a  good  rule  as  not  possible.  Wherever  undried  coal  is  use 
it  is  in  the  direct  delivery  system,  where  the  coal  is  fired  direct  froi 
the  pulverizer  to  the  furnace.  The  storage  system  will  not  work  o 
moist  coal ;  caking  and  arching  of  the  coal  in  the  bins  interrupts  ib 
uniformity  of  feed. — W.  A.  Evans. 
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Burning  wet  coal  introduces  moisture  or  steam  into  the  furnace, 
where  its  presence  is  always  sure  to  prove  a  hindrance  to  efScient 
combustion,  and  consequently  prevent  the  attainment  of  highest 
eomomy. 

Coal  containing  more  than  IV^  per  cent  of  free  moisture  will  re- 
quire more  horsepower  when  being  pulverized,  and  the  pulverized 
product  will  contain  a  much  lower  percentage  of  impalpable  powder. 
Therefore,  it  is  axiomatic  to  say  that  drying  the  coal  will  prove 
economical. — A.  W.  Raymond. 

(S)    Fineness  of  Orinding, 

The  finer  the  coal  is  ground  the  more  complete  will  be  the  com- 
bustion. The  standard  practice  of  95  per  cent  to  pass  through  a 
lOO-mesh  screen,  and  80  to  85  per  cent  to  pass  through  a  2Q0-mesh 
screen  is  good  practice,  and  one  to  which  we  endeavor  to  adhere. 

— W.  P.  Barba. 

It  is  customary  in  the  cement  industry  to  grind  coal  to  such  a 
degree  of  fineness  tliat  95  per  cent  will  pass  through  a  lOCKmesh 
KJeen.  The  finer  the  coal  the  greater  its  moisture  absorbing  properties, 
^e  coal  is  also  more  liable  to  spontaneous  action  than  the  same  coal 
n»re  coarsely  ground. — W.  R.  Dunn. 

Standard  practice  was  for  some  time  to  attain  a  fineness  such 
that  90  per  cent  would  pass  through  a  100-mesh  screen.  This  has 
gnidually  been  increased  to  a  present  standard  of  95  per  cent  through 
a  lOO-mesh  screen;  with  80  per  cent  passing  a  200-mesh  screen. 
finer  grinding  would  be  very  desirable  except  for  the  much  increased 
wrt  for  power. — ^W.  A.  Evans. 

It  is  generally  accepted  that  coal  which  contains  less  than  95 
per  cent  of  material  which  will  pass  a  lOO-mesh  test  sieve  and 
'ess  than  8i2  per  cent  which  will  pass  a  200-mesh  sieve  cannot  be 
l>umed  with  the  highest  efficiency  of  combustion  and  the  greatest 
eronomy.  In  direct  contradiction  to  this  is  the  experience  of  one  of 
the  oldest  users  of  the  fuel  in  annealing  ovens.  In  this  particular  case 
^e  coal  is  pulverized  so  that  only  60  per  cent  will  pass  a  lOO-mesh 
fieve  and  only  37  per  cent  will  pass  a  200-mesh  sieve. 

It  is  futile  to  expect  a  decrease  in  the  cost  of  fuel  by  pulverizing 
^"OWser  than  95  per  cent  through  the  lOO-mesh  sieve.     I  think  it  will 
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be  agreed  that  coal  must  contain  no  particles  which  will  not  pae 
through  a  40-ine8h  sieve,  and  when  this  requirement  is  met  thex 
will  always  be  at  least  95  per  cent  of  100-mesh  goods  in  the  finishe 
product.  Consequently  an  attempt  to  pulverize  coal  so  that  it  wi! 
all  pass  a  40-mesh  sieve  and,  at  the  same  time,  contain  less  tha 
95  per  cent  wliich  will  pass  a  100-mesh  sieve,  means  the  addition  c 
special  machinery  whose  maintenance  cost  is  high  and  there  is  then 
fore  no  gain  in  economy  in  the  preparation  of  the  coal.  As  we  cai 
not  reasonably  expect  a  coarse  degree  of  pulverization  to  show  an 
added  efficiency  in  the  furnace  over  a  finer  degree,  there  is  no  hop 
of  obtaining  higher  economies  by  pulverizing  coarser  than  85  pc 
cent  through  a  lOO-mesh.  In  fact,  if  the  proper  equipment  is  use 
it  will  be  found  less  expensive  to  produce  a  coal  containing  95  pc 
cent  of  lOO-mesh  goods  and  from  82  to  85  per  cent  of  200-mesh  good 
than  that  of  any  other  fineness. 

As  for  coal  of  a  higher  degree  of  fineness,  we  can  undoubtedl 
expect  a  higher  efficiency  of  combustion  and  there  will  also  be  less  ai 
noyance  from  the  ash,  due  to  the  fact  that  it  is  in  a  more  finely  divide 
state.  To  offset  this,  on  the  other  hand,  there  is  the  added  cost  c 
preparation. 

I  believe  the  only  way  the  question  can  be  answered  satisfactoril 
is  by  experiments  with  coals  of  various  finenesses.  From  my  know 
edge  of  pulverizing  costs  I  can  say  that  the  degree  of  pulverization  ca 
be  absolutely  limited  to  98  per  cent  through  the  200-mesh.  This  d< 
gree  can  be  attained  with  a  comparatively  small  increase  in  prepan 
tion,  but  to  go  further  increases  the  cost  excessively.  All  that  we  kno 
at  present  are  the  limits  of  the  field  in  which  to  investigate,  viz:  tl 
coal  must  contain  not  less  than  95  per  cent  through  the  lOO-mesh  an 
not  more  than  98  per  cent  through  the  200-mesh. — A.  W.  Ratmon] 

(6)     Cost  of  Orinding  and  Handling,  including  Upkeep, 

The  average  cost  of  grinding  and  delivering  the  coal  to  the  fui 
naces  is  about  45  cents  per  ton,  and  is  made  up  as  follows: 

Cents 

Labor  15 

Power  10 

Repairs  14.5 

Coal  for  drying 5.5 

45.0 
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These  figures  represent  an  average  for  5  months  from  April  to 
Angnsty  1913. 

The  item  ^'repairs''  includes  all  repairs  to  coal  crackers,  grinders^ 
coQYeyors,  fans,  belting,  etc.  Three  men  on  one  10-hour  shift  are  all 
that  are  necessary  to  prepare  and  deliver  70  or  80  tons  to  the  furnace 
per  day. — J.  L.  Aonew. 


The  cost  depends  largely  upon  the  amount  of  coal  operated  upon, 
on  200  tons  in  24  hours,  with  coal  at  $1  per  ton  and  same 
coal  being  used  for  power,  the  expense  would  be,  fuel  for  drying 
the  coal,  power,  labor,  supplies  and  repairs,  approximately  17.6 
cents  per  ton;  at  $2,  about  21.8  cents  per  ton;  at  $3,  about  23.9 
cents  per  ton.  These  figures,  however,  do  not  include  overhead 
charges,  interest  or  depreciation — in  other  words,  the  cost  of  pre- 
paring depends  upon  the  quantity  to  be  pulverized,  as  well  as  cost 
of  labor,  power,  etc.,  entering  into  the  operation.  Bepairs  to  dryers 
J»nd  mills  should  not  exceed  2  cents  per  ton,  and  the  power  required 
for  this  operation   should  not  exceed   17-h.p-hr.   per   ton. — H.   Q. 

BiBNHUBST. 

In  a  mill  having  an  average  output  of  150  tons  per  day,  the 
cost  is  about  40  cents  per  ton. — John  V.  Cullinby. 

The  figures  given  herewith  are  taken  from  a  plant  capable  of 
grinding  140  tons  of  coal  per  24  hours.  As  the  plant  was  built 
about  16  years  ago,  it  contains  more  refinements  and  larger  stor- 
^  space  than  is  considered  good  practice  to-day.  The  average  cost 
per  ton  of  2000  lb.  for  pulverizing  coal  (including  interest  on  invest- 
nient,  5  per  cent  for  depreciation  and  5  per  cent  for  obsolescence)  is : 

Gents 

Labor  operatiiig  department 15.64 

Labor  repairs  to  machinery 1.70 

Supplies,  fuel,  power,  etc 14.71 

Oils  and  waste 1.25 

Bepairs 4.54 

37.84 
Interest,  depreciation  and  obsolescence 1.35 

Total 39.19 

— W.  B.  Dunn. 
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TABT.E  1    COST  FOR  PULVERIZING  COAL 

H.P.  AT  H  Cams, 

Kw-Hb. 

Labob 

Caixaeityof 

PBroont" 

Poro6iitr 

Cost  per 

Qrinding 

Tdtal 

Room, 
Tons  per 

through 

•CO 

through 

TotiJ 

Hours 

Cost 

Men  at 

Cost 

Ton  for 
Main. 

Cost 

per  Ton 

Hour 

lOOMeah 

200M«di 

H.P. 

per 

per 

$2  per 

per 

tenanoe 

Required 

Ton 

Ton 

Day 

Ton 

1 

00      ' 

05 

45 

45.0 

22.5 

20.0 

6.66 

49.16 

2 

05 

82 

45 

22.5 

11.25 

10.0 

3.38 

24.56 

2 

00 

05 

00 

30.0 

15.0 

10.0 

3.40 

28.40 

3 

05 

82 

60 

20.0 

10.0 

6*66 

2.22 

20.88 

3 

00 

05 

85 

28.0 

14.0 

\ 

6.66 

2.40 

28.06 

4 

05 

82 

75 

10.0 

0.5 

5.0 

1.70 

16.20 

5 

05 

82 

85 

17.0 

8.5 

4.0 

1.20 

13.70 

6 

00 

05 

170 

28.0 

14.0 

3.88 

2.40 

19.73 

10 

05 

82 

170 

17.0 

8.5 

2.0 

1.20 

11.70 

10 

00 

05 

255 

28.0 

14.0 

2 

4.0 

2.40 

20.40 

25 

05 

82 

425 

17.0 

8.5 

2 

1.7 

1.20 

11.40 

25 

00 

05 

680 

28.0 

14.0 

3 

2.4 

2.40 

18.80 

TABLE  2     FUEL     REQUIRED  TO  DRY  COAL 


• 

Coal  Consuiibd  per  Hour  in 

PODNDS   IN   Of  SRATINO    DtRBR  * 

Percentage 

of  Moisture 

160 

230 

■    350 

54r) 

716 

900 

in  Coal 

Capacity  of  Dr>'er  i 

in  Tons  per  H 

OUT. 

1 

10.5 

28.1 

43.2 

66.8 

88.0 

113.0 

2 

15.3 

25.1 

33.5 

51.8 

68.0 

86.3 

3 

12.7 

18.2 

27.5 

42.4 

56.4 

70.6 

4 

10.7 

15.5 

23.6 

36.4 

48.4 

60.6 

5 

0.3 

13.3 

20.3 

31.3 

41.6 

52.2 

6 

8.1 

11.7 

17.7 

27.4 

36.4 

45.7 

7 

7.2 

10.4 

15.7 

24.1 

32.1 

40.2 

8 

6.5 

0.4 

14.3 

22.0 

20.3 

36.7 

0 

5.0        1          8.5        1         12.8 

10.8 

26.4 

33.0 

10 

5.4                  7.8        '        11.8 

18.4 

24.4 

30.4 

11 

5.0 

7.1 

10.8 

16.7 

22.2 

27.8 

12 

4.6 

6.6 

10.0 

15.3 

20.2 

26.2 

13 

4.2 

6.1         1          0.3 

14.4 

18.0 

24.0 

14 

8.0 

5.7                   8.6 

13.3 

17.7 

21.9 

15 

3.7 

5.3 

8.0 

12.3 

16.3 

20.2 

*  Coal  to  have  14.000  B.t.u.  per  lb. 
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The  cost  is  very  well  established  to  be  between  40  and  4^  cents 
per  ton,  which^  when  rq>lacing  mine  run  coal,  is  just  about  taken 
care  of  by  the  possible  use  of  slack  coal  at  50  cents  per  ton  less  than 
what  the  mine  run  costs. — ^W.  A.  Evans. 

The  cost  will  vary  with  the  local  plant  conditions,  the  variable 
factor  being,  of  course,  the  cost  of  handling.  The  pulverizing 
cofit  naturally  depends  upon  the  degree  of  pxQverization,  and  the 
amoiint  of  coal  consumed.  Table  1  will  give  some  idea  of  how 
this  cost  varies,  and  forms  a  basis  on  which  to  calculate  this  cost  for 
any  particular  installation.  The  figures  are  applicable  only  when  the 
BaTmond  system  of  pulverizing  is  used,  and  are  obtained  from  actual 
experi^ce  covering  a  period  of  over  five  years.  Table  2,  from  the 
Bnggles-Coles  Engineering  Company,  Mrill  be  of  service  in  calculating 
drying  costs. — ^A.  W.  Raymond. 

(7)    Danger  from  Particles  of  Dust  Floating  in  Air. 

The  grinders,  conveyors  and  bins  are  all  enclosed  and  very  little 

<^ust  escapes.    We  have  used  open  fires  continuously  in  the  building 

^We  the  grinding  is  done  and  never  have  had  an  explosion  or  an 

*^dent  of  any  kind  due  to  dust  in  the  atmosphere. — J.  L.  Agnbw. 

There  is  a  real  danger  from  dust  and  particles  of  powdered  coal 

^^'^pended  in  the  air.    Consequently,  we  have  the  building  in  which 

™e  pnlverizing  is  done  largely  open  at  tlie  bottom  and  open  louvers 

^^  the  top.    Also  we  make  it  a  practice  to  keep  the  plant  clean  and 

^'^  from  accumulations  of  loose  dust. — W.  P.  Barba. 

Only  when  floating  or  mixed  with  air  will  pulverized  coal  puflF 
^^    explode,  if  ignited.     Explode,  however,  is  too  strong  a  term  to 
^^    unless   large  quantities  are  involved,   in  which   case  the  pro- 
^^^ive  rise  in  temperature  and  heat  during  the  puflE  might  in- 
^^ase  the  violence  to  an  explosive  degree.     Coal  being  carried  from 
Pulverizers  to  bins  should  be  handled  as  a  solid  material,  and  not  in 
^^^  shape  of  a  dust  cloud,  since  any  firing  would  engage  the  whole  vol- 
^^^Jcie.     Aerial  propulsion  for  transfer  of  pulverized  coal  should  be 
^Voided.    Leakage  should  be  guarfled  against  to  prevent  dirt  or  ac- 
cumulations in  inaccessible  places.     Explosions  occur  only  when  the 
fixture  of  air  suffices  to  supply  oxygen  enough  to  support  combustion. 
^  pulverized  coal  plant  should  be  kept  clean,  and  it  can  be.   Accumula- 
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tions  of  dust  on  beams  or  projections  when  dislodged  may  in  theor 
make  an  explosive  mixture  with  the  air,  but  such  explosions  are  ran 
Explosion  is  only  combustion  intensified.  It  is  only  through  carelesc 
ness  that  any  explosion  in  the  handling  of  pulverized  coal  could  occn 
to-day.— H.  Q.  Bahnhurst. 

Goal  dust  is  dangerous  only  in  a  suspended  state,  that  is,  sui 
rounded  by  sufScient  air  to  cause  instant  deflagration.  Many  pu] 
verized  coal  plants  will  be  foimd  that  have  coal  dust  floatin 
around  in  the  air,  surrounding  the  pulverizing  machinery.  Thei 
is,  however,  no  excuse  for  this,  since  a  pulverizing  equipment  may  b 
compared  to  a  steam  plant.  If  a  steam  boiler  can  be  kept  from  leakin 
under  a  pressure  of  100  lb.,  surely  a  pulverizer  can,  in  which  there  i 
practically  no  pressure. — John  V.  Cullinby. 

There  is  always  danger  of  fire  from  particles  of  any  kind  of  du£ 
fioating  in  air  in  a  confined  space  if  fire  or  sparks  are  allowed  in  tha 
space.  In  the  case  of  powdered  coal  there  is  no  excuse  for  du£ 
escaping  except  in  the  grinding  room,  which  is  bound  to  be  some 
what  dirty.  The  protection  is  to  insist  upon  no  sparks  or  fire  in  th 
grinding  room.  Danger  is  absolutely  eliminated  in  the  case  of  th 
direct  delivery  system,  for  there  is  then  no  powder  escaping. — W.  -A 
Evans. 

# 

Coal  dust  which  is  finer  than  200  mesh  may  be  considered  ei 
tremely  dangerous.  Very  finely  divided  particles  are  liable  to  ignit 
spontaneously.  Coals  which  ignite  below  a  temperature  of  150  de{ 
within  one  hour  are  dangerous.  The  liability  of  coal  dust  to  ignit 
spontaneously  is  dependent  upon  the  temperature  of  self -ignition  an* 
the  time  of  heating  necessary,  and  increases  in  proportion  to  th 
percentage  of  oxygen  present  in  the  coal. 

Coal  dust  which  is  suspended  in  air  can  be  ignited  without  the  pref 
ence  of  inflammable  gas.  The  presence  of  moisture  lessens  the  prol 
ability  of  explosion,  and  therefore  dust  should  be  dampened  wit! 
sprinklers.  The  use  of  stone  dust  has  been  suggested  for  preventin, 
explosions,  but  its  value  in  that  connection  is  doubtful. 

Coal  dust  containing  any  uncombined  hard  material,  like  silicf 
is  very  dangerous  to  health,  usually  producing  a  fibroid  condition  o 
the  lungs. 

In  plants  where  particles  of  dust  are  fioating  about  in  the  air,  i 
is  advisable  therefore  to  use  the  following  precautions :    (a)  permit  n 
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smoking;  (b)  prohibit  the  use  of  matches;  (c)  do  not  use  naked  gas 
lights;  (d)  have  no  girders  or  open  beams  on  which  the  coal  dust  may 
pofldbly  lodge;  (e)  use  only  incandescent  electric  lamps  for  lighting; 
(/)  be  sore  that  all  machinery,  floors  and  walls  are  kept  clean ;  (g) 
prevent  the  escape  of  dust  by  providing  a  short  and  direct  discharge  to 
the  furnace. — ^Edwabd  J.  Kellby. 

When  the  atmosphere  in  the  grinding  room  becomes  impregnated 
with  coal  dust,  a  condition  exists  which  may  result  in  a  very  serious 
explosion.  This  is,  practically,  the  only  danger  which  occurs  in  the 
handling  of  pulverized  coal,  and  it  is  entirely  eliminated  by  the 
nse  of  equipment  in  which  the  coal  can  be  prepared  without  allow- 
ing any  dust  to  leak  out  and  permeate  the  surroimding  air  in  the 
room.— A.  W.  Raymond. 

(8)    Esaentials  of  a  Oood  Burner. 

Only  one  type  of  burner  has  been  used  here.  It  has  given  no 
trouble.  One  essential  of  a  good  burner  is  that  the  air  and  coal  supply 
''mst  be  under  complete  control. — J.  L.  Agnew. 

The  essentials  are  regular  feed,  ease  and  accuracy  of  control  and 
^€|gulation.  If  these  requirements  are  complied  with  in  any  type 
Of  burner,  it  should  be  satisfactory. — ^W.  P.  Barba. 

In  a  good  burner  there  should  be  absolute  control  over  the  flow 
of  pulverized  coal  to  the  burner  pipe.  In  other  words,  it  should 
be  so  devised  that  the  clearance  around  the  screw,  or  other  means 
of  transfer,  should  be  small,  so  as  to  prevent  any  rush  of  coal  by 
vacuum  formed  by  blower  in  the  burner  pipe.  Pulverized  coal 
when  mixed  with  air  flows  easily.  There  are  a  large  number  of  so 
called  burners  on  the  market  which  are  in  reality  fuel  controllers,  and 
do  not  have  anything  to  do  with  the  actual  burning  of  the  fuel.  In 
other  words,  they  feed  the  coal  to  the  burner  pipe  only.  In  burning 
pulverized  coal  absolute  control  must  be  had  for  regulating  the  quan- 
tity of  air  for  controlling  the  temperatures. — H.  Q.  Barnhtjrst. 

The  essentials  are:  (a)  uniform  feed,  (h)  proper  mixture  of 
coal  and  air,  (c)  proper  control,  ability  to  vary  coal  supply,  {d) 
simplicity,  (e)  compactness. — John  V.  Culliney. 
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A  burner  should  thoroughly  and  intimately  mix  the  ooal  dual 
and  air.  It  should  feed  the  coal  with  absolute  uniformity  to  the 
furnace  to  which  it  is  attached^  and  be  so  constructed  that  the  aii 
or  blast  pressure  can  be  varied  to  suit  the  requirements.  The  feed- 
ing mechanism  should  respond  instantly  to  the  demands  made  upoi 
it  by  the  operator.  All  parts  should  be  accessible  and  readily  removec 
for  renewals  and  repairs  with  very  little  inconvenience,  and  be  8( 
proportioned  that  the  velocity  of  the  coal  leaving  the  burner  is  not  ex- 
cessive. It  should  be  capable  of  burning  coal  to  within  one-half  inct 
of  the  extreme  burner  tip,  and  so  constructed  that  the  tendency  tc 
choke  up  is  reduced  to  a  minimum.  Should  such  choking  occur,  due 
to  the  accidental  introduction  of  foreign  matter,  it  should  be  so  made 
that  it  can  be  readily  cleaned. — W,  B.  Dunn. 

The  di£5culties  in  the  way  of  obtaining  easily  the  essentials  oi 
uniform  feed  of  both  air  and  coal,  through  mixture  of  the  two,  and 
exact  control  of  both,  have  been  the  tendency  of  powdered  coal  to 
flush  through  any  opening  imcontrolled  and  also  to  cake  and  to 
arch  over  at  the  point  of  delivery  from  the  storage  hopper. 

There  are  two  general  types  of  powdered  coal  burners  in  use,  those 
depending  upon  varying  the  speed  of  a  screw  conveyor  for  control, 
and  upon  varying  the  quantity  of  air  blowing  through  a  stream  or 
small  mass  of  coal.  The  control  by  air  rather  than  that  by  screw  con- 
veyor of  variable  speed  seems  to  work  out  to  the  best  advantage,  for  the 
reason  that  any  speed  control  is  bound  to  be  bungling  and  not  of  suf- 
ficiently fine  adjustment.  On  the  other  hand,  the  quantity  of  powder 
picked  up  by  a  blast  of  air  in  passing  through  either  a  falling  stream 
of  coal  or  forcing  its  way  through  a  small  body  of  the  powder  has 
a  constant  ratio  to  the  air  blast  and  is  subject  to  very  exact  control. 
A  good  burner  should  operate  within  3  per  cent  variation  in  quantity 
of  coal  for  any  number  of  5-minute  intervals  for  any  given  setting  of 
its  controller.  In  the  case  of  the  air  control  the  blast  of  air  operating 
at  about  6  oz.  picks  up  more  coal  than  it  can  furnish  with  oxygen, 
so  additional  air  has  to  be  provided  for  combustion.  Two  air  blasts 
are  therefore  provided,  one  for  control  of  the  quantity  of  coal  and  for 
conveying  the  coal  from  the  controller  up  to  the  furnace.  The  other 
air  supply  is  for  furnishing  the  additional  amount  of  air  for  com- 
bustion, usually  at  about  ^  oz.  pressure. — ^W.  A.  Evans. 

The  supply  of  coal  sliould  he  absolutely  under  control  and  the 
mixture  of  the  coal  in  the  air  uniform.     There  are  several  burners 
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on  the  marlpi^^^fiduch  very  nearly  approximate  this  result^^They  are 
either  of  the  ^pjIKn  type,  in  which  the  supply  of  coal  ig  ^mrolled 
by  air  suctioii,^  ojp;  the  more  common  screw  cou^yor  tj^^'j  which 


depends  on  a  H^^J^Aspeei  screw  for  regulati^ 'the  fiow  of  the 
coal.  One  very  fg^i^  ifs^  to  insure  a  uniform  mEiture  <^j<^al  aud 
air  is  to  make  the  GSai^-iiait  travel  through  a  horizontal  pipe  A't  least 


6  or  8  ft.  long,  after  it  is  fed  to  the  air  and  before  entering  thr' f uriiaee. 

<  ^A.  W.   RAtjUONl). 

••• 
(9)    What  Trovbles  are  Likely  to  Occur  with  Burners  in  General. 

Stoppage  of  the  burner  is  the  usual  ttouble.  Which  may  be  caused 
by  small  foreign  substances  and  occasionatt^  ,by  the  powdeted  coal 

arching  over  in  the  bin,  due  possibly  to  danipness  or  Qthsr  causes, 

''■Ik 

and  then  falling  with  a  sudden  avalanche  effect,  whll^'  in  some 
t^&fies,  stops  the  burner  or  blows  a  fuse,  and  i:^other  c|^R#  sends  a 
beavy  charge  into  the  furnace  and  the  powdc^^  coaf  which'  cannot 
be  burned  forms  a  heavy  smoke. — ^W.  P.,  iJ^i^iifA. 


No  troubles  should  occur  with  burneril'of  proper  design^  if  the 
wal  is  thoroughly  dried  and  properly  pulverxaed. — iH.  6.  Barnhuhst. 

The  troubles  found  with  most  controHecs  fire:  (a)  inability  to 
mix  coal  and  air  properly,  (6)  irregular  feed,  (c)  choking  up,  and 
(d)  inability  to  control  for  small  furnace  use. — John  Y.  :CJulliney. 

. »    I 

% 

Intermittent  and  non-uniformity  of  feed,  choking  -^p  of  air 
passages,  the  accumulation  of  foreign  matter  in  the  interior  of  the 
burner,  too  high  velocity  through  the  discharge  pipes,  and  imreliability 
of  feeding  device  are  troubles  that  may  ofccxnr. — ^W.  E.  Dunn. 

The  troubles  that  can  occur,  are  interruption  from  caking  and 
arching  over  as  previously  spoken-of  and  liie  flushing  of  coal  through 
openings  and  along:  screw  conveyors  if  used  as  part  of  the  burner. 
Uniformity  of  feed  is  also  possible  of  some  improvement.  These 
troubles  are  entirely  overcome  by  the  xise  of  a  direct  delivery  system 
where  the  control  is  all  obtained,  while  the  coal  is  still  coarse  and 
easily  kept  within  control.  Burners  must  be  placed  within  5  ft.  of 
the  furnace,  for  otherwise  the  coal  will  settle  out  from  the  air  and 
the  thorough  mixture  will  be  disturbed. — ^W.  A.  Evaxs. 

(10)     Special  Features  Required  in  Powdered  Fuel  Furnace. 

No  special  features  used  need  be  introduced  in  a  reverberatory 
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{nmue  to  make  it  mutable  for  use  with  pulverized  coaL  All  that 
ii  neeenarj  ifl  to  omit  the  usual  firebox  entirely  and  extend  the 
bridg*  vail  to  the  roof.  Holes  of  course  wiU  be  left  in  the  bridge 
nil  for  the  burners  to  pass  through.  Fig.  1  ahows  the  inside  of  a  re- 
laberatorj  fninace  before  being  put  into  commiBsion  looking  towards 
the  Old  at  which  the  pulverized  coal  is  introduced. — J.  L.  Aonxw. 


^i*-  2   Debion  op  Furnace  roa  Bubnino  Low- Volatile,  High  Fixed-Carbon  Fuels 

A  proper  distance  between  the  burner  and  a  bridge  wall  must  be 
designed  so  that  combustion  may  take  place,  the  flame  impinging 
upon  the  wall  causing  a  certain  amount  of  the  aeh  to  settle  and 
giving  a  proper  distribution  of  heat  on  the  hearth. — W.  P.  Bakba. 

Fig.  2  shows  a  design  of  a  furnace  for  burning  low  volatile, 
iiigh  fixed-carbon  fuels,  such  ae  anthracite,  coke   breeze,   etc.     In 


TOPICAl.  DISCD68ION   ON   POWDEBBD   FUBL 


TOPICAL  DI8CUS8I0N    ON   POWDBBBD   FUEL  159 

these  furnaces  the  blast  passes  down  and  up  and  over  an  arch, 
ther^y  surrounding  the  incoming  fuel  and  supplying  the  heat  neces- 
saiy  for  the  initial  ignition.  The  main  principle  governing  the  design 
of  a  furnace  for  burning  pulverized  coal  is  that  it  must  be  sufficiently 
large  80  that  coal  when  burned  will  have  time  to  complete  its  combus- 
tion before  leaving  the  furnace.  In  open  hearth  furnace  practice  the 
sane  condition  exists  as  in  rotary  kilns,  i.e.,  the  fuel  must  be  pro- 
jected and  burned  directly  over  the  bath.  Furnaces  to  suit  fuel  re- 
quirements for  any  individual  operation  should  be  designed  especially 
for  the  work  in  question. — ^H.  0.  Barnhubst. 

In  puddle,  heating,  forge  and  like  furnaces  the  high  pressure 
air  blast  should  range  between  4  and  6  oz.,  the  low  pressure  or  volume 
air  blast  from  I  to  2  oz.  In  all  experimental  cases  with  air  blast  it 
ia  always  advisable  to  begin  with  too  low  a  pressure  and  slightly 
increase  it  until  proper  pressure  is  reached,  rather  than  to  begin 
with  a  high  pressure  and  work  down. — John  V.  Cullinby. 

Fig.  3  shows  a  burner  fitted  to  a  reverberatory  furnace.  No 
change  whatever  was  made  in  the  furnace,  which  was  formerly  heated 
Tith  oil.  The  burner  tip  is  so  constructed  that  it  is  readily  ad- 
justable. In  starting  the  furnace,  the  burner  tip  is  extended  the  full 
length  and  after  ignition  takes  place  it  is  gradually  withdrawn  so 
that  it  becomes  flush  with  the  inner  wall. — ^W.  E.  Dunn. 

(Topics  10  and  1£)  The  essential  features  for  furnaces  for 
burning  powdered  fuel  are  emphasized  in  the  almost  complete  fail- 
ure to  secure  success  under  boilers.  The  essentials  are  temperature 
of  at  least  ^000  deg.  f ahr.  throughout  the  entire  furnace  and  large 
combustion  space,  at  least  1  cu.  ft.  for  each  3  lb.  of  coal  burned 
pw  hour.  The  boiler  is  essentially  a  low  temperature  furnace,  seldom 
going  over  1500  deg.  fahr.,  and  in  no  case  does  it  offer  sufficient  space 
for  combustion  out  of  contact  with  the  boiler  surface.  An  idea  of  the 
*P*ce  required  under  a,  water  tube  boiler  running  at  modem  high 
ntings  is  indicated  in  Fig.  3.  This  is  almost  prohibitive,  at  least  for 
application  to  any  existing  plants.  It  would  require  a  vertical  height 
rf  15  ft.  below  the  tubes  of  a  600-h.p.  boiler  subject  to  peak  loads 
rf  1800  h.p.  Horizontal  return  tubular  boilers  do  not  present  the 
Acuity  of  space,  for  they  are  seldom  run  over  rating,  and  are  nor- 
^y  built  with  much  larger  combustion  space  throughout  their  en- 
^e  length  than  is  provided  with  any  water  tube  boiler.    They  do, 
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however^  give  difScully  from  low  temperature.  The  writer  has  never 
been  able  to  maintain  combustion  under  a  return  tubular  boiler  ex- 
cept with  the  assistance  of  an  auxiliary  igniting  flame,  and  after  pro- 
tecting the  flame  from  the  chilling  effect  of  the  boiler  surface  by  a  brick 
arch,  run  a  considerable  distance  back,  as  shown  in  Fig.  4.  The 
auxiliary  igniting  flame  was  arranged  as  also  shown  in  Fig.  4.  It 
consisted  of  two  15-in.  square  steel  boxes  5  ft.  long,  firebrick  lined, 
leaving  about  12  in.  square  inside,  and  with  grate  bars  in  the  bottom. 
These  were  set  directly  in  front  of  the  two  fire  doors  of  the  boiler. 
Coal  fire  carried  on  the  grates  provided  the  necessary  igniting  flame 
and  was  assisted  by  the  close  contact  of  the  white-hot  brick  lining. 
Aside  from  the  difficulty  of  building  combustion  space  large  enough 
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FiQ.  4    Brick  Arch  used  to  Protect  the  Flams  ntOM  the  CmUiiNo 

Effect  of  the  Boiler  Surface 


and  of  maintaining  combustion,  there  is  little  chance  for  powdered 
coal  coming  into  general  use  on  water  tube  boilers.  The  cost  of  grind- 
ing eats  up  any  possible  small  advantage  in  economy  it  might  have  over 
the  very  efficient  operation  of  mechanical  stokers.  The  95  to  97  per 
cent  furnace  efficiency  of  the  latter  leaves  a  very  narrow  niargin  for 
improvement;  certainly  not  as  much  as  40  cents,  the  cost  of  grinding 
each  ton  of  coal.  That  leaves  the  field  for  powdered  fuel  boiler  firing 
possibly  to  horizontal  return  tubular  boilers  and  to  a  few  special  con- 
ditions, such  as  waste  fuel  or  a  fuel  that  cannot  be  burned  on  stokers. 
The  writer  suggests  a  use  that,  to  his  knowledge,  has  not  been  tried. 
It  is  for  peak  loads.  Powdered  coal  used  only  to  supply  the  peak  loads 
to  heavily  overloaded  boilers  would  very  much  increase  their  capacity, 
would  be  in  use  only  for  short  periods,  would  be  entirely  automatic, 
and  might  prove  of  untold  value. 
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The  writer's  experience  has  been  that  wherever  ash  has  a  chance  to 
depodt  within  the  range  of  the  flame^  slag  will  form  and  be  of  such 
a  stickyy  sluggish  nature  that  it  is  next  to  impossible  to  remove  it.  It 
dulls  solid  at  1800  deg.^  or  as  soon  as  any  door  is  opened  to  break 
it  out  It  is  suggested  that  a  flux  be  used  to  make  the  slag  more  fluids 
80  as  to  allow  it  to  be  drawn  off  in  its  fluid  state.  The  writer  has  never 
tried  ihifl. 

A  patent  was  recently  issued  to  a  Pittsburg  concern  involving  the 
lue  of  a  furnace  with  its  bottom  side  slanting  down  towards  the  front, 
as  shown  in  Fig.  5.    A  narrow  opening  at  the  lower  end  is  supposed  to 
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f^o.  5    DiBiON  OF  Furnace  with  Bottom  Side  Slanting  down  towards 

THE  Front 


P^nnit  of  drawing  off  ash  at  the  same  rate  as  it  deposits  on  the  top  sur- 
face. This  does,  however,  crust  over  on  the  top  surface  so  that  the 
^  does  not  settle  down  to  the  opening. 

Another  patent  recently  applied  for  involves  the  use  of  a  moving 
fide  to  a  furnace  such  as  a  horizontal  chain  grate  (Fig.  6),  this  grate 
to  carry  a  bed  of  cinders  or  other  protecting  material,  or  even  coal. 
Snch  a  moving  side  or  chain  grate  would  continually  remove  the  slag 
a*  bat  as  deposited,  and  the  projecting  material  would  form  a  very  de- 
sirable indestructible  impinging  surface.  This  same  arrangement 
*ith  coal  used  on  grate  would  permit  of  the  coarser  grinding  of  the 
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powdered  coal,  allowiag  the  coarse  particleB  to  drop  to  the  grate,  tJ 
insuring  complete  combustion   regardless  of   the   coarser  grindi 

— W.   A.   BVAKB 

(11)  Air  Pressure  Used  and  Effect  of  Stack  Draft  on  Combiution. 
Goal  is  blown  into  the  furnace  with  air  under  6  or  8  oz.  preest 
This  air  supplies  only  a  portion  of  the  oxygen  required  for  a 
bastion,  the  balance  being  drawn  into  the  furnace  through  openii 
around  or  near  the  burners.  The  amount  of  air  drawn  through  tb 
openings  is  dependent  entirely  on  their  area  and  the  stack  dn 
The  latter  should  be  under  control  by  means  of  a  damper.     "] 


FiQ.  6    Desion  of  PimnACB  with  Hqtino  Side  oh  Chain  Orate 

draft,  at  the  throat  of  the  furnace  where  the  area  is  about  40  sq. 
is  usually  between  1.0  and  1.3  in.  of  water — J.  L.  Aqnew. 

The  air  for  atomizing  the  powdered  coal  which  we  have  used 
under  4  to  6  oz.  presBure,  but  we  believe  this  to  be  higher  than 
sirable.  The  air  for  combustion  should  be  very  low  in  volume.  ^ 
stack  apparently  has  little  effect  upon  the  combustion  but  is  necees 
to  carry  oft  ash  and  gases. — W.  P.  Barba. 

In  furnaces  and  in  the  pipes  conveying  the  coal  from  the  b: 
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there  ^ould  be  at  all  times  a  slight  vacuum  maintained  so  that 
leikage  of  any  sort  should  be  toward  and  not  from  the  furnace. 
In  other  words  stack  draft  should  be  sufficient  to  create  a  slight 
racimia  in  furnace,  and  strong  enough  to  take  care  of  all  the  products 
of  combustion. — H.  Q.  Barnhubst. 

It  has  been  found  advisable  to  place  a  damper  on  the  top  of  the 
stack,  keeping  it  almost  closed  during  heating.  With  the  damper 
in  this  position  and  the  neck  of  the  furnace  as  small  as  allowable, 
one  obtains  the  best  results  with  pulverized  coal,  both  in  the  saving  of 
coal  and  increase  of  furnace  temperature  and  decrease  of  stack 
temperature. — John  V.  Cullinby. 

The  air  pressure  generally  used  is  7  to  9  oz.  per  sq.  in.  The 
stack  draft  should  be  suflBcient  to  carry  off  the  products  of  com- 
bustion.—W.  B.  Dunn. 

There  is  a  great  variance  of  opinion  among  the  various  users 
of  powdered  coal  as  to  whether  it  should  be  fed  into  the  furnace  by 
air  from  an  ordinary  blower  or  by  compressed  air.  There  is  no 
doubt  that  the  use  of  blast  air  increases  the  life  of  a  furnace,  as 
the  flame  does  not  seem  to  be  quite  so  intense,  and  because  of  the  lower 
velocity  a  more  complete  combustion  is  obtained  in  the  combustion 
chamber.  Those  who  uphold  the  use  of  compressed  air  say  that  it  is 
necessary  in  order  to  obtain  high  temperatures. — ^A.  W.  Raymond. 

(12)    Experiences  with  Ash  or  Slag  in  Furnace. 

The  ash  deposits  largely  in  the  combustion  chamber,  falling  in 
front  of  the  bridge  wall  as  well  as  the  hearth  and  tail  of  a  continuous 
friniace.  The  slag  is  formed  on  the  hearth  which  is  removed  by 
without  a  great  deal  of  trouble.    In  the  tail  of  the  furnace  the 

is  soft  and  is  usually  pulled  out  with  bent  bars. — W.  P.  Barba. 

The  ash  from  the  ordinary  anthracite  does  not  slag  even  though 
allowed  to  remain  in  the  furnace  for  a  considerable  length  of  time. 
^ft  coal  ash,  however,  in  most  cases  will  settle  down  to  the  bottom 
^i  the  furnace  and  if  allowed  to  remain  too  long  will  slag.  Most  of 
tte  ash  where  pulverized  coal  is  burned,  passes  out  to  the  air  above 
the  chinmey ;  what  remains,  if  promptly  removed,  is  easily  cared  for. 

— H.  Q.  Barnhubst. 
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In  regard  to  ash  trouble,  it  might  be  said  that  only  in  fumaoeB 
operating  at  a  temperature  of  2000  deg.  fahr.  or  less,  is  there  an; 
trouble  of  this  kind.  This  difSculty  is  overcome  by  placing  hoodi 
over  the  door  of  the  furnaces  and  connecting  them  to  a  suction  &d 
which  deposits  the  ash  into  a  collector  of  the  cyclone  separator  type. 

— John.  V.  Cullinby. 

In  the  Portland  cement  industry  the  formation  of  slag  in  the  fu^ 
naces  is  unknown.  The  ash  is  generally  collected  in  a  dust  chamber 
in  the  rear  housing  of  the  kiln. — ^W.  R.  Dunn. 

(13)  What  Temperatures  are  Maintained  in  Furnaces — Influence  oj 

Temperature  on  Formation  of  Slag. 

The  working  temperature  of  the  furnace  at  its  hottest  part  ii 
about  2800  deg.  fahr.  This  could  be  readily  increased  if  desired 
but  the  brickwork  of  the  furnace  would  then  suffer  too  severely 
When  working  at  the  above  temperature  from  5  to  6  tons  of  materia 
are  smelted  by  1  ton  of  coal.  The  kind  of  slag  formed  is  determined  b; 
the  nature  of  the  charge  and  should  preferably  run  about  33  per  cen 
to  35  per  cent  silica.  Such  a  slag  will  flow  from  the  furnace  perfectly 
liquid  at  the  prevailing  temperature  and  also  allow  of  a  good  separatioi 
from  the  matte. — J.  L.  Agnbw, 

Furnace  temperatures  can  be  controlled  from  1800  to  3500  deg 
fahr.  If  the  air  is  preheated,  there  is  no  doubt  but  that  considerablj 
lower  temperatures  can  be  readily  controlled,  provided  the  tempera- 
ture of  furnace  is  above  the  kindling  temperatures  of  the  fuel.  Sla| 
is  formed  more  easily  with  high  temperatures  than  with  low.  Hence 
with  thorough  control  of  the  burning  mixture,  serious  results  car 
be  avoided. — H.  G.  Barnhurst. 

The  highest  temperature  in  a  rotary  cement  kiln  is  approximate!] 
2600  deg.  fahr.  Temperatures  high  enough  to  melt  nickel  readil] 
have  been  obtained  with  pulverized  coal  in  reverberatory  furnaces 

— W.  B.  Dunn. 

(14)  Experience  with  ChsckervJorJc  in  Metallurgical  Fumnces. 

None  is  used  here,  but  the  waste  heat  is  utilized  for  generating 
steam  in  a  boiler  set  in  the  flue.  It  is  estimated  that  about  500  h.p. 
could  be  obtained  in  this  way  from  the  waste  heat  of  one  furnace 
when  burning  about  70  tons  per  day. — J.  L.  Aonew. 
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In  r^ard  to  this  item  the  only  furnaces  which  we  haVe  had  ex- 
perience with^  where  checkerwork  would  enter  into  the  construe- 
tioD,  are  those  in  connection  with  open-hearth  furnaces,  and  it  has 
been  found  that  no  serious  trouble  arose  with  the  checkerwork  or 
biiBe  walls.  Checkerwork  should  be  so  designed  that  there  are  no 
horizontal  or  level  places  on  which  the  ash  could  settle.  We  have 
not  heard  of  any  serious  complaints  with  checkerwork — in  fact,  we 
know  of  one  open  hearth  furnace  where  1^2  consecutive  heats  were 
obtained  before  furnace  brick  work  necessitated  shutting  down  for 
repaiiBy  and  there  was  no  serious  closing  up  of  the  checkerwork.  The 
furnace  brick  work  gave  out  before  the  checkerwork  was  choked  up 
in  any  way. — H.  G.  Barnhubst. 

In  small  singeing  furnaces,  a  system  of  checkerwork  acted  as  a 
bar  to  complete  combustion  and  resulted  in  the  formation  of  a  con- 
siderable quantity  of  coke. — ^W.  R.  Dunn. 

(15)    Life  of  Furnace  as  Compared  with  Furnaces  using  Other  Fuels, 

The  life  of  a  reverberatory  furnace  is  not  adversely  aflEected  by 
the  use  of  pulverized  coal.  As  a  matter  of  fact  it  is  probably  pro- 
longed. On  account  of  the  uniformity  of  the  heat,  the  contractions 
^d  expansions,  which  are  unavoidable  when  grate  firing  is  used, 
^  done  away  witli  completely  and  consequently  the  furnace  is  much 
more  likely  to  have  a  long  life. — J.  L.  Aqnbw. 

It  is  our  opinion,  without  definite  data  to  substantiate  it,  that  the 
life  of  a  furnace  running  with  powdered  coal  is  greater  than  that 
of  a  furnace  using  oil.  We  may  safely  say  at  least  that  the  use  of 
powdered  coial  does  not  appear  noticeably  to  injure  the  furnace. 

— W.  P.  Barba. 

The  life  of  furnaces  using  pulverized  coal  naturally  depends  upon 
^  type  of  furnace.  Botary  kilns  using  pulverized  coal,  where  the 
l^t  is  being  carried  out  with  the  out-going  clinker  and  is  not  cum- 
^ative  in  its  effect,  have  linings  which  last  from  8  months  to  16 
tilths;  the  lining,  however,  is  subject  to  erosion  by  raw  materials 
Mid  clinker.  The  life  of  furnaces  using  pulverized  coeil  is  equal  to 
^t  of  hand-fired  or  oil-fired  furnaces.  With  proper  furnace  con- 
^1  and  using  pulverized  coal  properly  prepared  the  brick  work 
should  last  just  as  long  as  when  using  any  other  kind  of  fuel. — H.  G. 
•Barnhubst. 
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The  life  of  the  furnace  is  about  the  same  as  the  life  of  a  fur- 
nace using  fuel  oil.  I  have  known  of  cas^  where  rotary  kilns  in 
the  Portland  cement  industry  have  retained  their  original  lining  foi 
a  period  exceeding  26  months. — ^W.  R.  Dunn. 

Pulverized  coal  furnaces  operated  at  low  air  pressures  will  lasl 
longer  than  the  ordinary  hand-fired  furnaces.  By  using  too  higl 
air-pressure  the  bridge  wall  and  roof  of  the  furnace  are  destroyec 
and  also  the  furnace  waste  is  increased. — John.  V.  Culliney. 

(16)     items  of  Expense  or  Economy  in  the  Plant  as  a  Whole,  due  ti 
Use  of  Powdered  Fuel. 

The  main  item  of  expense  in  the  use  of  pulverized  coal  is  th( 
installation  of  the  necessary  plant  for  grinding  the  coal  and  dis- 
tributing the  dust  to  the  points  where  it  is  to  be  burned.  Next  U 
this  would  come  the  power  required  and  the  repairs. 

To  offset  these  items  of  expense  the  labor  required  is  less  with  dusi 
firing  than  with  the  usual  method.  The  latter  would  require  at  leasl 
double  the  number  of  men  and  the  work  would  be  of  a  much  mon 
trying  kind.  There  would  also  be  a  considerable  amount  of  ash  anc 
clinker  to  dispose  of  each  day  and  an  unavoidable  loss  of  partly  bumec 
coal  would  occur  in  this  material. 

The  great  advantage,  however,  of  pulverized  coal  firing  is  in  th< 
eflBciency.  The  heat  is  uniform  and  under  perfect  control,  the  com 
bustion  is  complete  and  takes  place  where  it  will  do  most  good,  bul 
above  all  there  is  no  delay  for  grating  with  an  accompanjring  drop  ir 
temperature.  The  furnace  is  always  working,  and  working  at  a  xmi- 
form  rate,  both  of  which  points  are  essential  to  eflBciency. — J.  L 

AONEW. 

Under  the  maximum  production  in  a  powdered  coal  instaUatios 
it  is  probable  that  a  good  economy  can  be  obtained.  In  our  own  case, 
on  account  of  slackness  in  manufacture  for  which  the  powdered  oo«] 
plant  was  installed,  we  have  been  unable  to  rim  economically  or  gel 
any  data  on  what  we  may  expect  under  the  best  conditions. — ^W.  P. 
Babba. 

The  economy  of  an  installation  for  preparing  pulverized  coal  as 
a  fuel  naturally  depends  upon  the  price  of  other  fuels  obtainable 
The  economy,  however,  obtained  in  the  use  of  pulverized  coal  ac 
against  hand-fired  furnaces  in  certain  types  of  furnaces  is  remarkable 
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In  fumaoes  for  heating  billets^  from  20  to  25  per  cent  has  been 
saved;  in  open-hearth  furnaces  in  compariBon  with  producers,  from 
30  to  40  per  cent;  in  puddling  furnaces,  from  33  to  50  per  cent;  in 
heating  and  busheling  furnaces,  20  to  25  per  cent.  These  figures 
are  authentic  and  can  be  verified.  The  principal  items  of  expense  are 
naturally  the  cost  of  preparing  pulverized  coal.  The  advisability  of 
makiDg  a  pulverized  coal  installation  naturally  depends  on  whether  the 
saving  obtained  by  increased  efficiency  of  burning  will  overcome  the 
additional  cost  of  preparing  the  fuel. — H.  G.  Babnhubst. 

GENERAL  DISCUSSION  ON  POWDERED 

FUEL 

Chas.  Whiting  Bakku.  This  discussion  on  burning  powdered 
coal  throws  light  on  the  question,  once  much  discussed  in  technical 
literature,  as  to  whether  the  presence  of  water  vapor  in  a  boiler 
furnace,  such  as  is  furnished,  for  instance,  by  a  steam  jet  blower,  adds 
to  or  detracts  from  the  efficiency  of  the  furnace.  The  weight  of  scien- 
tific opinion  has  always  been  that  the  admission  of  water  to  the  fur- 
Mce,  whether  as  moisture  in  the  coal  as  steam  from  a  blower,  or  other- 
wiae,  is  detrimental  to  efficiency.  It  has  been  claimed,  however,  that 
^kere  the  water  was  admitted  in  such  a  way  as  to  be  decomposed  to 
form  water  gas,  which  was  later  burned  to  CO,,  a  more  complete  com- 
bustion of  the  coal  was  attained  and  there  was  less  loss  due  to  in- 
complete combustion. 

The  universal  testimony  in  these  papers  and  discussions,  how- 
ever, is  that  with  powdered  coal  the  moisture  in  the  coal  must  be 
wduced  to  the  lowest  point  to  facilitate  the  distribution  of  the  dust 
by  the  blast,  and  further,  that  this  dried  coal  burns  perfectly  to  CO,, 
notwithstanding  the  absence  of  moisture. 

LoHKN  L.  Hebbabd  (written).  It  has  been  brought  out  in  the 
paper  on  Pulverized  Coal  for  Steam  Making,  that  the  most  important 
features  or  difficulties  encountered  are  the  disposal  of  incombustibles 
wid  the  maintenance  of  the  furnace.  When  these  troubles  are  side- 
stepped by  the  use  of  excess  air  other  serious  faults  are  introduced ; 
first,  the  incombustible  in  the  form  of  dust  is  either  deposited  through 
^c  boiler  passes  or  is  carried  out  the  stack ;  second,  the  efficiency  and 
opacity  suffers  to  such  an  extent  that  the  system  may  become  an 
econoniic  failure. 
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It  would  therefore  seem  that  the  trend  of  ezperimentatioii  shoul 
be  to  develop  a  furnace  and  a  refractory  material  to  withstand  tli 
heat,  tinder  such  conditions  the  ash  would  be  slagged  and  the  deeig 
must  necessarily  provide  for  its  frequent  removal.  When  these  coi 
ditions  are  satisfied  then  high  capacity  and  eflSciency  will  necessaril 
follow.  No  doubt  past  investigators  have  satisfied  themselves  thi 
this  is  impossible,  but  that  does  not  prove  that  it  will  not  be  an 
complished. 

Of  the  various  types  of  apparatus  described  in  this  paper  it  woul 
appear  that  the  Bettington  boiler  is  a  big  step  in  the  right  directio 
and  will  lead  eventually  to  successful  results. 

J.  G.  ConTANT.  The  American  Iron  &  Steel  Manufacuring  O 
have  a  dust  collecting  system  installed  in  connection  with  all  sma 
furnaces,  which  embraces  hoods  over  all  furnaces  so  arranged  as  1 
collect  all  dust  and  gas^  issuing  from  the  front  of  the  furnaces  ov( 
the  work.  The  hoods  are  all  connected  with  a  heavy  galvanized  iro 
pipe  through  which  the  gases  and  dust  are  exhausted  by  a  steel  plal 
fan  which  discharges  into  a  cyclone  type  dust  collector.  The  gaa 
suddenly  admitted  into  the  enlarged  area  lose  most  of  their  velodl 
and  escape  through  an  opening  in  the  top  to  a  stack ;  while  the  heavi< 
dust  and  ash  matter  falls  through  the  discharge  orifice  into  a  bu 
With  this  system  gases  of  500  deg.  to  600  deg.  fahr.  are  handled  i 
3  oz.  vacuum  and  about  500  lb.  of  ash  collected  daily. 

Chas.  J.  Davidson.  It  has  occurred  to  me  that  in  attemptis 
to  make  the  use  of  powdered  fuel  general,  particularly  in  boiler  fu 
naces,  there  is  a  serious  obstacle,  which  apparently  has  not  receive 
serious  consideration.  I  refer  to  the  ash  in  finely  divided  particle 
which  is  carried  up  the  stack  with  the  products  of  combustion,  an 
thereafter  falls  on  the  roofs  or  surrounding  buildings  and  other  objeci 
which  are  exposed,  and  in  the  streets.  In  cement  mills,  lime  kiln 
etc.,  this  probably  is  not  a  serious  consideration.  But,  should  an  a 
tempt  be  made  to  use  this  form  of  fuel  in  cities,  while  there  migl 
be  no  visible  smoke,  the  residue  referred  to  is,  generally  speakiuj 
much  more  objectionable  than  smoke  so-called,  and  might  become 
great  nuisance  and  be  legally  prohibited.  I  would  appreciate  it  vei 
much  if  those  who  have  had  experience  along  this  line  would  elucidai 
their  ideas  relative  to  this  detail  of  the  subject. 

John  V.  Culliney.     The  saving  by  tlie  use  of  pulverized  coal 
made  up  largely  of  (a)  practically  perfect  combustion,  (6)  no  banc 
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ling  of  coal  or  ash,  (c)  no  poking  or  clinkering,  and  (d)  constant  and 
Qiuform  heat,  resembling  a  gas  fire  and  as  easily  controlled. 

One  other  item  which  might  be  mentioned  is  the  use  of  preheated 
lii.  By  passing  preheated  air  into  a  furnace  at,  say  600  deg.  fahr., 
the  number  of  B.t.iL  required  to  heat  this  air,  in  the  combustion 
chimber,  from  room  temperature  to  600  deg.  fahr.  is  saved.  The  sav- 
ing is  not  made  up  of  this  item  alone  but  also  by  the  increase  of  fur- 
nace efficiency.  That  is  (a)  more  heats  per  hour,  (6)  higher  fur- 
nace temperature,  (c)  uniform  temperature,  (d)  less  ash  deposited 
on  hearth  of  furnace. 

In  furnaces  having  waste  heat  horizontal  boilers  above  them, 
wrought-iron  pipes  are  placed  in  the  boiler  setting  imdemeath  the 
boiler.  This  robs  the  boiler  of  very  little  heat  and  at  the  same  time 
causes  a  saving  of  about  15  per  cent  in  the  amoxmt  of  coal  used. 

In  small  furnaces  the  pre-heated  pipes  are  placed  xmdemeath 
heartL 

The  American  Iron  &  Steel  Manufacturing  Company  have  forging 
fnrnaces  operated  daily  for  the  last  nine  years  on  pulverized  coal. 
These  furnaces  range  in  size  from  20  in.  by  36  in.  to  7  ft.  by  16  ft., 
snd  are  used  for  heating  bolt,  nut,  spike  and  rivet  bars  and  also 
for  puddling,  bushelling  and  heating.  Drop  forge  for  both  small 
sod  large  hammers. 

Operating  xmder  normal  conditions,  we  use  about  260  tons  (gross) 
of  pulverized  coal  per  day. 

W.  R.  Dunk.  The  chief  item  of  economy  in  the  use  of  powdered 
<^  is  the  enormous  saving  effected  as  compared  to  the  use  of  fuel 
oil.  Another  item  of  economy  is  the  saving,  due  to  a  large  elimina- 
tion of  labor  expense. 

Another  great  saving  is  effected,  due  to  the  perfect  combustion 
of  the  coal.  There  are  no  unbumed  clinkers — the  chief  item  of  ex- 
pense is  the  cost  for  power  in  grinding  the  coal. 
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It  would  therefore  seem  that  the  trend  of  experimentation  shov 
be  to  develop  a  furnace  and  a  refractory  material  to  withstand  t 
heat.  Under  such  conditions  the  ash  wotdd  be  slagged  and  the  desi, 
must  necessarily  provide  for  its  frequent  removal.  When  these  a 
ditions  are  satisfied  then  high  capacity  and  eflSciency  will  necessar 
follow.  No  doubt  past  investigators  have  satisfied  themselves  tl 
this  is  impossible,  but  that  does  not  prove  that  it  will  not  be  i 
complished. 

Of  the  various  types  of  apparatus  described  in  this  paper  it  won 
appear  that  the  Bettington  boiler  is  a  big  step  in  the  right  directi< 
and  will  lead  eventually  to  successful  results. 

J.  G.  ConTANT.  The  American  Iron  &  Steel  Manufacuring  C 
have  a  dust  collecting  system  installed  in  connection  with  all  smi 
furnaces,  which  embraces  hoods  over  all  furnaces  so  arranged  as 
collect  all  dust  and  gases  issuing  from  the  front  of  the  furnaces  ov 
the  work.  The  hoods  are  all  connected  with  a  heavy  galvanized  in 
pipe  through  which  the  gases  and  dust  are  exhausted  by  a  steel  pli 
fan  which  discharges  into  a  cyclone  type  dust  collector.  The  gai 
suddenly  admitted  into  the  enlarged  area  lose  most  of  their  velod 
and  escape  through  an  opening  in  tlie  top  to  a  stack ;  while  the  heavi 
dust  and  ash  matter  falls  through  the  discharge  orifice  into  a  bi 
With  this  system  gases  of  500  deg.  to  *600  deg.  fahr.  are  handled 
3  oz.  vacuum  and  about  500  lb.  of  ash  collected  daily. 

Chas.  J.  Davidson.  It  has  occurred  to  me  that  in  attemptii 
to  make  the  use  of  powdered  fuel  general,  particularly  in  boiler  fo 
naces,  there  is  a  serious  obstacle,  which  apparently  has  not  reoeivi 
serious  consideration.  I  refer  to  the  ash  in  finely  dinded  partidi 
which  is  carried  up  the  stack  with  the  products  of  combustion,  ai 
thereafter  falls  on  the  roofs  or  surrounding  buildings  and  other  objec 
which  are  exposed,  and  in  the  streets.  In  cement  mills,  lime  kill 
etc.,  this  probably  is  not  a  serious  consideration.  But,  should  an  i 
tempt  be  made  to  use  this  form  of  fuel  in  cities,  while  there  mig! 
be  no  visible  smoke,  the  residue  referred  to  is,  generally  speakii 
much  more  objectionable  than  smoke  so-called,  and  might  become 
great  nuisance  and  be  legally  prohibited.  I  would  appreciate  it  ve 
much  if  those  who  have  had  experience  along  this  line  would  elucidi 
their  ideas  relative  to  this  detail  of  the  subject. 

John  V.  Culliney.  The  saving  l»y  the  use  of  pulverized  coal 
made  up  largely  of  (a)  practically  perfect  combustion,  (6)  no  hai 
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ling  of  coal  or  ash,  (c)  no  poking  or  clinkering,  and  {d)  constant  and 
unifonn  heat^  resembling  a  gas  fire  and  as  easily  controlled. 

One  other  item  which  might  be  mentioned  is  the  use  of  preheated 
lir.  By  passing  preheated  air  into  a  furnace  at,  say  600  deg.  fahr., 
the  number  of  B.t.u.  required  to  heat  this  air,  in  the  combustion 
chamber,  from  room  temperature  to  600  d^.  fahr.  is  saved.  The  sav- 
ing is  not  made  up  of  this  item  alone  but  also  by  the  increase  of  fur- 
nace efficiency.  That  is  (a)  more  heats  per  hour,  (6)  higher  fur- 
nace temperature,  (c)  unifonn  temperature,  (d)  less  ash  deposited 
on  hearth  of  furnace. 

In  furnaces  having  waste  heat  horizontal  boilers  above  them, 
wiought-iron  pipes  are  placed  in  the  boiler  setting  underneath  the 
boiler.  This  robs  the  boiler  of  very  little  heat  and  at  the  same  time 
canaes  a  saving  of  about  15  per  cent  in  the  amount  of  coal  used. 

In  small  furnaces  the  pre-heated  pipes  are  placed  underneath 
hearth 

The  American  Iron  &  Steel  Manufacturing  Company  have  forging 

furnaces  operated  daily  for  the  last  nine  years  on  pulverized  coal. 

These  furnaces  range  in  size  from  20  in.  by  36  in.  to  7  ft.  by  16  ft., 

and  are  used  for  heating  bolt,  nut,  spike  and  rivet  bars  and  also 

^  for  puddling,  bushelling  and  heating.     Drop  forge  for  both  small 

;   and  large  hammers. 

Operating  under  normal  conditions,  we  use  about  260  tons  (gross) 
of  pulverized  coal  per  day. 

V.  R.  Dunk.  The  chief  item  of  economy  in  the  use  of  powdered 
coal  is  the  enormous  saving  effected  as  compared  to  the  use  of  fuel 
oil.  Another  item  of  economy  is  the  saving,  due  to  a  large  elimina- 
tion of  labor  expense. 

Another  great  saving  is  effected,  due  to  the  perfect  combustion 
of  the  coal.  There  are  no  unbumed  clinkers — ^the  chief  item  of  ex- 
pense is  the  cost  for  power  in  grinding  the  coal. 
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It  would  therefore  seem  that  the  trend  of  experimentation  sboii] 
be  to  develop  a  furnace  and  a  refractory  material  to  withstand  tl 
heat,  tinder  such  conditions  the  ash  would  be  slagged  and  the  desig 
must  necessarily  provide  for  its  frequent  removal.  When  these  coi 
ditions  are  satisfied  then  high  capacity  and  eflSciency  will  necessari! 
follow.  No  doubt  past  investigators  have  satisfied  themselvee  th 
this  is  impossible,  but  that  does  not  prove  that  it  will  not  be  ai 
complished. 

Of  the  various  types  of  apparatus  described  in  this  paper  it  woo] 
appear  that  the  Bettiiigton  boiler  is  a  big  step  in  the  right  directio 
and  will  lead  eventually  to  successful  results. 

J.  G.  ConTANT.  The  American  Iron  &  Steel  Manufacuring  C 
liave  a  dust  collecting  system  installed  in  connection  with  all  sma 
furnaces,  which  embraces  hoods  over  all  furnaces  so  arranged  as 
collect  all  dust  and  gases  issuing  from  the  front  of  the  furnaces  ot 
the  work.  The  hoods  are  all  connected  with  a  heavy  galvanized  ir 
pipe  through  which  the  gases  and  dust  are  exhausted  by  a  steel  pit 
fan  which  discharges  into  a  cyclone  type  dust  collector.  The  gac 
suddenly  admitted  into  the  enlarged  area  lose  most  of  their  velod 
and  escape  through  an  opening  in  the  top  to  a  stack ;  while  the  heavi 
dust  and  ash  matter  falls  through  the  discharge  orifice  into  a  b: 
With  this  system  gases  of  500  deg.  to  *600  deg.  fahr.  are  handled 
3  oz.  vacuum  and  about  500  lb.  of  ash  collected  daily. 

Chas.  J.  Davidson.  It  has  occurred  to  me  that  in  attempti 
to  make  the  use  of  powdered  fuel  general,  particularly  in  boiler  fi 
naces,  there  is  a  serious  obstacle,  which  apparently  has  not  receiv 
serious  consideration.  I  refer  to  the  ash  in  finely  divided  partial 
which  is  carried  up  the  stack  with  the  products  of  combustion,  a 
thereafter  falls  on  the  roofs  or  surrounding  buildings  and  other  objei 
which  are  exposed,  and  in  the  streets.  In  cement  mills,  lime  kih 
etc.,  this  probably  is  not  a  serious  consideration.  But,  should  an  i 
tempt  be  made  to  use  this  form  of  fuel  in  cities,  while  there  mig 
be  no  visible  smoke,  the  residue  referred  to  is,  generally  speakii 
much  more  objectionable  than  smoke  so-called,  and  might  become 
great  nuisance  and  be  legally  prohibited.  I  would  appreciate  it  ve 
much  if  those  who  have  had  experience  along  this  line  would  elucidf 
their  ideas  relative  to  this  detail  of  the  subject. 

John  V.  Culliney.  The  saving  by  the  use  of  pulverized  coal 
made  up  largely  of  (a)  practically  perfect  combustion,  (6)  no  han 
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ling  of  coal  or  ash,  (c)  no  poking  or  clinkering,  and  (d)  constant  and 
nnifonn  heat,  resembling  a  gas  fire  and  as  easily  controlled. 

One  other  item  which  might  be  mentioned  is  the  use  of  preheated 
lir.  By  passing  preheated  air  into  a  furnace  at,  say  600  d^.  fahr., 
the  number  of  B.t.u.  required  to  heat  this  air,  in  the  combustion 
chamber^  from  room  temperature  to  600  d^.  fahr.  is  saved.  The  sav- 
ing is  not  made  up  of  this  item  alone  but  also  by  the  increase  of  fur- 
nace efficiency.  That  is  (a)  more  heats  per  hour,  (6)  higher  fur- 
nace temperature,  (c)  uniform  temperature,  (d)  less  ash  deposited 
on  hearth  of  furnace. 

In  furnaces  having  waste  heat  horizontal  boilers  above  them, 
wTooght-iron  pipes  are  placed  in  the  boiler  setting  imdemeath  the 
boiler.  This  robs  the  boiler  of  very  little  heat  and  at  the  same  time 
caoaes  a  saving  of  about  15  per  cent  in  the  amoimt  of  coal  used. 

In  small  furnaces  the  pre-heated  pipes  are  placed  underneath 
heartL 

The  American  Iron  &  Steel  Manufacturing  Company  have  forging 
furnaces  operated  daily  for  the  last  nine  years  on  pulverized  coal. 
These  furnaces  range  in  size  from  20  in.  by  36  in.  to  7  ft.  by  16  ft., 
and  are  used  for  heating  bolt,  nut,  spike  and  rivet  bars  and  also 
for  puddling,  bushelling  and  heating.  Drop  forge  for  both  small 
and  large  hammers. 

Operating  under  normal  conditions,  we  use  about  260  tons  (gross) 
of  pnlverized  coal  per  day. 

W.  R.  Dunn.  The  chief  item  of  economy  in  the  use  of  powdered 
<^  is  the  enormous  saving  effected  as  compared  to  the  use  of  fuel 
oil.  Another  item  of  economy  is  the  saving,  due  to  a  large  elimina- 
tion of  labor  expense. 

Another  great  saving  is  effected,  due  to  the  perfect  combustion 
of  the  coal.  There  are  no  unbumed  clinkers — the  chief  item  of  ex- 
P«we  is  the  cost  for  power  in  grinding  the  coal. 


No.  1432 

INDUSTRIAL  SERVICE  WORK  IN  ENGI- 
NEERING SCHOOLS 

Bt  JoeiPH  W.  Bos,  New  Havbn,  Conn. 
Member  of  the  Sodetj 

A  social  force  has  been  at  work  in  onr  engineering  schools  for  the 
put  few  years  which  materially  affects  the  attitude  of  students^  on 
letving  college,  towards  working  men.  It  concerns  a  steadily  grow- 
ing portion  of  the  membership  of  The  American  Society  of  Me- 
chanical Engineers, — ^that  in  the  Student  Branches.  As  many  of  these 
loembers  will  be  called  on  for  leadership  in  this  Society  in  the  coming 
generation^  whatever  helps  or  hinders  their  broadest  professional  train- 
iiig  should  have  its  careful  consideration. 

2  In  the  winter  of  1907-1908  some  engineering  students  of  the 
Sheffield  Scientific  School  at  Yale  started  an  activity  which  for  want 
of  a  better  name,  has  been  called  industrial  service  work.  It  con- 
Mfited  of  a  study  of  welfare  activities,  living  and  working  conditions 
in  American  industries,  and  a  definite  attempt  to  render  some  useful 
service  to  workingmen  in  the  city.  As  a  large  industrial  center,  New 
Haven  has  many  thousands  whose  greatest  need  is  a  knowledge  of  the 
English  language.  It  was  felt  that  to  help  meet  this  need  was  the  most 
practical  service  the  students  could  render.  A  system  of  instruction 
^  English  was  evolved,  based  on  the  famib'ar  phases  of  everyday  life, 
^hich  did  not  require  a  knowledge  of  the  foreign  language  on  the 
I^rt  of  the  teacher.  Groups  were  organized  in  various  parts  of  the 
<^ty  wherever  they  could  be  gathered,  the  general  plan  being  that  the 
students  should  go  to  the  men  rather  than  to  attempt  bringing  the 
^^  to  any  school  or  institutional  buildings.  The  plan  worked  well 
from  the  start.  The  classes  were  full  and  many  newly  arrived  im- 
^"■^igrants  were  reached  who  would  not  have  come  near  a  public  night 
KhooL 

3  In  connection  with  this  teaching  work,  which  was  the  main 
*<^tivity,  a  series  of  talks  on  industrial  subjects  was  given  to  the 

l^rwented  at  the  Spring  Meeting,  St.  Paul-Minneapolis,  June  1914,  of  Thb 
^iQiiOAN  SocxxTT  OF .  Mechanical  Enoineebs. 
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students  by  such  speakers  as  John  F.  Stevens  of  the  Panama  Canal, 
S.  B.  Thome  of  the  Buck  Bun  Coal  Company,  Charles  Stelzle,  Miss 
Gertrude  Beeks,  Prof.  Edward  A.  Steiner,  Charles  B.  Towson,  and 
others.    A  small  library  on  immigration  and  industrial  conditions  was 
set  at  work  and  some  of  the  books  became  well  worn. 

4  The  hold  which  it  took  on  the  better  type  of  student,  as  well 
as  its  effect,  on  him  were  interesting  and  significant.  The  work  was 
wholly  voluntary  and  done  in  their  own  free  time,  yet  many  gave  two 
or  more  evenings  a  week  throughout  the  whole  winter  to  it.  The  word 
"mucker**  dropped  from  their  vocabulary.  The  "wop,**  the  'Tiunkie** 
and  the  "dago'*  became  people,  acquired  names,  and  sometimes  com- 
manded their  genuine  respect.  Students  and  workmen  were  comingy 
often  for  the  first  time,  into  direct  and  friendly  contact  and  finding^ 
out  for  themselves  how  the  others  lived,  worked  and  thought.  From. 
the  knowledge  so  gained,  there  came  an  attitude  of  frank  goodwilL 
and  friendliness  on  the  part  of  both.  The  following  winter  a  number 
of  other  engineering  schools  undertook  a  similar  work  with  equal 
success.  Under  the  leadership  of  the  industrial  and  student  depart- 
ments of  the  Y.M.C«A.  it  has  spread  rapidly  throughout  the  country 
until  now,  only  seven  years  later,  more  than  3000  students  are 
engaged  in  it  and  are  coming  into  contact  with  about  50,000  work- 
men. 

5  In  a  general  way  the  activities  of  the  student  are :  (a)  reading 
and  investigation  of  the  general  principles  involved;  and  (b)  a  per- 
sonal contact  with  workmen  in  some  line  of  service.  The  latter  takes 
many  forms,  but  chiefly  that  of  teaching.  In  all  industrial  centers 
there  are  a  large  number  of  men  whose  greatest  need  is  English.  With- 
out it  they  cannot  get  a  job  alone,  buy  their  own  supplies,  imderstand 
instructions  for  their  work  or  even  for  their  own  personal  safety; 
hence  the  padrone  and  labor  contractor.  With  a  knowledge  of  English, 
an  opportunity  of  becoming  industrially  independent  is  opened  up 
to  them.  Other  subjects,  of  course,  are  taught,  such  as  first  aid  to  the 
injured,  elementary  mathematics,  drawing,  and  civics,  but  English 
is  the  greatest  need. 

6  The  service  is  not,  however,  confined  to  instruction  nor  to 
foreigners.  Any  sound  basis  of  contact  is  utilized.  Wherever  possible 
the  classes  or  groups  are  kept  small,  not  over  five  or  six  men  to  a 
teacher,  in  order  to  insure  the  element  of  personal  contact.  The  work 
is  done  independently  of  the  college  curriculum,  on  a  voluntary  ba^ 
and  without  pay,  as  this  basis  is  by  far  the  best  in  its  effect. on  tbflL<7 
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itndeiit  In  some  cases  the  faculiy  has  cooperated  b;  taking  over 
that  poition  of  the  program  relating  to  epeakera  and  haa  arranged  a 
couiK  of  industrial  lectures  for  all  upper  classmen.  This  has  been 
dcme  recently  at  the  ShdKeld  Scientific  School  with  good  success. 
The  tdvantages  of  industrial  service  work  are  felt  b;  the  employer, 
Um  voikman,  the  student,  and  the  community. 

T  Employers,  some  of  whom  were  at  first  critical,  welcome  it 
for  its  direct  benefit  and  support  it  by  giving  access  to  the  workmen, 
i>j  furnishing  places  for  teaching  and  in  many  cases  paying  the  small 
QeceEsaiy  expenses.  They  see,  too,  its  effect  on  the  student.  An 
employer  recently  said:   "Two  college  men  of  equal  training  worked 


Fia.  1    Industkul  g^vio  at  Wobx 

Te«e]ii]^  RngTIah  ^t  ft  Cooatruetivn  Camp.    The  Lowon  is  Posted  on  the  Bide 

of  the  Cor.    The  Breaking  Down  of  ClaM  Feeling  is  Gleulj  Present 

^  my  shop  last  summer.  One  of  them  'knew  it  all,'  was  despised  by 
the  men  and  got  fired.  The  other  became  'one  of  the  men'  and  learned 
from  them,  and  nearly  every  evening  some  of  the  working  men  went 
to  Ids  room  and  he  helped  them  in  mathematics,  mechanics,  plain 
KBjJng,  etc.  That  fellow  has  a  big  job  waiting  for  him  because  he 
hu  teamed  how  to  handle  men  to  hie  advantage." 

8  Some  of  the  advantages  to  the  workman  have  been  pointed  out 
ituve.  He  is  given  nothing  which  pauperizes  him  or  lowers  his  self- 
reepect.  Usually  he  is  suspicious  at  first  of  the  student  as  a  repre- 
mtative  of  the  capitalistic  class.  He  finds,  however,  by  a  contact 
rbich  he  has  in  almost  no  other  way,  that  at  least  these  buys  are  clean- 
cut,  fair-minded  and  friendly.  Those  who  are  familiar  with  the  atti- 
tnde  of  workmen  know  their  latent  feeling  of  contempt  for  the  young 
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college  engineer  who  comes  among  them,  possibl;  Btrong  in  things 
which  the;  little  appreciate,  but  weak  in  practical  things,  where  they 
are  strong.  We  have  all  seen,  however,  the  loyalty  with  which  old, 
hard-headed  workmen  will  serve  young  college  men  who  have  won 
their  confidence  and  made  good  with  them.  Their  distrust  gives  wij 
to  a  feeling  of  pride  in  their  succeesea  snch  as  they  might  have  for 
their  own  sons  who  have  been  given  advantages  they  themselves  have 
not  had.     This  change  in  attitude  of  the  workman  has  been  clearly 


Fio.  S    Ahothxb  Fhabi 

A  Noon-Daj  GUm  in  a  PoandTj  in  Firrt  Aid  to  the  Injnied.    PnetieaSij  aS 

of  thoM  Hen  are  Engliah-Bpeaking 

marked,  and  shows  a  breaking  down  of  social  antagonism — a  help  to 
all  (see  Fig.  1). 

9  The  gain  to  the  student,  while  not  obvious,  is  quite  as  great 
More  than  half  tbe  value  of  an  executive  engineer  lies  in  his  capaci^ 
to  understand  and  work  with  his  men.  No  amount  of  technical  pro- 
ficiency can  make  up  for  the  absence  of  it.  One  of  the  greatest 
weaknesses  of  the  college-trained  engineer  is  the  unconscious  at- 
titude of  assumed  superiority  which  he  sometimes  has,  for  a  time 
at  least,  after  graduation.  It  seriously  limits  his  usefulness  and  bit 
capacity  for  learning,     The  ability  to  understand  and  to  work  with 
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men  is  the  most  valuable  asset  he  can  have.  This  our  oolleges,  as 
coUegefl)  cannot  teach^  for  it  is  based  on  a  knowledge  of  human  nature 
and  there  is  no  textbook  on  human  nature.  It  can  be  learned  only 
by  personal  contact ;  and  genuine  personal  contact  is  possible  only 
on  a  basis  of  mutual  respect  and  friendliness.  The  students  are 
learning  much  more  that  the  possibilities  and  limitations  of  welfare 
work.  They  are  acquiring  a  personal  attitude  toward  fellow  work- 
men which  starts  them  out  right. 

10    It  is  possible  to  give  here  only  a  few  expressions  of  how  this 

»ork  is  held  by  students  of  the  stronger  type.     One  says:    "It's  a 

wonderful,  and  sometimes  a  humiliating  revelation  to  a  fellow  to  get  up 

^inst  some  of  these  foreign  men.  It  just  makes  a  fellow  readjust  a 

^^  deal  of  his  previous  thinking."    Another,  one  of  the  best  known 

^11^  athletes  o*f  the  day  said  a  few  months  after  graduation :  "Re- 

loembering  what  I  learned  in  this  movement  at  Yale,  when  I  became 

foreman  I  treated  my  gang  of  Italians  as  men  and  not  as  dogs,  and 

i^  Was  reaUy  pitiful  to  see  the  way  they  returned  the  little  kindnesses 

1  showed  them.    Each  day  I  was  met  with  cheery  words  of  greeting. 

When  the  job  was  complete,  the  men  came  to  me  in  a  bunch,  thanked 

nie  for  the  fair  way  I  had  treated  them  and  said  they  would  like  to 

vork  for  me  always."    Another,  a  football  captain,  said  a  short  time 

^:   '"This  industrial  work  is  the  livest  thing  that's  struck  college 

since  I've  been  here.    It's  a  real  job  and  it's  practical.    Everyone  of 

uft  who  goes  into  it  is  bound  to  acquire  an  experience  in  dealing  with 

naen  which  the  curriculum  cannot  give,  and  we  need  it." 

11  Last  year  one  graduate,  who  went  into  the  office  of  a  bitumi- 
nous coal  mine^  gathered  together  a  class  of  seven  men  to  prepare  them 
for  examinations  as  fire  bosses  and  underground  foremen  (see  Fig.  3). 
With  this  instruction  the  men  passed  the  examinations  and  their  po- 
tential earning  capacity  per  year  was  increased  an  average  of  $266.40 
P^  man.    As  a  result,  this  year  40  men  applied  for  similar  instruction 
Mid  as  this  was  beyond  his  capacity,  arrangements  were  made  for 
paid  night  instruction  in  one  of  the  public  school  buildings  which  has 
l>een  carried  on  by  others  under  his  supervision.    Without  multiplying 
instances  we  find  results  like  this  wherever  men  go  who  have  had  this 
industrial  service  training. 

12  The  advantage  to  the  community  needs  but  little  emphasis. 
When  one  considers  the  type  of  Americanism  with  which  the  immi- 
grant first  comes  into  contact,  it  is  no  wonder  that  his  social  standards 
remain  low.    The  only  Americans  that  many  a  Pole  or  Italian  meets 
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are  the  Baloon  keeper,  the  word  heeler,  and  the  grafter.  Contact  witii 
clean-cut,  wholesome,  educated  college  boys  opens  up  to  him  a  type 
of  Americanism  which  he  sees  in  no  other  way.  It  raises  his  standards 
and  Mndlee  his  ambition.  The  men  come  to  the  students  with  all  sorts 
ot  questions  which  indicate  a  hunger  for  information  and  im- 
proTement 

13  As  the  industrial  service  movement  has  developed  it  is  qoite 
distinct  from  ordinary  social  welfare  work.  It  has  two  clearly  defined 
objectives.    The  first  one  is  immediate  benefit  to  the  laborer  whom  tb.< 


Fio.  3    A  BiBULT  or  Imdostkul  SEKviax  T&ainino 

An  Erening  CUaa  m  Practieal  Mining.    The  Teoelier  In  Chaxge  Is  a  Young 

AMiBtant  BnperiQt«udent  who  Bocame  Interested  In  Indmrtrinl 

Work  while  at  Tale 

student  may  be  teaching ;  the  second,  leas  obvious,  but  main  purpose, 
is  the  subjective  effect  upon  the  student  hiniaelf,  the  developing  of 
an  attitude  of  mind,  and  a  knowledge  of  the  social  aspects,  the  re- 
sponsibilities, and  the  opportunities  of  his  engineering  profession. 
While  the  latter  should  not  be  over-emphasized  to  the  student,  it  is 
never  lost  sight  of  by  those  directing  his  activities. 

14  Such  briefly  is  the  development  and  nature  of  industrial 
service  work.  In  appraising  its  value  it  is  well  to  look  at  it  broadly. 
The  work  which  these  students  are  doing  is  part  of  a  general  trend, 
of  a  changing  of  social  standards,  and  of  a  development  away  from 
the  industrial  individualism  of  a  hundred  years  or  even  fifty  years 
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ago.   The  probability  is  that  this  tendency  will  increase  rather  than 
diminish  during  the  coming  generation. 

15    Industrial  history  shows  nothing  more  clearly  than  the  fact 
that  while  tools  of  production  make  high  social  development  and 
phyrical  welfare  possible^  they  by  no  means  insure  them.    The  series 
of  inventions  of  Hargreaves,  Arkwright,  Eli  Whitney,  Watt,  and 
other  great  inventors  from  1760  to  1800  resulted  in  a  tremendous  re- 
adjustment of  social  conditions.    In  England,  where  this  change  was 
fdt  first  and  most  severely,  tens  of  thousands  of  artisans  found  their 
handicrafts  supplanted.    They  drifted  into  the  new  industrial  centers 
*Qd  found  work  as  best  they  could.     The  resulting  conditions  are  a 
^'^tter  of  history.    The  industrial  leaders  had  little  or  no  sense  of 
'^ssponsibility  for  conditions  of  labor  and  living  which  would  not  be 
^lerated  today.    Operatives  were  crowded  together  under  unsanitary 
•'^^  dangerous  conditions,  working  hours  were  long,  and  wages  were 
^vemed  solely  by  the  supply  and  demand  of  an  overcrowded  labor 
'^^^rket.    This  indifference  on  the  part  of  the  employers  was  soon  met 
^y  violence  and  industrial  warfare.    At  length,  from  various  reasons, 
^^HditioiiB  b^an  to  adjust  themselves.    Tinder  the  leadership  of  such 
^^n  as  Lord  Ashley,  Bobert  Owen,  an  industrial  conscience  came  into 
^^istenc^  and  year  by  year,  partly  through  labor  legislation,  partly 
through  labor  unions,  partly  through  voluntary  improvement  by  the 
employers,  conditions  have  steadily  improved,  and  are  now  better  than 
^>€fore  the  introduction  of  machinery. 

16  The  situation  was  never  as  acute  in  this  country  as  it  was  in 
England,  but  we  know  that  even  today  we  have  in  America  industries 
with  the  most  highly  developed  machinery  where  child  labor  and 
dangerous  or  imsanitary  working  conditions  still  exist.  While 
conditions  as  a  whole  are  by  no  means  ideal,  there  has  come  a  general 
acceptance  of  the  fact  that  reasonable  hours,  good  light  and  air,  safety, 
and  a  fair  wage  are  best  not  only  for  the  worker  but  for  the  employer. 
Men  do  not  agree,  by  any  means,  as  to  just  what  constitutes  reasonable 
hours  and  a  fair  wage ;  but  none  now  deny  the  general  principle. 

17  At  the  beginning  of  this  century  a  new  force  came  in,  the 
rapidly  developing  art  of  industrial  management.  It  is  still  in  its 
infancy,  yet  enough  has  been  done  to  show  that  old  methods  of  man- 
agement have  been  wasteful  and  that  great  increases  in  production 
are  possible  when  the  right  methods  have  been  found  and  put  into 
successful  operation.  The  invention  of  machinery  vastly  increased  the 
workman's  production  by  giving  him  new  and  efficient  tools.  The  new 
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force  opens  up  a  further  increase^  through  the  higher  efficiency  of  th( 
workman  himself  and  of  methods  of  industrial  management.  Thi 
effect  in  both  cases  is  the  same.  The  advent  of  machinery  producer 
a  profound  social  readjustment  accompanied  by  widespread  distree 
and  friction.  The  readjustments  due  to  the  application  of  improve 
methods  of  management  will  not  in  all  probability  be  as  great>  cei 
tainly  not  as  drastic.  Standards  are  far  higher  today  than  whe 
machinery  was  first  introduced  a  hundred  years  ago  and  workme 
now  have  means  of  defence.  Moreover,  the  social  changes  possible  ai 
probably  not  as  radical  or  far  reaching  as  in  the  earlier  developmen 

18  The  development  and  application  of  the  highest  types  of  ir 
dustrial  management,  however,  is  going  to  be  difficult  and  delical 
work,  if  the  results  are  to  be  made  a  permanent  benefit  to  society  f 
a  whole.  Those  who  personally  direct  this  development  will  largel 
determine  the  efficiency  with  which  ^^efficiency**  itself  is  applied.  1 
the  attempt  is  made  by  those  in  charge  to  seize  all  the  benefit  of  tb 
improved  methods  and  to  crowd  the  advantage  of  the  employer  the 
will  either  defeat  or  indefinitely  postpone  the  advance.  They  mm 
be  experienced  men,  wise,  fair,  thoroughly  conversant  with  possibilitic 
and  free  from  sentimental  idealism.  This  means  not  only  a  know! 
edge  of  machinery,  systems,  and  time  study,  but  of  human  nature  an 
the  rights  and  real  needs  of  industrial  workers. 

19  The  executive  engineer  will  be  at  the  focus  of  this  situatioi 
He  alone  is  in  direct  personal  contact  with  the  two  great  element 
involved,  capital  and  labor.  His  thorough  understanding  of  both  c 
these  forces  will  prove  one  of  the  greatest  elements  in  progress.  I 
the  man  in  actual  charge  has  little  knowledge  of,  or  sympathy  witl 
the  workman,  serious  missteps  are  certain.  If  on  the  other  hand  t 
a  thorough  technical  training  and  knowledge  of  the  resources  an< 
responsibilities  of  the  employer,  he  adds  an  attitude  of  fairness  an* 
friendliness,  and  a  personal  understanding  of  the  workman  involvec 
the  new  force  will  work  out  to  the  good  of  all  concerned.  Scientifi 
management  offers  an  opportunity  to  pay  better  wages,  but  it  wil 
require  strength  and  wisdom  to  apportion  the  economic  gain  fairlj 
and  to  maintain  a  just  distribution  of  it. 

20  Welfare  work  in  various  forms  has  been  going  on  for  man; 
years,  ranging  all  the  way  from  improvement  in  the  small  details  o 
working  conditions  to  the  planning  and  building  of  whole  mode 
cities.  Some  of  these  enterprises,  conceived  in  a  spirit  of  genuin 
good  will,  have  met  with  no  response  from  the  workmen  and  in  spit 
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of  the  great  sums  of  money  and  much  thought  spent  on  them^  have 
ended  in  bitterness  and  disappointment.  In  other  cases  welfare  work 
has  been  developed  quietly  and  wisely^  each  move  being  tested  out  as 
it  was  tried  and  has  deeply  influenced  the  lives  and  social  standards 
of  the  whole  community.  In  the  record  of  these  enterprises  there  is 
a  glaring  discrepancy  of  success  and  failure.  Most  of  the  failures  have 
gone  onto  the  rocks  from  violation  of  the  fundamental  principles  of 
human  nature.  About  some  there  has  been  a  fine  flavor  of  con- 
descension ;  others  have  been  made  an  advertisement ;  others  have  been 
imposed  upon  workmen  by  authority.  A  workman,  no  matter  how 
crude  his  social  standards,  has  a  right  to  his  own  personality  and 
sooner  or  later  he  will  assert  it.  As  one  of  their  leaders  put  it  to  the 
writer:  "Some  of  these  employers  roll  their  good  intentions  into  a 
big  bolus  and  jam  it  down  the  workmen^s  throats  saying  *Here,  take 
tbat;  it's  good  for  you.*"  No  welfare  work  will  ever  be  effective 
unless  it  is  preceded  by  a  square  deal,  is  wrought  out  gradually  and 
patiently,  and  is  the  product  of  mutual  confidence,  experience  and 
good  sense. 

21  While  thousands  have  been  invested  in  welfare  enterprises, 
we  know  that  the  purpose  behind  them  is  being  accomplisbcd  in  scores 
of  industrial  organizations,  without  any  special  equipment,  by  the  per- 
sonal infiuence  of  some  man  or  men  in  charge.  These  men  seem  to 
bave  a  genius  for  understanding  and  developing  the  best  in  those 
under  them.  They  have  no  fixed  rule  or  system.  It  is  a  question 
of  attitude  and  personality.  They  create  an  atmosphere  of  confidence 
instead  of  suspicion  and  distrust.  Their  infiuence  permeates  a  whole 
factory,  kindling  ambition  and  developing  better  workmen  and  better 
iiidustrial  conditions.  Such  men  can  accomplish  wonders  without  any 
Welfare  equipment.  Given  a  welfare  equipment  they  make  it  success- 
W  and  beneficial  to  all.  Their  value  to  the  employer,  to  the  workman, 
*Dd  to  the  community  can  hardly  be  overestimated;  the  new  art  of 
^^agement  imder  the  direction  of  such  men  will  prove  a  permanent 
success.  The  development  of  just  such  men  as  these  is  the  aim  of 
^be  industrial  service  movement. 

28  We  have  tried  to  sketch  briefiy  the  spirit  of  this  movement,  its 
Qiain  activities,  and  its  relation  to  the  general  industrial  situation. 
It  seems  sound.  There  are  at  present  about  30,000  students  in  the 
engineering  courses  of  the  various  schools  and  colleges  throughout 
the  United  States.  Of  these,  perhaps  5000  to  7000  graduate  each 
year.    About  20  to  25  per  cent  of  the  students  become  sufficiently  inter- 
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ested  in  this  work  to  get  the  benefits  of  it.  What  will  it  mean  to  the 
employer  and  workman  in  the  next  generation  to  have  coming  into 
the  management  of  industrial  enterprises  1000  or  2000  men  a  year, 
who  inspire  good  will  and  confidence  and  have  the  right  point  of  view 
from  the  start? 

23  So  far  the  industrial  service  work  has  been  guided  by  experts 
from  the  industrial  and  student  departments  of  the  international  com- 
mittee of  the  Y.M.C.A.  These  men  have  given  it  special  study  and 
have  directed  its  activities.  They  have  kept  it  free  from  fads,  and 
its  rapid  growth  is  perhaps  the  best  evidence  of  the  wisdom  with  wbidb 
it  has  been  directed.  Although  the  motive  which  lay  behind  it  wsi 
a  Religious  one^  it  has  attracted  many  men  who  took  but  little  interesi 
in  the  ordinary  forms  of  religious  activity.  Many  of  these  have  founc 
in  the  progress  of  this  work  that  this  motive  and  the  unselfish  socia 
one  are  not  so  far  apart. 

24  In  this  industrial  service  movement^  we  have  a  large  body  oi 
students  giving  a  reasonable  portion  of  their  time  voluntarily^  and 
outside  of  their  regular  studies,  to  work  which  is  an  immediate  benefil 
to  others  and  to  themselves  as  coming  industrial  leaders.  It  has  been 
suggested  by  members  of  the  Society  that  this  work  might  be  fostered 
as  one  of  the  activities  of  the  Student  Branches.  If  so,  it  should 
be  wisely  and  carefully  directed.  The  experience  and  training  which 
its  present  leaders  have  acquired  would  be  available  and  can  be  called 
on  to  help  organize  and  guide  it.  The  work  of  the  Student  Branches 
is  good,  but  they  have  much  greater  possibilities  than  we  have  yet 
realized.  At  present  their  main,  if  not  sole^  activity  has  been  to  ar- 
range a  series  of  engineering  lectures,  which  is  well  as  far  as  it  goes 
Some  such  work  as  this  industrial  service  in  addition  would  strengthen 
their  usefulness  and  bring  in  the  human  element  which  the  curriculum 
cannot  give. 

DISCUSSION 

L.  P.  Alford.  Professor  Roe  asked  me  to  make  one  suggestion 
in  his  name  in  regard  to  the  work  of  the  Student  Branches.  It  is 
that  there  might  well  be  some  person  connected  with  the  Secretary's 
office  charged  with  the  duty  of  visiting  the  Student  Branches  as  often 
as  necessary  with  this  purpose.  The  members  of  this  Society  are 
employers  of  cadet  engineers.  The  Student  Branches  are  training 
these  young  engineers  for  full  membership  in  the  Sbciety  after  they 
have  reached  the  proper  age  and  acquired  the  necessary  experience. 
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Through  the  medium  of  this  official  of  the  Society  working  with  the 
Student  Branches,  it  might  be  possible  to  modify  and  improve  the 
tndnmg  of  yoimg  engineers  to  their  advantage,  to  the  advantage  of 
their  first  employers  and  further  to  the  advantage  of  members  of  this 
Society. 

P.  F.  Walkeb.  With  regard  to  Professor  Roe's  paper,  I  think 
the  plan  suggested  is  one  that  may  be  readily  applied  in  the  cases  of 
sections  connected  with  institutions  located  in  large  centers,  but  those 
of  OS  who  are  in  institutions  located  in  smaller  towns  will  have  to 
employ  different  methods.  One  method  which  I  believe  to  be  work- 
able, is  based  on  the  plan  of  university  extension  work  which  Elansas, 
along  with  Wisconsin  and  other  western  universities,  is  developing. 
Vocational  courses  of  study  adapted  to  the  needs  of  boys  and  young 
men  engaged  in  the  various  industries  of  the  state,  are  outlined. 
Through  these,  they  receive  instruction  in  the  rudiments  of  mathe- 
matics and  the  sciences  related  to  engineering,  together  with  first 
principles  in  their  application  to  construction  work.  I  expect  to  have 
two  or  three  of  my  seniors  in  mechanical  engineering  working  as  in- 
structors in  this  connection  next  year.  I  mention  this  as  a  suggestion 
for  those  institutions  not  situated  in  the  large  manufacturing  centers. 
The  general  plan  brought  out  in  the  paper  is  a  most  happy  suggestion, 
and  one  which  may  well  engage  the  attention  of  the  Society. 

H.  L.  Qantt.  I  do  not  think  that  the  membership  at  large  has 
^J  idea  of  the  importance  of  this  paper.  The  most  important  problem 
Wore  the  industrial  community  today  is  that  of  the  relation  between 
^e  employer  and  employee.  The  reason  why  this  is  so  is  because 
"Je  employer  and  employee  do  not  understand  each  other. 

The  plan  suggested  to  bring  the  employer  and  employee  together, 
^  the  most  promising  step  that  I  have  seen  or  heard  of.  We  see  in  the 
papers  every  now  and  then  what  somebody  in  the  American  Manu- 
facturer's Association  says  about  what  the  Unions  are  doing  to  them. 
They  do  not  say  a  word  about  what  they  are  doing  to  the  Unions. 
That  is  because  they  do  not  understand  each  other.  Foreigners  who 
come  to  this  countrv  do  not  imderstand  us;  we  do  not  understand 
them.  To  many  of  us,  they  are  simply  "Dagoes"  or  "Hunks,"  to  be 
treated  as  somebody  in  authority  sees  fit.  Now,  the  activities  which 
Professor  Boe  has  described  will  bring  the  engineer  of  the  future 
in  contact  with  all  of  these  people  and  give  him  a  knowledge  of  who 
they  are,  what  they  are,  and  what  they  can  do.    I  find  that  the  Hxm- 
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garian,  the  Pole  or  the  Italian  is  very  much  like  anybody  else  when  yon 
really  know  him. 

Workmen  are  in  one  class  and  employers  in  another,  and,  as  thqr 
do  not  know  each  other,  they  cannot,  or  will  not,  talk  to  each  other. 
So  long  as  that  condition  prevails,  we  are  not  going  to  solve  our 
industrial  problems  without  some  connecting  link.  The  work  that 
Professor  Roe  is  doing  is  going  to  turn  out  a  lot  of  young  engineers 
who  will  learn  something  about  the  human  nature  with  which  they 
have  to  deal  and  supply  this  link.  In  the  ordinary  college  course,  the 
student  gets  a  lot  of  mathematics  and  engineering,  all  from  the  book 
end.  Then  he  goes  out  on  a  job  and  sees  the  mechanical  processes. 
He  can  learn  those  mechanical  processes  a  great  deal  more  quickly  than 
he  can  learn  the  human  beings  who  have  to  operate  them.  You  may 
build  the  best  mechanism  in  the  world,  but  some  human  being  has 
to  operate  it,  and  if  you  have  not  a  knowledge  of  the  kind  of  human 
being  who  is  to  operate  it,  you  are  going  to  get  into  trouble. 

The  term  scientific  management  used  in  this  paper  means  the 
utilization  of  scientific  methods  of  investigation  in  the  art  of  man- 
iigoniont.  You  can  build  up  a  system  of  management  which  is  per- 
f«'cl,  just  as  you  can  build  a  fine  steam  engine  or  automobile,  but  unless 
you  have  the  right  personality  to  run  it,  you  are  just  as  likely  to  wreck 
il  ns  you  arc  to  wreck  the  automobile  or  steam  engine  by  putting  an 
iiHoinpoiont  person  in  to  handle  it. 

Ill  constnicting  a  system  of  niauagement,  one  must  first  have  an 
idi'ul  which  must  be  based  on  the  knowledge  of  human  nature  as  well 
iiH  on  >i  knowledge  of  mechanical  operations  and  appliances.  Professor 
Uoi'  and  his  co-workers  are  giving  their  students  the  fundamental 
idrnH  (»f  luuv  lo  handle  their  workmen.  Tt  is  verv  much  better  to  have 
M  niiMi  who  knows  how  to  handle  the  workmen  using  a  comparatively 
|iiMir  syslcni  of  niiinaixomcnt.  than  it  is  to  have  somebody  who  does  not 
l.hiiw  hnw  to  lunitlU'  till'  workman  with  a  fine  system  of  management. 
Till'  IliNt  will  i^vi  iilonj;  hotter  than  the  second,  and  I  want  to  em- 
phiiMi.T  thill  this  train  in*:  of  the  iMiginivring  student  in  a  knowledge 
of  \\w  huniiin  nnturo  with  whit^h  hv  has  to  deal,  to  my  mind,  ranks  in 
o^uul  iinporlani't'  with  slruily  cnirinivring  training. 

\'4»MN  \V.  Khmv     In  rrsponso  lo  the  suiTirostion  of  Professor  Roe 

'^iA^  \\w  SiHTolarv  nnnnsro  to  visit  \hv  Student  Branches,  vour  Secre- 

•njji  iru^  to  Im«  up  lo  dill  I'  in  o\rrv  roiilni  of  aotiviry  of  the  members. 

Vs  j^*a  M  I  l»rnrd.  l\\i>  v.';m>  ;i;:»'.  o\  li.is  \vi>r'<  of  Professor  Roe,  I 
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wiote  a  peisonal  letter  to  every  head  of  a  mechanical  engineering  de- 
partment in  each  of  the  schools  in  America  where  it  is  taught^  and  you 
would  be  pleased  to  see  the  magnificent  responses  that  were  received, 
showing  that  they  are  all  alive  to  this  movement.  As  a  suggestion, 
I  think  that  speaking  for  Professor  Walker,  as  representing  the 
Student  Branches,  he  would  be  glad  to  have  also  the  members  of  the 
Society  visit  him — ^men  of  affairs.  I  think  there  is  nothing  so  at- 
tnctive  to  the  average  student  as  to  have  a  real  man  with  a  repu- 
tation, come  and  visit  the  school  and  give  a  talk. 

The  effect  would  be  two-fold.  You  would  have  the  interest  of 
more  members  of  the  Society  in  that  work  and  you  would  have  more 
interest  on  the  part  of  the  Student  Branches  because  men  of  affairs 
were  interested  in  them.  !N bw  another  suggestion  has  come  to  me 
with  respect  to  students,  which  can  be  accomplished  by  every  person  in 
the  room  and  by  every  person  with  whom  you  speak  when  you  get  home 
--and  that  is,  the  benefit  of  these  conventions.  Every  person  here 
must  be  in  some  organization.  You  must  have  men  in  your  employ 
who  are  just  out  of  coU^e  or  who  are  just  starting  in  your  organiza- 
tion, lacking  experience.  Try  to  coordinate  them  with  the  university 
in  your  town  or  with  some  organization  in  your  town  which  is  doing 
this  class  of  work..  You  will  have  a  two-fold  benefit  from  this  in- 
terest First,  the  men  in  your  employ  will  become  more  useful  to 
70U  because  they  understand  men  better,  and  second,  the  men  in 
whom  they  become  interested  will  also  become  better  employees  for 
Jon. 

I  want  to  urge  each  one  of  you  to  take  the  spirit  of  this  paper  of 
^fessor  Boe  and  apply  it  to  your  own  factory  now  rather  than  to 
t^  it  is  something  for  somebody  else  to  do  in  some  university. 

P.  F.  Waleeb.  There  is  one  other  thought  in  connection  with  the 
^ttdent  Section  and  what  it  may  mean  in  the  life  and  work  of  the 
^ety,  that  I  would  like  to  lay  before  you  by  explaining  what  we 
"*^e  done  at  Kansas.  Each  year,  usually  in  December,  we  hold  our 
*^nal  meeting.  There  is  no  organized  local  section  of  the  society 
Membership  nearer  to  us  than  St.  Louis,  but  we  are  only  forty  miles 
^m  Kansas  City  where  there  are  nearly  twenty  members.  As  many 
More  are  scattered  in  other  cities  in  the  state.  At  these  annual  meet- 
Mgs  of  the  Student  Section,  we  make  a  special  point  of  inviting  every 
Member  of  the  Society  who  is  within  reasonable  distance,  and  some 
of  them  always  come.  I  speak  of  this  as  a  suggestion,  indicating 
^t  the  Society  might  do  in  the  way  of  recognizing  the  Student 
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garian,  the  Pole  or  the  Italian  is  very  much  like  anybody  else  when  yo 
really  know  him. 

Workmen  are  in  one  class  and  employers  in  another^  and,  as  the 
do  not  know  each  other^  they  cannot^  or  will  not,  talk  to  each  othe 
So  long  as  that  condition  prevails,  we  are  not  going  to  solve  oi: 
industrial  problems  without  some  connecting  link.  The  work  thi 
Professor  Roe  is  doing  is  going  to  turn  out  a  lot  of  young  engineei 
who  will  learn  something  about  the  human  nature  with  which  the 
have  to  deal  and  supply  this  link.  In  the  ordinary  college  course,  tl 
student  gets  a  lot  of  mathematics  and  engineering,  all  from  the  boo 
end.  Then  he  goes  out  on  a  job  and  sees  the  mechanical  processe 
He  can  learn  those  mechanical  processes  a  great  deal  more  quickly  tha 
he  can  learn  the  human  beings  who  have  to  operate  them.  You  ma 
build  the  best  mechanism  in  the  world,  but  some  human  being  hf 
to  operate  it,  and  if  you  have  not  a  knowledge  of  the  kind  of  huma 
being  who  is  to  operate  it,  you  are  going  to  get  into  trouble. 

The  term  scientific  management  used  in  this  paper  means  tb 
utilization  of  scientific  methods  of  investigation  in  the  art  of  mat 
agement.  You  can  build  up  a  system  of  management  which  is  pei 
feet,  just  as  you  can  build  a  fine  steam  engine  or  automobile,  but  imlef 
you  have  the  right  personality  to  run  it,  you  are  just  as  likely  to  wrec 
it  as  you  are  to  wreck  the  automobile  or  steam  engine  by  putting  a 
incompetent  person  in  to  handle  it. 

In  constructing  a  system  of  management,  one  must  first  have  a 
ideal  which  must  be  based  on  the  knowledge  of  hiiman  nature  as  we 
as  on  a  knowledge  of  mechanical  operations  and  appliances.  Professo 
Roe  and  his  co-workers  are  giving  their  students  the  fundamenti 
ideas  of  how  to  handle  their  workmen.  It  is  very  much  better  to  hav 
a  man  who  knows  how  to  handle  the  workmen  using  a  comparative! 
poor  system  of  management,  than  it  is  to  have  somebody  who  does  nc 
know  how  to  handle  the  workmen  with  a  fine  system  of  managemen 
The  first  will  get  along  better  than  the  second,  and  I  want  to  en 
phasize  that  this  training  of  the  engineering  student  in  a  knowledg 
of  the  human  nature  with  which  he  has  to  deal,  to  my  mind,  ranks  i 
equal  importance  with  strictly  engineering  training. 

Calvin  W.  Rice.  In  response  to  the  suggestion  of  Professor  Ro 
that  the  Secretary  arrange  to  visit  the  Student  Branches,  your  Seen 
tary  tries  to  be  up  to  date  in  every  realm  of  activity  of  the  memben 
As  soon  as  I  heard,  two  years  ago,  of  this  work  of  Professor  Roe, 
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wrote  a  peisonal  letter  to  every  head  of  a  mechanical  engineering  de- 
partment in  each  of  the  schools  in  America  where  it  is  taught^  and  you 
would  be  pleased  to  see  the  magnificent  responses  that  were  received, 
showing  tiiat  they  are  all  alive  to  this  movement.  As  a  suggestion, 
I  think  that  speaking  for  Professor  Walker,  as  representing  the 
Student  Branches,  he  would  be  glad  to  have  also  the  members  of  the 
Sodetf  visit  him — ^men  of  affairs.  I  think  there  is  nothing  so  at- 
tnctive  to  the  average  student  as  to  have  a  real  man  with  a  repu- 
tation, come  and  visit  the  school  and  give  a  talk. 

The  effect  would  be  two-fold.  You  would  have  the  interest  of 
more  members  of  the  Society  in  that  work  and  you  would  have  more 
interest  on  the  part  of  the  Student  Branches  because  men  of  affairs 
were  interested  in  them.  !Now  another  suggestion  has  come  to  me 
with  respect  to  students,  which  can  be  accomplished  by  every  person  in 
the  room  and  by  every  person  with  whom  you  speak  when  you  get  home 
— ^d  that  is,  the  benefit  of  these  conventions.  Every  person  here 
must  be  in  some  organization.  You  must  have  men  in  your  employ 
who  are  just  out  of  coU^e  or  who  are  just  starting  in  your  organiza- 
tion, lacking  experience.  Try  to  coordinate  them  with  the  university 
in  your  town  or  with  some  organization  in  your  town  which  is  doing 
this  class  of  work..  You  will  have  a  two-fold  benefit  from  this  in- 
terest First,  the  men  in  your  employ  will  become  more  useful  to 
70U  because  they  understand  men  better,  and  second,  the  men  in 
whom  they  become  interested  will  also  become  better  employees  for 
jou. 

I  want  to  urge  each  one  of  you  to  take  the  spirit  of  this  paper  of 
^fessor  Boe  and  apply  it  to  your  own  factory  now  rather  than  to 
t'^  it  is  something  for  somebody  else  to  do  in  some  university. 

P.  F.  Walkeb.  There  is  one  other  thought  in  connection  with  the 
^^dent  Section  and  what  it  may  mean  in  the  life  and  work  of  the 
^ety,  that  I  would  like  to  lay  before  you  by  explaining  what  we 
"*^e  done  at  Kansas.  Each  year,  usually  in  December,  we  hold  our 
*^ual  meeting.  There  is  no  organized  local  section  of  the  society 
Membership  nearer  to  us  than  St.  Louis,  but  we  are  only  forty  miles 
'rom  Kansas  City  where  there  are  nearly  twenty  members.  As  many 
5iore  are  scattered  in  other  cities  in  the  state.    At  these  annual  meet- 

• 

Mg8  of  the  Student  Section,  we  make  a  special  point  of  inviting  every 
Jfiember  of  the  Society  who  is  within  reasonable  distance,  and  some 
of  them  always  come.  I  speak  of  this  as  a  suggestion,  indicating 
^hat  the  Society  might  do  in  the  way  of  recognizing  the  Student 
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Section  centers  as  nuclei  for  local  sections  of  the  Society  for  the  regiom 
adjacent^  when  the  location  is  distant  from  those  cities  where  a  fuli 
local  section  organization  is  practicable. 

L.  P.  Alfobd.  I  feel  impelled  to  say  another  word  in  the  name 
of  Professor  Roe.  I  know  that  in  making  this  suggestion  he  has  had 
no  thought  whatever  that  there  has  been  a  lack  of  cooperation  be- 
tween the  Secretary's  office  and  the  Student  Branches.  It  is  not  that  a1 
all.  He  has  been  merely  trying  to  point  out  the  possibility  of  furthei 
and  new  activities  and  suggesting  the  way  in  which  some  of  these  cai: 
be  initiated.  Personally,  I  am  most  heartily  in  sympathy  with  the 
suggestion  of  Mr.  Bice  that  some  members  of  the  Council  or  othei 
members  of  the  Society  take  occasion  to  visit  and  address  the  Studeni 
Branches. 

Professor  Boe's  paper  does  not  reveal  his  personal  connection  witl 
this  great  movement.  He  is  its  father.  He  is  the  man  through  whose 
far-sightedness  and  initiative  the  work  was  started.  He  deserves  8 
generous  measure  of  our  esteem  and  commendation  for  having  in- 
augurated a  social  movement  in  our  engineering  colleges  that  promisee 
to  be  of  great  benefit  to  engineers  and  industry. 

H.  L.  Gantt.  To  visit  these  Student  Branches  and  start  thic 
work  going,  will  cost  something.  You  cannot  do  any  of  these  things 
without  money.  I  feel  that  many  manufacturers  would  be  willing  tc 
put  up  money  for  the  advancement  of  the  Society.  Somebody  has 
suggested  that  we  might  have  manufacturers  who  are  contributing 
members  or  something  of  that  kind.  This  suggestion  is  well  worth 
considering.  The  possibilities  of  the  engineer  as  an  economic  factor, 
have  been  emphasized  most  clearly  within  the  last  twelve  hours,  bul 
we  need  money  to  make  them  realities.  All  we  need  now  is  to  have 
some  way  of  financing  this  growth  which  seems  to  have  started  with 
such  a  rush. 

Paul  Doty.  I  think  that  most  empfoyers,  at  least  modem  em- 
ployers, recognize  their  obligations  in  connection  with  the  general 
subject  of  welfare  work.  The  thought  that  ^^a  man  is  his  brother's 
keeper^'  does  seem  to  permeate  the  minds  of  a  good  many  em- 
ployers. We  have  in  St.  Paul  in  our  company  work,  an  employees' 
club,  formerly  called  The  Technic  Club.  We  have  some  educational 
work,  some  welfare  work,  we  have  talks  on  ^'safety  first,''  on  efficiency, 
and  we  also  have  talks  covering  good  management  and  some  on  bad 
management.    We  try  to  make  these  meetings  of  employees  of  vital 
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interest  to  them.  We  bring  home  everyday  suggestions — ^we  bring 
home  their  work-a-day  life.  These  meetings  are  held  as  frequently  as 
necessaiy,  at  least  once  a  month,  and  in  addition  to  the  practical  side 
of  the  work,  the  construction,  the  manufacture,  the  distribution — all 
the  operations  of  the  property — we  have  the  social  side,  a  dance  oc- 
casionally, a  picnic  now  and  then  and  an  excursion  during  the  summer 
season— something  that  will  maintain  the  human  interest,  and  bring 
together  the  employer  and  employee. 

We  try  to  have  a  sense  of  the  need  of  the  understanding  which 
Mr.  Qantt  has  referred  to.  We  know  that  employers  without  em- 
ployees could  accomplish  very  little,  especially  in  continuous  service 
business  like  public  utilities  when  24  hours  a  day,  365  days  a  year, 
somebody  is  working  somewhere  with  us,  and  we  need  something  out- 
side of  the  mere  payment  of  wages  as  compensation  to  the  employee. 
I  do  not  go  so  far  at  the  present  moment  as  to  refer  to  service  pensions 
or  service  annuities,  or  profit  sharing,  or  other  form  of  welfare  work 
ss  it  is  understood  generally,  but  all  those  things  we  do  have  in 
mind.  , 

The  educational  work  is  particularly  important  and  is  under  men 
like  Mr.  Walter  C.  Beckjord  and  his  associates.  A  few  years  ago,  Mr. 
Beckjord  was  a  student  at  the  University  of  Minnesota  and  came  to 
M  as  one  of  our  cadet  engineers.  We  have  that  feature  established 
to  bring  about  the  training  of  the  younger  men,  and  through  years  of 
faithful  service,  he  is  now  occupying  a  position  of  responsibility  and 
^  been  president  of  the  branch  of  our  educational  work  including 
Iwth  the  gas  and  the  electrical  departments. 

We  claim  no  special  credit  for  the  work  we  are  trying  to  do.  It 
*8  work  that  is  being  advocated  by  the  National  Electric  Light  As- 
*^ation.  It  has  been  reconmiended  by  Mr.  InsuU,  president  of  the 
Conunonwealth-Edison  Company,  who  has  suggested  that  educational 
^ork  be  carried  on  in  the  time  of  the  employer,  not  only  in  the  time 
^^  the  employee  after  hours,  when  a  man  perhaps  is  tired  and  does 
^ot  care  to  come  out.  That,  I  think,  is  a  wonde^ul  step  forward,  when 
*  nian  recognizes  the  responsibility  to  employees  to  give  time  for 
^ucational  work  on  the  company^s  payroll.  The  movement  is  here.  It 
Js  the  cooperative  movement  and  we  must,  as  progressive  men,  progres- 
sive engineers,  recognize  that  there  is  work  for  us  to  do  along  this 
line.  We  are  not  wholly  discharging  our  obligations  by  the  giving  of 
the  pay  check  or  the  pay  envelope  at  the  end  of  the  week  or  the  two 
veeks*  period. 
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H.  L.  Qantt.  Professor  Roe  does  not  regard  this  as  welfare  work. 
Welfare  work,  as  I  understand  it,  is  something  done  by  the  employer 
for  the  employee.  Personally,  I  am  not  a  tremendous  advocate  of  wel- 
fare work  as  such.  As  one  of  their  leaders  put  it  to  the  writer :  "Some 
of  these  employers  roll  their  good  intentions  into  a  big  bolus  and  jam 
it  down  the  workmen's  throats  saying,  ^Here,  take  that;  ifs  good  for 
you/ ''  While  I  have  no  idea  that  Mr.  Doty  has  any  reference  to  wel- 
fare work  of  that  character,  yet  there  is  a  good  deal  of  so-called  welfare 
work  that  is  strictly  of  that  character,  sometimes  with  the  best  in- 
tentions in  the  world.  The  work  which  Professor  Roe  is  doing  is 
not  in  this  class  and  seems  to  me  to  be  at  the  root  of  our  industrial 
progress.  The  gap  between  employer  and  employee  will  widen,  if  we 
do  not  do  anything  to  close  it  up.  It  is  equally  important  to  public 
interests  and  to  the  interests  of  the  employer,  the  engineer  and  the 
employee  that  this  work  be  done. 

James  Hartness  (written).  The  engineer  should  be  in  the  fore- 
front of  the  campaign  for  bringing  people  together,  not  only  people 
of  different  nations,  but  people  in  different  walks  of  life.  The  trend  of 
the  public's  social  and  economic  views  will  begin  to  turn  upward  as 
soon  as  these  various  peoples  begin  to  understand  each  other.  But 
so  long  as  the  workman  fails  to  understand  the  business  man,  and  the 
business  man  the  worker,  the  trend  of  our  ideas  will  be  toward  anarchy. 

The  paper  should  serve  as  a  keynote  for  many  others  that  wiU 
bring  out  the  great  importance  of  this  fact,  for  it  is  the  engineer,  who 
as  the  director  of  men,  is  in  the  position  to  put  into  practical  effect 
many  regulations  that  will  lead  to  a  better  relation  and  a  better  un- 
derstanding between  man  and  man. 

This  can  be  truly  called  welfare  work,  but  it  should  not  carry 
with  it  the  impression  that  it  is  solely  for  the  laborer  or  even  for  the 
newly  arrived  immigrant,  for  it  is  as  truly  welfare  work  among  the 
well-to-do. 

Our  success  as  engineers  viH  be  greater  if  we  work  along  these  lines 
and  the  value  of  the  engineer  to  his  country  will  be  beyond  measure  if 
he  realizes  his  obligations  and  opportunities  along  the  lines  stated. 

Although  the  paper  sets  forth  this  work  in  its  bearing  on  the 
student  and  the  humblest  workers,  it  will  carry  to  every  one  the  mes- 
sage that  there  are  opportunities  of  this  kind  not  only  between  the 
business  man  and  the  worker,  but  also  between  the  workers  of  dif- 
ferent grades  when  measured  according  to  their  skill  and  knowledge. 
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He  congratulated  the  writer  on  presenting  this  subject  to  the  So- 
ciety and  hoped  that  it  would  be  followed  by  others  tending  to  offset 
the  present  unfortunate  trend  of  class  feeling  in  this  country^  for 
mnch  harm  and  very  little  good. will  be  obtained  by  any  scheme  that 
fails  to  take  into  consideration  the  fact  that  each  man  has  a  heart  as 
well  as  a  brain,  and  that  each  man  may  best  be  directed  by  someone 
in  whom  he  has  confidence,  someone  who  understands  him,  and  that 
the  physical  energies  of  man  must  be  directed  through  the  man's 
inner  self.  It  is  necessary  to  get  at  his  inner  motive  instead  of  trying 
to  impress  his  body  forcibly  into  service. 

The  Author.  So  far  from  implying  criticism,  the  suggestion 
referred  to  in  the  discussion  sprang  from  the  very  effectiveness  of 
Mr.  Bice's  relations  to  the  Student  Branches.  No  one  knows  better 
than  the  engineering  instructor  his  interest  in  the  Branches,  or  the 
value  of  his  visits  to  engineering  schools.  But,  as  the  chief  executive 
officer  of  the  Society,  the  Secretary  has  the  responsibility  for  many  ac- 
tivities, of  which  the  Branches  constitute  but  one.  The  President  and 
Council  members  are  men  of  important  outside  interests.  None 
of  the  officers  of  the  Society  are  in  a  position  to  give  all,  or  even  a 
Jarge  portion,  of  their  time  to  the  Branches,  even  if  they  would. 

And  yet  there  is  a  great  field  there.    The  Branches  are  increasing 

•  

in  number  and  membership.    Their  value,  already  demonstrated,  may 

be  greatly  enlarged ;  and  the  good  work  done  by  the  Society  under 

existing  conditions  justifies  an  extension  of  its  activity.    The  present 

officers  cannot,  in  justice  to  their  other  responsibilities,  however,  be 

^ed  on  for  a  much  greater  contribution  of  time  than  they  are  now 
giving. 

What  is  suggested,  therefore,  is  a  salaried  officer  of  the  Society, 
^ho  should  be  a  college  man  of  experience,  wide  acquaintance  and 
^instructive  ability,  who  would,  under  Mr.  Rice's  direction,  organize 
Student  Branches  and  supervise  their  activities,  bring  the  officers  and 
active  members  into  closer  relations  with  engineering  students,  assist 
Jn  arranging  schedules  of  speakers,  help  students  in  securing  wise 
summer  employment,  and  inquire  into  and  develop  such  new  activities 
*s  this  industrial  service  work,  which  the  writer  believes  to  be  of  suf- 
ficient promise  to  justify,  of  itself,  the  step  proposed.  But  it  is  a  work 
^hich  is  expert  in  nature  and  must  be  guided  wisely  to  keep  it  free 
from  fads  and  the  mistakes  of  immature  enthusiasm. 

This  program  is  merely  a  suggestion.    The  right  man  would  ma- 
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terially  extend  the  field  as  his  work  progressed.  Like  the  education, 
with  which  it  would  be  allied,  it  would  be  constructive  work  for  the 
future  and  its  influence  would  be  more  felt  in  the  next  generation. 
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CLASSIFICATION  AND  HEATING  VALUE  OF 

AMERICAN  COALS 

By  William  Kxnt,  New  Tobx  Ctpt 
Member  of  the  Soeietj 

The  recent  publication  by  the  United  States  Bureau  of  Mines  in 
Bulletin  No.  22  of  over  3000  analvses  and  results  of  calorimetric 
examinations  of  American  coals  offers  the  best  opportunity  that  has 
erer  been  had  for  a  study  of  the  long-mooted  questions  of  the  classifi- 
cations of  coals  and  of  the  relation  of  their  chemical  composition  to 
their  heating  value. 

2  The  writer  has  made  an  attempt  at  such  a  study  and  gives  the 
principal  results  of  it  herewith,  although  they  are  by  no  means  com- 
plete. It  was  not  possible  in  the  limited  time  at  his  disposal  to  take 
*11  the  analyses  of  heating  values  and  compare  them,  but  instead  he 
has  made  a  selection  of  155  analyses  of  coals  from  different  states, 
showing  practically  the  extreme  range  of  composition  of  heating  value 
of  the  coals  of  each  of  these  states,  whenever  a  suflScient  number  of 
^Is  of  such  states  are  given  in  the  bulletin.  The  most  important 
items  of  the  ultimate  and  proximate  analyses  were  tabulated,  viz., 
^he  S,  H,  C,  0,  and  N  of  the  ultimate  analysis  as  referred  to  the 
combustible  (coal  free  of  moisture  and  ash),  also  the  volatile  matter, 
^e  moisture  and  the  ash  of  the  proximate  analysis,  the  moisture  and 
*8h  being  referred  to  the  coal  as  received,  and  the  volatile  matter  being 
^fcrred  to  the  combustible.*  The  fixed  carbon  was  omitted  in  order 
^0  save  space.  Referred  to  combustible  it  is  100  per  cent  minus  the 
volatile  matter  of  the  combustible,  and  referred  to  coal  as  received  it 

• 

'8 100  per  cent  minus  the  sum  of  moisture  ash  and  volatile  matter. 

^    The  actual  analyses,  both  proximate  and  ultimate,  were  made 
on  air-dried  coal,  the  surface  moisture  having  been  first  removed. 

*See  Table  1. 

^resented  at  the  Spring  Meeting,  St.  Paul-Minneapolis,  .Iiine  1914,  of  The 
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The  results  as  given  in  the  bulletin  are  calculated  to  three  differen 
bases:  (1)  as  received,  (2)  dry  coal,  (3)  ash  and  moisture  fre 
(commonly  called  combustible) ;  and  in  many  cases  to  a  fourth  basie 
ash,  moisture  and  sulphur-free.  For  the  purpose  of  comparison 
however,  other  information  not  contained  in  the  bulletin  was  desired 
such  as  the  B.t.u.  per  lb.  of  coal  air-dry,  ash-free,  and  air-dry,  asl 
and  sulphur-free.  The  writer  has  calculated  and  tabulated  the» 
omitted  items,  but  it  should  be  stated  that  the  figures  which  he  obtaine( 
relating  to  B.t.u.  calculated  to  the  sulphur-free  basis  are  probably  to< 
high  in  many  cases  of  high  sulphur  coals,  as  will  be  shown  later. 

4  Having  thus  tabulated  the  results,  the  questions  to  be  solve< 
are  (1)  how  shall  the  coals  be  classified;  (2)  what  relation  does  th< 
heating  value  of  the  coals  bear  to  the  chemical  composition. 

6  The  earliest  published  classification  of  American  coals  is  tha 
of  Persifor  Frazer,  Jr.,  in  1874  (Trans.  A.I.M.E.).  He  dividec 
the  coals  into  anthracite,  semi-anthracite,  semi-bituminous  and  bi 
tuminous,  and  he  used  what  he  called  the  "fuel-ratio,^*  or  the  ratio  o: 
fixed  carbon  to  the  volatile  matter  in  the  combustible,  as  the  basis  o: 
subdivision  between  the  several  classes.  The  names  he  used  are  stil 
retained,  although  the  figures  of  fuel-ratio  which  he  gave  are  n( 
longer  accepted  as  marking  the  divisions  into  classes;  but  the  bi- 
tuminous coals  have  been  divided  into  two  or  more  classes,  ai 
bituminous  and  lignite,  and  the  lignites  have  been  recently  subdividec 
by  the  U.  S.  Geological  Survey  and  the  Bureau  of  Mines  into  sub 
bituminous  and  lignite. 

6     Frazer's  method  of  using  the  ratio  of  one  constituent  to  an- 
other, or  of  one  to  the  sum  of  two  others,  has  been  followed  bj 

Q 

several  writers,  such  as  David  WhiteS  who  uses  the  ratio  ^  ,   . 

U-HA 

in  which  C,  0  and  A  are  respectively  the  carbon,  oxygen  and  ash  ir 
the  dry  coal.  The  expression  of  the  relation  of  two  elements  as  f 
ratio  is  not  as  convenient  for  the  purpose  in  view  as  the  expressior 
of  the  same  relation  as  a  percentage,  or  the  ratio  of  one  of  the  twc 
elements  to  the  sum  of  the  two.     Thus  by  Frazer's  method  two  coak 

97  92 

having  fuel  ratios  differing  as  widely  as  —  =  32.3  and  —  =  11.5    arc 

«TT.  8.  Geol.  Survey,  BuUetin  382,  1909.     The  Effect  of  Oxygen  in  CoaL 
David  White. 
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both  anthracites,  the  first  having  3  per  cent  and  the  second  8  per 
cent  of  volatile  matter  in  the  combustible,  while  two  other  coals, 
abo  differing  5  per  cent,  viz.,  one  with  48  and  the  other  53  per 
cent  of  volatile  matter  in  the  combustible,  have  fuel  ratios  that 

differ  but  little,  or  --  =  1.08  and  ^  =  0.90.        White  plots  the  B.t.u. 

48  53 


per  lb.  dry  coal   as  ordinates  and  the   ratio  ^     .  as  abscissae, 

and  obtams  a  curve  that  begins  in  a  nearly  vertical  direction,  where 
with  coal  very  high  in  oxygen  and  ash  the  ratio  is  less  than  1,  and 
ends  in  a  direction  that  is  nearly  horizontal,  becoming  actually 

.    .  C 

honrontal  when  Tv  VT~  =0  and  the  ratio  becomes  infinity,  while  if 

Q 

he  had  plotted  the  B.t.u.  against  the  ratio   p    ^     .- ,  which  may  be 

expressed  as  a  percentage,  the  curve  would  have  become  an  inclined 
straight  line. 

7  In  1892  the  writer  published  an  article  in  Mineral  Industry 
giving  the  results  of  a  study  of  Mahler's  researches  on  European  coals. 
Bj  plotting  the  B.t.u.  against  the  percentage  of  fixed  carbon  in 
the  combustible  and  drawing  a  curve  through  the  plotted  points,  he 
showed  that  the  B.t.u.  per  pound  of  combustible  of  the  coal  tested 
fcy  Mahler  was  related  to  the  percentage  of  volatile  matter  in  the 
oombustible.  Messrs.  Lord  and  Haas  published  later  the  results  of  their 
^  of  Pennsylvania,  Virginia,  and  Ohio  coals  and  stated  that  they 
had  found  no  such  relation,  but  on  the  contrary  that  the  combustible 
portion  of  coals  of  certain  districts  had  remarkably  uniform  heating 
values,  which  were  independent  of  the  percentage  of  volatile  mattter. 
In  a  discussion  of  Lord  and  Haas's  paper^  the  writer  plotted  their 
results  and  compared  them  with  the  curve  derived  from  Mahler's 
^ts,  and  showed  that  the  Pocahontas  coals  fell  on  the  Mahler  curve, 
*Dd  that  the  tests  of  Pennsylvania  and  Ohio  coals  having  about  45  per 
^t  of  volatile  matter  fell  within  the  Mahler  field,  showing  a  vari- 
ation of  3  or  4  per  cent  as  maximum  from  the  curve,  but  that  as  Lord 
and  Haas  said,  each  coal  district  had  a  law  of  its  own,  and  that  two 

'Trans  A.I.M.E.,  Vol.  27,  p.  946. 
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Ohio  coals  from  different  districts  in  the  same  state  each  with  the 
Mme  percentage  of  volatile  matter  in  the  combustible  might  vary  6 
(ff  8  per  cent  in  heating  value  per  pound  of  combustible. 

8  In  studying  the  155  coals,  the  writer  first  plotted  the  B.t.u. 
per  lb.  combustible  with  the  results  which  are  shown  graphically  in 
Kg.  1.  This  plotting  shows  that  all  the  coals  of  the  Appalachian 
field  come  close  to  the  original  curve  drawn  from  Mahler's  tests 
of  European  coals,  when  the  volatile  matter  in  the  combustible  is 
35  per  cent  or  less.  For  coals  higher  in  volatile  matter,  and  for 
Western  coals  generally,  the  heating  value  varies  over  a  wide  range 
and  appears  to  have  no  relation  to  the  volatile  matter,  but  each 
district  has  a  law  of  its  own.  The  Illinois  coals  are  all  found 
within  the  small  area  shown  by  dotted  lines.  Perhaps  the  most  im- 
portant conclusion  from  Fig.  1  is  that  all  the  semi-bituminous  coals 
of  the  Eastern  states,  and  those  from  the  Western  states  and  Alaska, 
with  a  very  few  exceptions,  have  a  heating  value  per  pound  of  com- 
bustible that  is  very  close  to  15,750  B.t.u.  With  bituminous  coals 
and  lignite  containing  over  36  per  cent  of  volatile  matter  in  the 
oambnstible  there  appears  to  be  no  law  connecting  the  heating  value 
with  the  percentage  of  volatile  matter,  and  the  plotting  is  not  con- 
^ued  beyond  44  per  cent. 

9  As  many  of  the  coals  high  in  volatile  matter  are  also  high  in 
Bulpbor,  it  was  attempted  to  find  if  high  sulphur  was  the  cause  of 
^ttie  of  the  variation  of  the  heating  value,  but  the  results  are  negative. 
*vhen  the  heating  value  per  pound  of  combustible  is  converted  for 
'^phur  by  the  usual  method,  by  subtracting  4050  B.t.u.  per  lb.  S, 
'^d  dividing  by  1  minus  (%  S-t-IOO),  the  value  thus  found  is  often 
1^  higher  than  the  heating  value  per  pound  of  combustible  of  coals 
f  the  same  districts  that  are  low  in  sulphur.  In  Fig.  Z  the  results 
^^  obtained  are  plotted,  the  high  value  referred  to  being  shown  at 
^e  upper  right  hand  of  the  diagram,  marked  ^^igh  sulphur  coals, 
"^ting  values  fictitious.^'  Lower  values  for  these  coals  might  be 
^^ind  if  they  were  converted  by  the  **unit  coal**  method  of  Parr  and 
feeler  (Bulletin  37,  1909,  of  the  Illinois  University  Engineering 
Experiment  Station)  viz. 

,      .         ,      Indicated  dry  B.t.u.  — 5000  S 
B.t.u.  per  pound  umt  coal=    i.qO- (1.08  ash  +  0.55  S) 

10    The  next  attempt  at  relating  the  heating  value  of  these  coals 
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to  their  chemical  composition  was  by  the  method  of  David  White, 

C  C 

modified  by  converting  his  ratio  ^  ,  .    into  percentage   p  ,  ^  .  .  . 


A  straight  line  whose  formula  is  B.t.u.  =  16500  p  .  i-v  ,  a  yPQ^ayb^ 

drawn  through  the  plotted  points,  but  the  variations  of  many  of  the 
points  from  the  line  indicate  that  the  method  is  of  little  if  any 
practical  value  (see  Fig.  3). 

11  Fig.  4  shows  the  result  of  plotting  the  B.t.u.  per  lb.  of  air-dry 
coal  free  from  ash  to  the  fixed  carbon.  By  this  method  the  coals 
are  apparently  divided  into  two  principal  classes:  (a)  high-grade 
coals  including  as  subdivisions,  anthracite,  semi-anthracite,  and  the 
Appalachian  and  other  good  bituminous  coals;  and  (b)  low-grade 
Western  coals  and  lignites.  The  variations  from  the  average  lines 
drawn  through  the  plotted  positions  are  in  many  cases  so  great  that 
this  method  cannot  be  considered  as  of  any  value. 

12  Fig.  5  shows  the  result  of  plotting  the  heating  value  per  pound 
of  air-dry  coal  and  ash  and  sulphur  free,  against  the  percentage  of 
moisture  in  such  coal,  for  those  cases  in  which  the  moisture  does  not 
exceed  11  per  cent.  The  results  indicate  that  this  method  may  prove 
to  be  of  considerable  importance  when  it  is  applied  separately  to  the 
coals  of  different  states  or  districts,  especially  the  bituminous  coals 
of  the  Middle  West.  The  high  position  of  the  Kansas  coals  and  of  one 
of  the  Missouri  coals  may  be  due  to  the  error  of  the  common  method 
of  correcting  for  sulphur. 

13  After  studying  the  coals  by  the  method  of  plotting  as  de- 
scribed, Table  2  was  constructed,  in  which  a  revised  classification  is 
attempted.  The  last  five  columns  show  the  differences  in  B.t.u.  per 
lb.  between  the  B.t.u.  per  lb.  given  and  those  that  result  from  calcu- 
lation by  Dulong's  formula,  by  the  Mahler  curve,  or  by  the  average 
lines  of  Figs.  3,  4  and  5.  The  extent  of  these  differences  suggests 
that  in  some  cases  the  calorimetric  determinations,  or  the  analyses, 
or  both,  may  be  in  error  and  indicates  the  necessity  for  thoroughly 
checking  the  loss  in  air-drying,  the  moisture  determinations  of  the 
air-dried  coal,  the  analyses,  proximate  and  ultimate,  and  the  calori- 
metric work.    The  revised  classification  is  as  follows : 
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TABLE  1     CLASSIFICATION  OF  COALS 


VOLATILB 

MATm 

PKBCBNT 

OF 

CoMBuarnBLX 


OXTGWI 

IN 

CoifBDniBLB 

PBB 
CBNT 


MOIOTXTRS 

IN  AxB  Dbt 

Coal  fbbb 

rBOM  Ash 

pbbcbnt 


B.T.D. 

PBB  Lb. 

COICBUBTIBLB 


B.T.n. 

PBB  Lb. 
Coal  Aib- 
Dbt  Abb- 

Fbbb 


I  Anthndta 

n  tani^thnotte... 
m  SemMrituniinouB. . 
IVCumel* 

V  KtnmiiKMii,     high 

inds 

VI  Bitambout,    med- 
himinde , 

VII  BttuminouB,  low 
inds 

VIII  Sub^NtuminouB 
iBdIiBiute 


IflM  than  10 
10  to  15 
16toao 
46  to  60 

30  to  45 

32  to  50 

32  to  50 

27  to  60 


Ito  4 

Ito  5 

Ito  6 

5to  8 

5  to  14 

6  to  14 

7  to  14 
10  to  33 


laM  than  1.8 
leas  than  1.8 
law  than  1.8 
lew  than  1.8 

1  to  4 

2.5  to  6.5 

5  to  12 

7  to  26 


14.800  to  15.400(14 
15.400  to  15,500 
15,400  to  16.050 15 
15,700  to  16,200 


.600  to  15.400 
15.200  to  15,500 

,300  to  16.000 
15,600  to  16.060 


14.800  to  15.600 


14,350  to  15.500 


13,800  to  15,100113.400  to  14,400 


12,400  to  14,600 


9.600  to  13,250 


11,300  to  13,400 
7,400  to  11.660 


*  Entorn  cannel.    Thb  Utah  cannel  is  much  lower  in  heating  value. 
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DISCUSSION 

P.  F.  Walker.  I  believe  that  Mr.  Kent's  paper  throws  consider- 
able light  on  the  coal  question^  but  am  inclined  to  believe  that  ihi 
results  are  of  more  value  negatively  than  positively,  so  far  as  tlu 
estimation  of  heating  values  from  proximate  analysis  is  concerned. 

Very  shortly  after  coming  into  the  Western  country,  nine  yean 
ago,  and  beginning  to  use  the  lower  grades  of  bituminous  coal  ii 
Kansas  and  western  Missouri,  I  found  that  the  heat  values  per  pounc 
of  combustible,  as  published  by  Mr.  Kent  and  based  on  his  study  o: 
Mahler's  researches,  did  not  apply.  Not  only  did  the  coal  in  genera 
fail  to  match  up  with  Eastern  coal,  but  marked  differences  within  i 
comparatively  limited  area  occurred.  This  was  not  so  surprisinj 
when  one  considers  that  some  of  the  coal  measures  now  being  worke< 
in  Kansas  are  situated,  stratigraphically,  2000  ft.  above  others. 

Many  of  us  would  like  to  see  some  method  established  by  whid 
heat  values  could  be  estimated  with  a  fair  degree  of  accuracy  fron 
the  proximate  analysis,  thus  avoiding  the  more  exact  and  laboriou 
methods  of  the  ultimate  analysis  and  the  calorimetric  test  alike.  I 
is  not  so  important  to  know  the  exact  position  of  a  given  coal  in  i 
classification  established  on  chemical  properties  as  to  know  its  value  ii 
heat.  Is  there,  then,  any  method  by  which  the  quick  and  reliable  esti 
mate  may  be  made  ?  And  more  specifically,  does  the  study  of  govern 
ment  analyses  here  presented  to  us,  go  far  in  this  direction  ? 

Emphasis  is  laid  in  this  paper  on  air  dried  coal,  with  especia 
reference  to  its  moisture  content  and  fixed  carbon  content.  The  en 
tire  question  of  moisture  content  of  coal  is  a  complex  one.  In  th< 
work  of  analysis  by  the  United  States  Bureau  of  Mines,  air  drying  o 
samples  was  carried  out  as  a  laboratory  convenience.  The  sole  purposi 
was  to  bring  the  coal  to  the  condition  of  the  surrounding  atmospheri 
to  prevent  change  of  weight  during  handling  and  weighing.  In  th< 
process,  air  was  warmed  and  drawn  through  the  dryer  at  from  10  to  Ii 
deg.  fahr.  above  room  temperaturo.  The  heating  lowered  the  humidiir 
percentage,  but  in  all  cases  the  absolute  degree  of  humidity  was  de 
pendent  upon  the  temporary  conditions  of  the  atmosphere.  In  thi 
same  laboratory,  therefore,  there  might  be  marked  differences  in  th 
extent  of  dr}'ing  the  coal  at  diiferent  seasons  of  the  year  as  the  humid 
ity  is  changed  far  more  in  heating  the  air  during  the  cold  winte: 
months.  Also,  more  marked  differences  might  occur  among  labor 
atories  located  in  various  parts  of  the  country. 

It  will  be  observed  that  one  set  of  values  in  Mr.  Kent's  table  ii 
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biased  on  moisture  remaining  in  the  coal  after  air  drying,  and  the  chart 
iudicating  relation  of  heating  value  to  moisture  in  air  dry  coal  shows 
that  the  quantities  involved  are  of  small  magnitude.    Differences  due 
to  Faiying  atmospheric  conditions  or  varying  laboratory  methods,  or 
both,  are  thus  thrown  on  a  relatively  small  quantity,  and  the  result  is 
apparent.    The  variation  in  fixed  carbon  values  because  of  such  lab- 
oratory inaccuracies  as  these  would  not  be  so  prgnounced,  but  the  wide 
fluctuation  of  values  on  the  fixed  carbon  basis,  as  shown  in  another 
chart,  is  due  to  another  well  established  cause.    This  cause  is  the  same 
M  that  which  makes  the  estimate  by  the  earlier  Mahler  method  in- 
accurate; namely,  in  the  low  grade  bituminous  coals,  the  volatile  gases 
we  made  up  of  numerous  hydro-carbon  constituents,  differing  so  widely 
^D  the  amount  of  carbon  which  they  carry  from  the  fuel,  that  the 
*>lid  or  fixed  carbon  does  not  represent  the  real  condition  as  to  heat 
*'aJue  in  any  such  degree  of  regularity  as  is  found  in  the  case  of  the 
*Bttiracite  and  other  high  grade  coals. 

A  very  brief  analysis  of  results  given  in  the  final  tables  of  the 

P^per  will  show  the  extent  of  these  variations.     For  the  high  grade 

oituxninous  coals,  in  the  moisture  formula  column  it  is  seen  that  the 

^ari^tions  range  from  —  447  to  +908.    This  means  that  in  an  estima- 

^^O.  of  heat  value  the  error  ranges  from  3  per  cent  high  to  6^  per 

^^"t  under.     For  the  medium  grade  bituminous  coals,  the  range  is 

^Toxxi  —  923  to  +967,  or  from  6.4  per  cent  high  to  7.3  per  cent  over. 

^^^   both  grades  of  coal,  corresponding  figures  from  the  fixed  carbon 

^Ivixui  show  variations  considerably  greater  than  these  even.    A  glance 

*^  "tie  values  in  these  two  columns  for  the  medium  grade  bituminous 

• 

'*    Sufficient  to  show  the  great  magnitude  of  the  variations  between 
*^^^  values  and  these  estimates. 

The  information  presented  in  these  tables  and  charts  is  most  valu- 

*^le,  but  I  am  forced  to  the  conclusion  that  the  way  out  for  a  simple 

^^^d  direct  method  of  estimating  heat  values  is  not  yet  in  sight. 

Tile  direct  calorimetric  determination  is  a  process,  the  labor  and  time 

fer  which  are  soon  equalled  by  the  labor  and  time  spent  in  multiply- 

^g  the  steps  in  the  proximate  analysis  and  its  result  is  to  be  trusted 

^n  far  greater  measure  than  that  from  tlie  other  can  ever  expect  to 

^  especially  when  dealing  with  the  lower  grades  of  fuel.     In  my 

opinion,  the  most  fruitful  field  for  study  in  this  connection  is  the 

volatile  matter  with  its  ever  changing  character  with  respect  to  carbon 

and  hydrogen  content. 
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A.  O.  Chbistie.  I  am  inclmed  to  agree  with  the  opinion  of  Pro- 
fessor Walker  that  a  proximate  analysis  is  no  reliable  indication  of 
the  heating  value  of  coal.  In  this  connection  I  wish  to  refer  to  a 
bulletin  recently  published  by  the  University  of  Wisconsin  by  Mr.  0.  C. 
Berry  on  the  tar  forming  temperatures  of  American  coals.  The  ob- 
ject of  the  investigation  was  originally  in  connection  with  gas  producer 
work,  but  incidentally  we  found  out  a  number  of  things  about  Amer- 
ican coals  that  were  embodied  in  that  bulletin. 

From  investigations  of  the  low  grade  coals  which  you  get  in  the 
West,  the  variations  in  the  character  of  the  volatile  matter  become 
very  prominent.  It  seems  as  though  the  volatile  matter  contained 
variables  such  as  Professor  Walker  has  stated  in  the  carbon-hydrogen 
content.  And  also  there  seemed  to  be  indications  that  in  coals  of  the 
lignite  and  semi-lignite  series,  there  were  combinations  of  what  one 
might  call  acetic  and  carbolic  acid  derivatives.  Time  was  not  avail- 
able to  go  into  an  investigation  of  these  combinations,  but  there  did 
seem  to  be  considerable  quantities  coming  off  where  tar  was  expected. 
The  tar  from  the  Western  coals  was  comparatively  slight  in  amount 
and  yet  the  volatile  matter  was  extremely  high.  That  would  seem  to 
indicate  that  there  were  combinations  present  which  were  not  of  high 
carbon-hydrogen  ratios.  The  heating  values  of  these  coals  were  low. 
We  found  that  a  better  indicator  than  any  proximate  analysis  was 
shown  by  the  ultimate  analysis  considering  only  the  ratio  of  the  carbon 
and  hydrogen. 

The  Authob.  Beferring  to  Mr.  Christie's  statement  that  ''a 
proximate  analysis  is  no  reliable  indication  of  the  heating  value  of 
a  coal/'  it  would  be  strictly  true  if  he  added  to  it  the  words  "when 
the  volatile  matter  is  more  than  35  per  cent  of  the  combustible.'' 
When  thus  modified  the  statement  would  be  in  exact  accordance  with 
what  is  said  in  paragraph  8  of  my  paper,  viz. :  'T^e  plotting  shows 
that  all  the  coals  of  the  Appalachian  field,  cannel  coals  excepted,  come 
close  to  the  original  curve  drawn  fl:om  Mahler's  tests  of  European 
coals  when  the  volatile  matter  in  the  combustible  is  35  per  cent  or 
less.  For  coals  higher  in  volatile  matter  and  for  Western  coals  gen- 
erally, the  heating  value  varies  over  a  wide  range  and  appears  to  have 
no  relation  to  the  volatile  matter,  but  each  district  has  a  law  of  its 
own." 

Undoubtedly,  as  Mr.  Christie  says,  the  character  of  the  volatile 
matter  in  the  Western  coals  differs  widely.  The  chief  difference  is  in 
the  percentage  of  oxygen.     For  example,  in  seven  Illinois  coals  the 
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oxygen  ranges  from  22.3  to  29.0  per  cent  of  the  volatile  matter;  in 
six  Ohio  coals  it  is  from  16.6  to  30.6  per  cent;  in  four  Oklahoma 
coab  it  is  from  10.5  to  22.2  per  cent,  and  in  five  Montana  coals  it  is 
from  1^.5  to  4:6.0  per  cent.  The  precentage  of  oxygen  might  be  taken 
aB  an  indication  of  the  heating  value  of  these  coals,  but  it  is  only  a 
rough  indication ;  for  it  appears  that  in  some  coals  high  in  oxygen,  part 
of  the  oxygen  may  be  combined  with  carbon,  instead  of  all  being  com- 
bined with  hydrogen  as  it  is  assumed  to  be  in  Dulong's  formula.  The 
carbon-hydrogen  ratio,  for  the  same  reason,  can  never  be  anything 
more  than  a  rough  indication  of  the  heating  value,  for  the  variation 
in  this  ratio  is  a  consequence  of  the  variation  in  oxygen.  If  oxygen 
is  high  the  carbon-hydrogen  ratio  must  necessarily  be  low,  as  the 
hydrogen  in  all  the  high  oxygen  coals  varies  but  little.  In  future 
studies  of  coal  it  is  desirable  that  the  carbon-hydrogen  ratio  be  ex- 
pressed as  a  percentage  of  C  or  H  divided  by  C+H,  for  the  reason 
given  in  the  paper. 

Professor  Walker's  statement  that  the  results  are  of  more  value 
natively  than  positively,  as  far  as  the  estimation  of  heating  value 
from  proximate  analysis  is  concerned,  is  correct  for  most  of  the  coals 
mined  West  of  the  Mississippi  River,  and  for  all  coals  containing  more 
than  35  per  cent  of  volatile  matter  in  the  combustible ;  but  there  cer- 
tainly is  a  relation  between  the  proportion  of  volatile  matter  and  the 
heating  value  in  all  the  Eastern  coals  and  also  those  of  Oklahoma 
^d  Arkansas,  when  the  volatile  matter  in  the  combustible  is  less  than 
35  per  cent.  It  also  appears  that  in  the  coals  mined  East  of  the 
Mississippi,  as  shown  in  the  paper,  there  is  a  relation  between  the 
heating  value  and  the  moisture  in  the  air-dried  coal  free  from  ash.  In 
^ture  studies  of  coals  of  particular  districts,  such  as  those  of  Indiana 
^i  Illinois,  this  relation  should  be  investigated.  Notwithstanding 
^6  probable  variations  in  the  recorded  moisture,  this  relation  appears 
diie  to  the  variation  in  humidity  of  the  atmosphere  in  which  the  coals 
^ere  dried,  but  in  future  researches  it  should  not  be  difficult  to  obtain 
^  atmosphere  of  standard  humidity  for  drying  purposes,  by  means  of 
4  chamber  in  which  the  moisture  is  controlled  by  a  hygrostat  at  the 
Bwne  time  that  the  temperature  is  controlled  by  a  thermostat. 
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RAILROAD  TRACK  SCALE 

By  W.  Wallace  Botd,  BALrnfORs,  Md. 
Junior  Member  of  the  Society 

The  immense  freight  trafBc  of  the  railroads,  with  the  necessity  of 
interchanging  cars  in  order  that  the  merchandise  which  they  contain 
way  reach  its  destination  without  transfer,  demands  an  accurate 
Diethod  of  determining  the  weight  of  the  loaded  car  as  it  stands  upon 
the  rails. 

^  In  order  properly  to  weigh  these  loads,  track  scales  of  sufficient 
opacity  and  length  must  be  supplied  at  the  necessary  points  along  the 
^Qte;  and  above  all,  these  scales  must  be  of  such  construction  as  to 
pQt  their  continued  accuracy  beyond  a  doubt. 

3    In  these  scales  the  following  essential  conditions  must  be  ob- 
served: 

a  The  foundations  must  be  massive  enough  to  resist  success- 
fully distortion  or  displacement  due  to  repeated  applica- 
tions of  the  load. 

b  Connections  should  be  strong  enough  to  resist  the  load  im- 
posed upon  them  even  after  considerable  corrosion  has 
occurred. 

c  Unnecessary  friction  must  be  eliminated  since  it  produces 
sluggishness  of  action,  in  sensitiveness  to  the  smaller  loads 
and  inaccuracy  in  indicating  the  load. 

d  There  must  be  a  proper  distribution  of  the  metal  in  the 
levers  to  avoid  undue  deflection  which  may  cause  either 
quickness  or  slowness  of  action;  or  may  cause  inaccuracy 
through  change  in  the    length  of  the  lever  arms. 

e  All  knife  edges  should  be  in  the  same  plane  and  each  a  true 
edg6,  hard  and  sharp;  if  the  edges  are  not  in  the  same 
plane,  the  bearings  have  a  tendency  to  slide,  producing  a 
pressure  against  the  lever  on  the  low  side  of  the  knife 
edge,  causing  friction  and  sluggishness  of  action. 

I^reaented  at  the  Spring  Meeting,  St.  Paul-Minneapolis,  June  1914,  of  The 
A**KaicAN  Society  op  Mechanical  Engineers. 
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/  There  must  be  provision  for  draining  the  pit  thoroughly  and 
keeping  it  dry,  to  prevent  corrosion  as  much  as  possible, 
as  well  as  for  inspection.  Knife  edges  are  subject  to  cor- 
rosion and  this  drainage  and  inspection  must  be  provided 
in  order  to  insure  the  continued  accuracy  of  the  scale. 

4  In  the  design  of  a  scale  the  maximum  load  per  truck  must  be 
considered,  otherwise  the  levers  and  connections  will  be  too  light  and 
miechievous  deflection  with  possible  failure  occur.  At  the  present 
time  the  latest  axle  used  in  freight  service  has  the  6-in.  by  11-in. 
journal  with  a  capacity  of  50,000  lb.,  or  a  maximum  load  of  100,000 
lb.  upon  one  truck  (four  wheels). 

5  Assuming  a  scale  of  four  sections,  of  150  tons  total  capacity, 
the  usual  allowance  would  be  for  a  load  of  37.5  tons  at  each  section, 
plufi  a  certain  additional  load  due  to  the  weight  of  the  bridge  and  its 
dead  load.  On  this  basis,  however,  the  levers  and  their  connections 
would  be  too  light,  since  with  a  load  of  50  tons  per  truck  moving 
across  the  platform,  it  is  very  evident  that  the  stresses  would  mount 
higher  than  those  for  which  allowance  was  made.  By  taking  into 
<^iisideration  this  maximum  axle  load,  it  is  possible  to  have  the  main 
levers  of  all  track  scales  made  standard  and  with  this  standardization 
they  become  interchangeable  and  ready  for  immediate  use. 

6  The  bridge  may  be  built  in  one  piece,  or  made  in  sections 
having  a  flexible  connection,  according  to  the  length  of  the  platform, 
^or  scales  of  large  capacity  and  considerable  platform  length,  it  is 
advisable  to  design  a  bridge  for  the  largest  possible  load  that  may 
^me  upon  it,  making  it  in  sections,  the  joints  of  which  come  over 
the  main  bearings.  This  obviates  the  objectionable  pounding  upon 
the  knife  edges,  which  occurs  with  a  continuous  beam,  due  to  deflec- 
tion, and  there  are  other  advantages,  such  as  ease  of  handling,  etc. 

7  To  relieve  the  knife  edges  of  some  of  the  hammering,  which 
they  are  sure  to  get  when  the  moving  wheels  roll  from  the  solidly 
laid  track  to  the  live  rails  on  the  weigh  bridge,  it  is  customary  to 
^^^  the  bridge  girders  somewhat  beyond  the  end  of  the  platform. 
The  most  satisfactory  plan  would  be  to  prolong  the  girders  for  the 
^i  ppan  so  that  the  load  would  be  applied  at  their  middle  points. 
This,  however,  would  have  the  objection  that  the  pit  and  the  bridge 
would  be  too  long,  entailing  unnecessary  expense.  On  examining 
^^eral  designs,  no  standard  proportions  were  observed,  the  length  of 
the  extension  varying  from  less  than  a  fourth  the  length  of  the  end 
^pan  down  to  nothing. 


KAILBOAD  TRACK   SCALE 


W.   W.   BOYD  216 

PBOPOfiTIONS  OF  LEVEBS 

8  In  Fig.  1  is  shown  a  lever  diagram  and  in  Fig.  2  the  platform 
aTrangemeut  and  the  proportions  of  the  middle  and  end  extension 
levers  for  a  track  scale.  In  this  design  it  is  assumed  that  the  ex- 
tension of  the  weigh  bridge  girders  is  ^  of  the  length  of  the  end  spans. 

9  Allowing  5  in.  on  each  side  of  the  transverse  center  line  for 
the  connections  of  the  middle  extension  levers  to  the  fifth  lever,  the 
Eecessary  lengths  of  the  weigh  bridge  girders,  and  the  lengths  of  the 
end  and  middle  extension  levers  may  be  found  as  follows,  assuming 
the  leverage  ratios  to  be : 

Main  levers 3 

Extension  levers S  1/3 

Fifth  lever 8 

Shelf  lever 5 

This  makes  the  leverage  ratios  at  the  several  connection  points  as 

follows : 

At  fifth  lever 25 

At  shelf  lever 200 

At  butt  of  beam 1000 

10  The  lever  lengths  in  Fig.  2  are  expressed  in  terms  of  the  short 
wms,  X,  of  the  levers,  designated  as  "fulcrum'^  lengths.  One-half 
the  platform  length,  which  is  considered  in  connection  with  the  levers 
shown,  is  25  ft.  =  300  in. 

11  The  length  from  the  transverse  center  line  of  the  scale  to  the 
load  knife  edge  on  the  end  extension  lever  is  24.'c  +  5  in.  and  the 

^eigh  bridge  girder  extension  is  one-fourth  of  the  end  span,  or    — x. 

Then 

300  in.  +  3  2/3a;  =  Ux  +  5  in. 

X  =  14%  in.   (approximately) 
which  gives  for  the  extcMision  of  the  weigh  bridge  girders  beyond  the 

end  of  the  platform 

« 

llx—  =  ''>3%  in.,  or  4  ft.  55/g  in. 
3       8 

The  lengths  of  the  levers  will  be 

End  extension,  fulcrum  14%  in.,  total  Icnorth  10  ft.  lYs  ^^' 

Middle  extension,  fulcrum  14%  in.,  total  length  20  ft.  3%  in. 

1^    The  best  condition  for  the  application  of  the  load  to  the 

^^  levers  will  be  when  the  load  knife  edge  is  directly  under  the 
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center  line  of  the  rail.    From  center  to  center  of  rails  is  4  ft.  11  i 
Allowing  6%  in.  on  each  side  of  the  center  line  of  the  lever,  for  tl 
connections  from  the  end  of  the  main  levers  to  the  main,  or  loa^ 
knife  edge  on  the  extension  levers,  gives  a  lever  3  ft.  long  with 
fulcrum  of  12  in.,  the  main  lever  ratio  being  3. 

BEABIN08  AND  KNIFE  EDGES 

13  Both  the  knife  edges  and  the  bearings  against  which  th< 
rest  should  be  of  high-grade  tool  steely  annealed,  hardened  and  grouni 
Bearing  surfaces  must  be  generous  and  construction  and  materials  < 
the  best,  otherwise  the  rough  treatment  administered  to  scales,  sue 
as  the  pounding  due  to  the  moving  load  and  the  tendency  for  tl 
knife  edges  to  corrode,  will  lead  to  rapid  deterioration.  A  load  of  50C 
lb.  per  linear  inch  of  knife  edge  may  safely  be  allowed,  but  this  shou! 
not  be  exceeded. 

14  The  knife  edges  are  of  square,  or  flat,  steel  forged  to  a  tap 
of  not  more  than  ^  in.  to  one  foot.  If  a  smooth  forging  is  mad 
very  little,  if  any,  finishing  is  required.  After  thoroughly  annealii 
and  hardening,  the  bearing  edge  is  made  true  and  keen  by  grindii 
and  polishing,  care  being  taken  to  have  the  faces  of  the  bearing  ed| 
at  an  angle  of  not  less  than  90  deg.  This  edge  must  be  straight  i 
order  to  provide  a  full  bearing  along  its  length. 

15  To  insure  a  firm  bearing  in  the  levers,  the  knife  edge  sea 
are  made  in  two  ways.  By  skilful  founding,  the  rough-forged  kni 
edges  are  cast  into  the  lever  in  their  proper  positions,  and  driven  oi 
for  finishing,  after  the  lever  casting  has  cooled.  This  method  is  chea; 
but  it  offers  opportunity  for  misalignment.  The  preferable  methc 
is  to  broach,  or  slot,  the  seats,  thus  assuring  accurate  spacing  ai 
alignment,  besides  making  the  knife  edges  interchangeable.  Tl 
knife  edges  should  have  sufficient  metal  backing  to  keep  the  un 
bearing  stresses  low  and  prevent  bending. 

16  The  design  of  the  bearings  against  which  the  knife  edges  re 
will  differ  according  to  the  capacity  of  the  scale.  For  the  smalli 
ciipacities  a  direct  and  more  or  less  non-adjustable  bearing  may  1 
used;  but  where  the  capacity  is  large,  a  suspended,  adjustable  bearii 
is  not  only  desirable,  but  necessary. 

17  The  bearings  should  be  more  or  less  self-aligning,  vertio 
adjustment  being  provided  by  wedges  over  the  main  bearing,  whic 
have  screw  adjustment.  The  wedges  are  held  securely  in  position  h 
bolts  which  are  drawn  down  after  adjustment  has  been  made. 
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16  The  present  practice  for  the  bearingB  is  to  use  an  insert  of 
itHi,  lua&llf  Bet  in  the  mold  before  the  casting  is  poured,  as  in  the 
cue  ol  the  knife  edges,  although  interchangeabilitj  and  accuracy  can 
be  more  readily  attained  by  machining  the  recess  for  the  seat.  Harden- 
ing iR  leadily  accomplished  by  withdrawing  the  steel  insert  from  the 
oEting.  A  true  surface  is  obtained  by  grinding  and  polishing  the 
steel  while  it  is  in  the  casting,  care  being  taken  not  to  draw  the  temper 
in  the  operation. 

19  In  the  track  scale,  the  dimensions  of  which  are*  given  in  this 
paper,  the  approximate  load  upon  the  main  knife  edge  of  the  main 
lew  IB  64,000  lb.,  which  requires  a  length  of  knife  edge  of  ap- 


Fia.  3 

Fio.  3    Knir  Edge  Loop  v 
Fio.  4    Ehir  Edoi  Loop  u^ 


^  '"^lately  14  in.  in  order  to  keep  the  load  below  the  specified 
■™0  lb,  per  linear  inch.  The  butt  knife  edge  will  be  10  in.  long, 
lie  tlie  tip  edge  will  be  5  in.  long.  The  end  extension  lever  will 
"e  tlie  following  knife  edge  lengths:  butt  9  in.,  main  10  in.,  tip 
'*"-*-     The  middle  extension  will  be  as  follows:  tip  1^/4  in-,  main 

™Ke  S    ^^^  bearing  edge  9  in.,  and  the  tip  nearest  flie  fifth  lever  2%  in. 

^^  ^"f  th  lever  will  be  as  follows;   butt  5  in.,  main  5^  in.,  tip  1  in. 

Ihe  ^Vielf  lever  knife  edges  need  not  be  considered,   because  the 

uieore^jpg]  lengths  will  not  correspond  to  the  finished  article. 

LINKS,  LOOPS,  SHACKLES,  ^C. 
'^     All  links,  loops,  shackles,  and  similar  details  should  be  de- 
signed Btift  enough  to  prevent  stretching,  with  consequent  binding, 
which  hinders  ease  of  working.    If  the  knife  edge  loops  are  not  stiff 
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enongb,  the  load  bss  a  tendency  to  straighten  the  arch,  which  t 
the  load  npon  the  knife  edge  at  a  point  farthest  from  the  su] 
the  load  being  concentrated,  prodaces  excessive  bending  et 
either  bending  the  knife  edge  or  snapping  it  (Figs.  3  and  4).  ' 
knife  edges  are  not  reinforced,  this  bending  mnst  be  consider 


.SuTWH  MnuuM      7aft.«m* 


MaWMT  OP  Imittw. 


iSkativh   Modm-u*.     A4slk9rf 


Tia.  S    BionoN  Htmuu  ros  amuses  and  I 


epite  of  the  fact  that  the  loop  is  made  stiff  enough  to  prevent  st 
ing.    A  formnls  which  seeme  to  give  satisfaction,  is 

P=OA  Sd* 
in  which 

P  =  safe  working  load,   in  pounds. 

8  ^  stress,  in  pounds  per  square  inch. 

d  ^  diameter  of  iron,  in  inches. 
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^^^  adTisable  to  use  a  good  quality  of  wrought  iron  in  preference  to 
'^^  Steel  has  a  tendency  to  break  without  giving  previous  warning, 
^We  wrought  iron  will  bend  before  breaking. 


LBVER  SECTIONS 


21 


The  sections  of  the  levers  will  next  be  investigated.    It  is 
to  consider  stifhess  more  than  strength.     Too  often  a 

Tic.  RumoiAo  liMftH  ^cAfc-c* 


NONK.. 


MorMLNT  or   I^BJtT-IA. 


Il.lj 


11.13 


MLT  MOHftNT  or  ■■ffTIA  Wm?^* 


FlTTN    LCVKA  ^SlOTION, 


FL.A' 


^^ 


NONI 


vf 


AR» 


iNftJ^TIA. 

Z 
I.  IftS 

io.oe«    •%!•• 

lO. 


7*»*»< 


Fio.  6    Section  Moduli  fob  Levebs 

lever  which  is  suflBciently  strong  from  the  standpoint  of  strength  will 
deflect  under  load  a  noticeable  amount,  causing  the  ratio  of  the  lever 
*nM  to  change  and  giving  inaccurate  readings  on  the  beam. 

^  The  main  levers  are  to  be  steel  castings,  while  the  extension 
^i  fifth  levers  are  to  be  made  of  structural  shapes.  The  shelf  lever 
^y  be  either  a  forging  or  a  casting.    The  beam  is  usually  a  casting. 
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although  foreign  manufacturers  do  not  hesitate  to  make  it  from  ^ 
forging.  Since  the  levers  are  to  be  of  steel,  the  allowable  stress  under' 
repeated  application  of  the  load  will  be  assumed  to  be  5000  lb.  per* 
square  inch. 

23  The  maximum  moment  for  the  main  lever  will  be  about  600,— 
000  Ib.-in.,  requiring  a  section  modulus  of  120  (in.)*.  An  I  section. 
12  in.  wide  by  12  in.  deep,  having  flanges  and  web  1  in.  thick,  will 
give  a  section  modulus  of  about  135.3  (in.)*,  which  is  su£Scient  fop 
all  practical  purposes.  All  knife  edges  are  to  be  reinforced  to  prevent 
bending  while  under  load.  The  depth  of  the  lever  will  vary  tapering 
from  the  point  of  maximum  bending  moment  toward  the  tip  and  butt^ 
and  the  width  of  the  flanges  will  decrease  toward  each  end.  The 
thickness  of  the  flanges  and  web  will  be  uniform  throughout. 

24  The  maximum  bending  moment  for  the  end  extension  levex* 
will  be  643,500  Ib.-in.,  which  requires  a  section  modulus  of  128.Y 


Fig.  7    Banoe  in  Levers 

(in.)*.  A  latticed  section  made  up  of  cover  plates  8  in.  by  %  in.  — 
and  3-in.  by  3-in.  by  %-in.  connection  angles,  gives  a  net  sections- 
modulus  of  134.13  (in.)*,  for  a  section  18  in.  deep,  due  allowanc^^ 
having  been  made  for  **/ie-in.  rivet  holes. 

25  The  maximum  bending  moment  for  the  middle  extensiona 
lever  will  be  1,452,500  Ib.-in.,  which  requires  a  section  modulus  o^ 
290.5  (in.)*.    A  section  26  in.  deep,  composed  of  8-in.  by  %-in.  cover* 
plates  and  3-in.  by  3-in.  by  ^-in.  angles  will  give  a  section  modulua 
of  306.11  (in.)*  net,  deduction  for  "/i^-in.  rivet  holes  having  been 
made. 

26  The  maximum  bending  moment  for  the  fifth  lever  will  be 
456,000  Ib.-in.,  which  will  require  a  section  modulus  of  91.2  (in.)*. 
A  section  15  in.  deep,  composed  of  8-in.  by  %-in.  cover  plates  and 
3-in.  by  3-in.  by  ^-in.  angles,  will  give  a  section  modulus  of  106.64 
(in.)*,  net,  deduction  having  been  made  for  ^*/je-in.  rivet  holes. 

27  The  maximum  moment  of  the  shelf  lever  will  be  28,800 
Ib.-in.,  which  will  require  a  section  modulus  of  5.76  (in.)*.    A  section 
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1  IB.  wide  by  6  in.  deep,  will  give  a  section  modulus^  gross,  of  6  (in.)*, 
or  about  5.84  (in.)%  when  deduction  for  the  knife  edge  hole  has  been 
mide.  This  lever  has  a  fulcrum  of  12  in.  and  a  length  of  5  ft.,  its 
ntio  being  5. 

88  In  all  these  computations,  the  dead  load  of  the  weigh  bridge 
his  been  carried,  a  larger  value  than  necessary  having  been  chosen 
in  order  to  be  on  the  side  of  safety. 

2&  Range  on  each  lever  must  be  provided  in  order  to  compensate 
for  unequal  distribution  of  the  metal  about  the  knife  edge  line  and 
any  deflection  that  may  occur.  This  range  is  accomplished  by  raising 
the  main  knife  edge  above  a  line  through  the  tip  and  butt  knife  edges 
by  an  amount  equal  to  %  in.  per  foot  of  fulcrum  (see  Fig.  7). 

30  The  main  lever  main  knife  edge  will  be  allowed  a  range  of 
%  in.,  as  will  also  the  extension  levers,  while  the  fifth  lever  will  have 
a  range  of  3/16  in.,  the  shelf  lever  will  be  given  a  range  of  %  in., 
while  the  range  on  the  beam  is  almost  negligible,  less  than  1/16  in., 
yet  it  must  be  considered. 

31  A  resum6  of  levers  will  be  useful  (see  Pigs.  5  and  6) : 

Letb           M  max.  Bmc.  Mod.  Sbction 

SCiin 600.000  136.3     Cksteteell 

Bad  ftiUuion . . .  M3,500  134.13   2-8  in.  by  ^  in.  pi,  4-3  in.  by  3  in.  by  H  in.  La— 18  in.  deep 

Middla  sxtenaion.  452,fi00  306.11   4-8  in.  by  H  in.  pl.  4-3  in.  by  3  in.  by  M  in.  La— 26  in.  deep 

Rfth 456,000  106.4      2-8  in.  by  H  in.  pl»  4-3  in.  by  3  in.  by  H  in.  La— 16  in.  deep 

Sbalf 28300  5.84   6  in.  by  1  in.  steel  or  W.  L 

B^ 3,000  1.00  8  in.  by  5i  in.  rteel  or  W.  I. 

OntDEES 

32  The  middle  span  of  the  weigh  bridge  will  be  subjected  to  a 

^^e  load  of  100,000  lb.  passing  over  it ;  the  end  spans,  particularly 

*he  one  at  entrance,  will  be  subjected  to  impact,  due  to  the  moving 

'oad  dropping  from  the  dead  rails  to  the  live  rails  on  the  weigh  bridge, 

°^  the  wheel  striking  the  end  of  the  rail,  due  to  a  difference  in  level, 

^^  4  gap,  between  rail  ends.    While  a  condition  of  unequal  levels  is 

^^^  desirable,  yet,  wear,  settlement,  along  with  frequent  repairs,  cause 

^^^Ualities  in  alignment. 

^3  As  noted  before,  there  will  be  an  objectionable  pounding  upon 
®  knife  edges  if  a  continuous  girder  is  used,  due  to  the  deflection  of 
^^^  'Weigh  bridge  upon  application  of  the  load,  so  the  bridge  will  be 
Bub^iyjjgj  into  three  parts,  the  joints  coming  over  the  main  bearing 
^^ds  of  the  main  levers;  each  girder  will  be  made  stiff  enough  to 
^^iBt  deflection  due  to  the  applied  load. 
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34  The  greatest  bending  comes  upon  the  middle  span;  foi 
formity  and  quickness  in  assembling,  the  girder  sections  for  end 
will  be  the  same  as  for  the  middle  span. 

35  The  girders  should  be  designed  for  stifEness,  so  a  permi 
deflection  of  3/32  in.  will  be  assumed.  The  deflection  formula 
beam  supported  at  the  ends  and  loaded  at  the  middle  is 

«=J^    ^=0.02083^ 
48     EI  EI 

PL* 


J  »  0.02083 


B€ 


36  Using  a  modulus  of  elasticity  of  25,000,000  lb.  per  sq.  ii 
limiting  the  deflection  to  3/32  in.,  we  have 

T    r.  ^^««      50,000  X  (283)* 
I = 0.02083  X      '  ^      ^ 

25,000,000  X  A 
=  10,080  (in.)* 

37  It  will  be  interesting  to  compare  this  result  with  what  ^ 
have  been  obtained  if  the  fundamental  formula  for  bending  had 
used,  with  the  stress  due  to  suddenly  applied  loads. 

38  From  tests  on  the  fatigue  of  steel  under  repeated  loadii 
Wohler  and  Spangenburg,  and  the  later  tests  by  Bauschinger  a 
the  Watertown  Arsenal,  the  following  formula  may  be  used  in  fi] 
the  proper  safety  factor  to  be  used  for  variable  loading  of  an  indc 
number  of  repetitions: 

in  which 

F^  =  safety  factor  under  static  loading. 

Fj  =  corresponding  safety  factor  imder  a  loading  that  ^ 

repeatedly  between  the  limits  Pi  and  P,. 
Pi  =  greatest  pressure  in  the  most  strained  fiber  of  the 

ber  due  to  the  variable  load,  to  be  taken  as  plus 

if  causing  tension  and  minus   ( — )  if  causing 

pression. 
Pj  =  least  pressure  in  the  most  strained  fiber  of  the  mc 

due  to  the  variable  load,  to  be  taken  as  plus  (- 

causing   tension,   and   minus    ( — )    if   causing 

pression. 


W.   W.   BOYD  223 

This  formula  is  applicable  to  the  case  of  steadily  applied  loads  as  well 
as  to  the  cases  in  which  the  load  varies  from  0  to  P^,  and  P,  to  P. 

39  Since,  for  any  given  material,  the  working  fiber  stresses  for 
the  different  conditions  of  variable  loading  are  inversely  proportional 
to  the  corresponding  safety  factors,  it  is  apparent  that  the  formula 
may  be  pnt  in  the  following  form : 


-^: 


in  which /i  =  working  fiber  stress  under  static  loading,  in  pounds 

per  square  inch. 
/,  =  corresponding  working  fiber  stress  imder  a  load  that 
varies  repeatedly  between  the  limits  Pj  and  P^  in 
pounds  per  square  inch. 
Px  and  P,  have  the  same  signification  as  noted  before. 

^or  the  case  where  the  load  varies  from  0  to  P^,  the  formula  becomes 


Ft^U-  j^  Fi  =  (2-0)  Fi  =  2P, 


or 

U- — 2 

O 

^*^ol  indicates,  for  a  suddenly  applied  load,  indefinitely  repeated, 
^^  the  safety  factor  should  be  twice  that  for  static  loads,  under 
^^:twise  similar  conditions. 

^0    The  maximum  bending  moment  for  the  end  spans  will  be 

50,000X^14.6     rt  rtoi  fier\  lu 
._„' =2,681,250  Ib.-m. 

4 
^^  TORTiTpnnn  bending  moment  for  the  middle  span  will  be 

50,000X283  ^3  537  500  ,b..in. 
4 

^^  customary  stress  for  bridges,  subjected  to  live  loads,  is  about 
^^ :» OOO  lb.  per  sq.  in.  The  formula  developed  indicates  that  half  this 
^'^^^  should  be  allowed;  so,  using  a  stress  of  6000  lb.  per.  sq.  in.,  we 

^"^^  a  section  modulus  of 
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J_^M  ^  3,537,500^ 


S 


6000 


689.6  (in.)' 


against  a  section  modulus  of  630  (in.)'  (considering  a  section 
deep)  derived  by  the  flexure  formula.    Only  too  often^  girders  s 
signed  without  due  regard  to  stifiEness,  or  the  effect  of  load 
denly  applied,  with  very  apparent  deflection  when  loaded. 

41  Using  a  section  32  in.  deep,  composed  of  two  20-in.  by 
cover  plates,  two  30-in.  by  %-in.  web  plates  and  four  4-in.  by  4- 
%-in.  angles,  and  deducting  for  "/j^-in.  rivet  holes,  we  have 
moment  of  inertia  of  11,721.56  (in.)^,  which  gives  a  section  mi 
of  732.6  (in.)*,  well  witliin  what  is  required. 

42  To  prevent  buckling  of  the  web,  reinforcing  angles  are  i 
at  intervals  along  the  girder.     Over  the  supports,  sufBcient 
must  be  used  to  carry  the  load,  considering  the  angles  as  a  cc 
(Gordon's  formula  for  colunms  with  square  bearings  is: 


P= 


1+ 


50,ooq_ 

36,000  \    r 


in  which 

P  =  load  to  be  supported,  in  pounds. 

a  =  sectional  area  of  colunm,  in  square  inches. 

/  =  safety  factor. 

L  =  unsupported  length  of  column,  in  feet. 

r  =  least  radius  of  gyration,  in  inches. 
43     The  load  to  be  supported  is  50,000  lb.  plus  about  20,C 
for  the  weigh  bridge.    Using  two  angles  in  each  colunm,  each 
can  be  assumed  to  carry  a  half  of  the  imposed  load,  or  35,0 
The  formula  then  reduces  to 


a 


35,000=^ 

o 


50,000 

1+  ,.L'r5' 


280,000= a 


36,000  \ 

"50,000" 
r*+0^024 


But 


28r»  +  0.677  =  Sar" 

I  ^  ar" 

I  =  6.6r'  +  0.135 
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44  Using  a  4-iii.  by  4-in.  by  %-iii.  angle  with  a  moment  of 
inertuof  6.66  (in.)*  the  resulting  radius  of  gyration  is  1.067  (in.), 
while  that  from  the  table  is  1.20  (in.).  The  area  deducted  for  rivet 
holes  will  be  more  than  made  up  by  the  4-in.  by  %-in.  fillers  which 
are  necessary.  Judicious  spacing  of  4-in.  by  4-in.  by  %-in.  angles 
will  go  a  long  way  toward  stiffening  the  web  and  preventing  it  from 
bndding. 

45  To  prevent  the  girders  from  becoming  displaced,  and  to  hold 
them  in  proper  alignment,  each  end  of  the  middle  section  should  be 
extended  in  such  a  way  that  the  extension  will  telescope  into  the  end 
of  the  end  girders ;  and  a  tie  plate  should  be  riveted  to  the  bottom 
pUtes  of  the  girders,  at  the  joint,  in  order  to  make  a  rigid  connection 
horizontally  and  yet  allow  each  girder  to  deflect,  independently, 
verticaUy.  In  this  way,  freedom  of  movement  for  deflection  is  ob- 
tained, and  the  objectionable  bending  over  the  supports,  which  occurs 
^  continuous  beams,  is  eliminated.  With  each  span  deflecting  with 
freedom,  there  will  be  no  lifting  from,  or  dropping  upon,  the  knife 
^ges,  as  the  load  passes  from  one  span  to  the  other. 

THB  BEAM 

46    The  beam  is  to  be  of  the  full  capacity  type,  the  main  bar 

being  graduated  in  thousands  of  pounds,  and  the  fractional  bar  in 

"luidxeds  of  pounds,  to  a  thousand,  by  tens.    Assuming  an  index  of 

^'^Uation  of  5  to  the  inch  for  the  main  bar,  a  run  of  5  ft.  will  include 

«  capacity  of  300,000  lb.,  while  an  index  of  10  to  the  inch  for  the 

fractional  bar  will  give  a  run  of  10  in. 

With  a  fulcrum  distance  of  5  in.  on  the  beam,  the  main  poise 
^eigh 

W:==—  =  300,000X5^25  iK 
RM      60X1000 

^'id    "Ujg  fractional  poise  will  weigh 


iriU 


whe 


„,      1000X5      1  •  11         o 
W=^"-  ,,,^  =  H  lb.  orSoz. 
10X1000 


W  =  weight  of  poise  in  pounds  or  kilograms 

C  =  capacity  of  scale  in  pounds  or  kilograms 

F  =  fulcrum  distance  of  beam,  inches  or  centimeters 

R  =-  run  of  poise,  inches  or  centimeters 

M  =  ratio  at  butt  of  beam 
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48  If  the  beam  is  cocked,  that  is,  flies  all  the  way  up  or  all  th 
way  down,  and  indicates  a  true  balance  only  when  the  load  indicate 
on  the  beam  is  exactly  that  on  the  platform  there  may  be  two  faults 
either  too  much  weight  above  the  knife  edge  line,  or  too  much  range 

49  Obviously,  if  there  is  too  much  metal  above  the  knife  edg 
line,  the  remedy  lies  in  placing  sufBcient  below  to  counteract  it 
influence.  In  order  to  correct  such  troubles  readily  and  avoid  th 
useless  addition  of  metal,  it  is  usual  to  arrange  the  balance  ball  so  tha 
it  can  be  placed  in  a  position  to  correct  this  fault.  The  diflBculty,  du 
to  too  much  range,  is  eliminated  by  reducing  the  range  until  it  ha 
been  overcome.  Slowness  of  action  is  very  often  caused  by  dull  knif 
edges,  unnecessary  friction,  too  much  metal  below  the  knife  edge  line 
or  no  range ;  eliminate  the  cause  and  the  effect  produced  will  disappeai 

50  Since  the  beam  has  a  fulcrum  distance  of  5  in.,  the  total  pu] 
on  the  butt  of  the  beam  will  amount  to  600  lb.,  which  gives  ; 
maximum  moment  of  3000  Ib.-in.,  requiring  a  section  modulus  o 
0.6  (in.)^  which  is  satisfied  by  a  section  %  in.' wide  by  3  in.  de&f 
deduction  having  been  made  for  the  knife  edge  hole.  The  trig  loo] 
is  placed  at  the  tip  of  the  beam  and  the  precaution  to  have  the  trigge 
down  whenever  a  loiad  is  entering  upon  the  live  rails  will  save  th 
beam  many  hard  jolts  and  prolong  its  accuracy. 

51  More  details  of  the  beam  will  be  useful.  For  rapidity  o 
weighing  the  fractional  poise  will  be  mounted  upon  the  main  poise  » 
that  the  latter  will  include  the  weight  of  the  fractional  poise,  its  bean 
and  any  other  details  that  may  be  necessary. 

52  The  main  beam  will  be  notched  for  each  thousand  poimdf 
and  each  notch  accurately  sealed,  indexed  and  marked.  The  inde: 
and  marking  should  be  cut  quite  deep,  because  the  service  which  mos 
scales  undergo  is  not  of  the  best  and  seldom  is  much  attention  givei 
to  polishing  and  cleaning  the  beam  or  otherwise  keeping  it  in  ordei 
The  fractional  beam  will  not  be  notched,  due  to  inconvenience  wher 
quick  weighing  is  desired. 

53  The  knife  edges  should  be  of  square  steel,  the  bearing  edg 
being  ground  and  polished  to  a  true  edge,  which  must  be  hard  an( 
sharp,  clean  at  all  times,  to  assure  accurate  and  sensitive  weighing 

54  Projections  upon  the  beam  or  poises  are  not  desirable.  Dir 
rapidly  accumulates  and  destroys  the  accuracy  of  the  scale.  Likewise 
openings  of  any  kind  offer  opportunity  for  dirt  to  accumulate  oi 
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weight  to  be  surreptitiously  extracted  from  the  poise.    In  other  words, 
anything  that  can  be  conscientiously  done  to  promote  accuracy  in 
weighing  must  be  done ;  it  is  preferable  to  leave  no  detail  incomplete. 
55    The  beam  stand  must  be  built  solid  enough  to  withstand  the 
shock  of  the  suddenly-applied  load.     Prom  the  point  of  safety  it  is 
desirable  to  keep  the  beam  as  far  as  possible  from  the  track,  but  too 
great  a  distance  means  a  long  lever,  which  is  objectionable,  due  to  the 
increased  depth  necessary  to  get  the  requisite  strength  and  the  conse- 
quent increase  in  weight.    Cars  average  close  to  10  ft.  in  width  at  the 
MTes;  whether  this  width  may  be  exceeded  or  not  is  due  to  clearance 
limitations  on  certain  roads;  at  any  rate,  future  expansion  must  be 
proTided  for.    Allowing  five  feet  between  the  side  of  the  car  and  the 
building  and  about  four  feet  from  the  outside  of  the  wall  to  the  reach 
^  from  the  tip  of  the  fifth  lever  to  the    shelf  lever,  we  have  a  fifth 
fever  of  14  ft.  3  in.  long,  a  ratio  of  8  giving  a  fulcrum  distance  of 
^^  in.  and  a  long  arm  of  12  ft.  8  in.,  this  lever  being  of  the  first  class. 

PLATFOBM,  BRIDGE  AND  RAILS 

56    A  platform  of  such  great  size  and  weight  as  required  for  this 

^Je  should  have  ample  clearance  and  be  entirely  free  of  any  move- 

^^Txt  of  the  weigh  bridge  to  prevent  binding  at  any  point  due  to  the 

*^Uinulation  of  dust  and  dirt.    To  provide  proper  clearance  the  pit 

^'1   he  made  10  ft.  wide.    To  support  the  platform  I-beams  spaced  at 

proj>^j.  intervals  will  be  used.    The  greatest  load  that  can  come  upon 

®^^   I-beam  will  be  the  load  upon  one  axle  and  the  maximum  moment 

^*^l    be  when  the  wheels  just  straddle  the  center  line  of  the  scale;  this 

°^^ixient  will  be  about  825,000  Ib.-in.,  a  15-in.  42-lb.  T-beam  being 

^^^cient. 

S7  To  make  the  platform  durable  concrete  should  be  used.  With 
tni^  construction  repairs  are  infrequent  and  not  very  costly;  a  tight 
^^^r  for  the  pit  is  assured. 

58  The  bridge,  through  its  bearings,  rests  freely  upon  the  main 
^^"^T  knife  edges,  there  being  no  rigid  connection  between  them.  .To 
P^^^ent  the  bridge  from  sliding,  a  system  of  lateral  and  longitudinal 
^*^^^k8  is  provided.  These  checks  should  be  made  as  long  as  possible 
^^  carder  to  prevent  binding  when  the  bridge  deflects,  while  under  load ; 
th^  theory  is,  the  longer  the  check,  the  more  nearly  the  short  path  de- 
^"^^bed  approaches  a  straight  line. 

59    The  load  applied  to  the  checks,  is  caused  in  several  ways, 
*^y  one  of  which  may  occur.     The  end  of  the  live  rail  may  be 
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some  inches  from  the  solidly  laid  dead  rail,  so  that  a  blow  is 
ministered  to  the  end  of  the  live  rail  as  the  wheels  enter  upoi 
Another  condition  is  due  to  adhesion,  or  friction,  between  the  wl 
and  rails  when  the  brakes  are  applied.  Still  another  condit 
similar  to  the  first,  is  a  difference  in  the  level  of  the  live  and  ( 
rails,  the  worst  blow  coming  when  the  live  rail  is  above  the  ( 
rail.  Probably,  the  worst  situation  is  when  the  first  two,  or  last 
occur  at  the  same  time.  This  will  come  about  when  three  pair> 
wheels  are  on  the  live  rails,  the  fourth  pair  just  entering,  all  brake< 
and  the  last  pair  striking  the  ends  of  the  live  rails.  The  condit 
brought  about  by  rail  inequalities  are  indicated  in  Fig.  8. 

60     The  pressure,  due  to  the  friction  between  the  wheels  and  r 
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Fig.  8    Diagram  showing  Rail  Conditions  at  Entrance 


when  the  car  is  suddenly  stopped,  depends  upon  the  speed  of  the 
Assuming  a  speed  of  5  miles  per  hour,  the  thrust  will  be 

p^W    V 

g    T 

The  coefficient  of  adhesion  for  dry  sanded  rails  is  0.25,  so 

^^  50,000X0.25      5X5280  =2^^b  lb 
32  60X60 

Tliis  value  is  for  one  pair  of  wlieels;  for  three  pairs,  the  value  wil 
8595  lb.,  which  is  the  thrust  delivered  to  two  longitudinal  checks, ' 
thrust  of  4297  lb.  to  each  one. 


W.   W.   BOYD  229 

^    Afisuming  a  gap  of  4  in.  between  rail  ends,  and  a  36-in. 
wheel,  the  force  of  the  blow  will  be 

P=^>^^^=55801b. 
17.88 

dclirered  to  the  two  longitudinal  chedks,  or  a  thnist  of  I&790  lb.  to 
«ch  check.  If  there  is  a  difference  in  level  of  1  in.,  the  blow  would 
be  very  much  aggravated,  as  is  indicated  below. 

P=^5i^^?^^  =17,400  lb. 
17  in. 

^Jelivered  to  both  longitudinal  checks,  or  8700  lb.  to  each  check. 

63  The  total  highest  thrust  will  be  due  to  the  sudden  stopping 
of  the  car  on  the  live  rails  and  the  wheel  striking  the  end  of  the  rail 
^^en  the  live  rail  is  higher  than  the  dead  rail,  which  amounts  to 
13,000  lb.  Using  a  stress  of  7500  lb.  per  sq.  in.,  a  round  bar  1%-in. 
diameter  will  be  sufficient.  In  order  to  provide*  adjustment,  the  check 
*^1  be  provided  with  a  turnbuckle;  accordingly,  the  end  of  the  bar 
^U  be  upset  for  a  1%-in.  thread. 

64  The  lateral  checks  serve  to  prevent  side  motion^  so  for  the 
^e  of  uniformity,  they  will  be  made  of  the  same  stock  as  the  longi- 
idinal  checks.  In  order  to  prevent  binding,  the  checks  should  fit  the 
^eck  pins  with  freedom,  and  sufficient  slack  provided  to  allow,  say, 
i^-^in.  movement;  just  enough  to  allow  the  checks  to  be  free  when 
^I'e  is  no  load  upon  the  scale. 

65  The  rails  are  carried  upon  stands  which  are  fastened  to  the 
i^ge  girders.  These  stands  must  be  rigidly  fastened  to  the  girder 
<i  able  to  withstand  much  abuse,  due  to  derailments.  To  hold  the 
^l  firmly,  suitable  clamps  must  be  used,  which  have  not  the  bad 
t>it  of  working  loose  in  service. 

66  A  dead  rail  has  not  been  considered,  it  being  preferable  to 
^^^ide  a  relief  mechanism,  or  pass  cars  and  locomotives  around  the 
^le  on  another  track.  Dead  rails  offer  too  much  temptation  to  an 
%Siiieer  to  use  the  live  rails  for  shifting,  etc.,  as  is  very  often  done. 

67  The  high  axle  loads  of  the  locomotives  now  in  use  are  often 
-3rond  the  capacity  of  the  scale  and  such  excessive  loads  must  not  be 
'^ciwed  to  pass  over  the  weigh  bridge. 

68  While  the  scale  is  designed  to  withstand  considerable  misuse 
^^  much  neglect,  yet  this  provision  does  not  mean  that  the  abuse 
^^•y  be  continued   with   entire   safety.     The   metal    will   fatigue. 
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eventaally,  and  possible  costly  repairs  result.  When  the  design  of 
track  scale  is  considered,  it  must  be  borne  in  mind  that  stiffness  : 
construction^  coupled  with  lightness  of  moving  parts  and  absence  > 
f riction,  is  to  be  desired. 

69  Upon  the  sealer  depends  the  accuracy  and  dependability 
the  weights  indicated.  Inspection  should  be  frequent  and  thorou^ 
in  order  to  detect  and  repair  any  damage  that  may  have  Occurs 
through  age  or  abuse.  It  is  always  preferable  to  have  suiBScient  for 
sight  to  prepare  for  an  emergency  and,  if  possible,  prevent  a  brea! 
down  which  may  cause  serious  trouble. 

70  Too  much  stress  cannot  be  laid  upon  the  honest  and  co: 
scientious  performance  of  the  responsibility  laid  upon  the  wei( 
master.  The  public  no  longer  tolerates  tampering  with  weights;  th< 
have  demanded  honesty  and  show  their  earnestness  of  purpose  by  tl 
many  legal  enactments  and  the  frequent  prosecution  of  offenders. 
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GEAR  TESTING  MACHINE 

By  Wiltrxd  Lxwis,  Philadklphia,  Pa. 
Member  of  the  Soeiety 

The  gear  testing  machine^  shown  in  Fig.  1^  is  the  result  of  the 
writer's  efforts  to  realize  in  concrete  form  an  ideal  machine  for  the 
purpose  of  continuing  the  experiments  reported  to  the  Society  by 
Prof.  Onido  H.  Marx  at  the  Annual  Meeting  in  1912.     The  possi- 
bility of  testing  heavier  gears  at  higher  speeds  with  comparatively 
little  power  occurred  at  once  to  Mr.  Ralph  E.  Flanders  and  to  the 
^ter^  as  pointed  out  in  their  discussions  of  the  paper,  but  the 
problem  remained  to  design  a  suitable  machine  which  might  also  be 
^^sed  to  supplement  the  experiments  made  by  the  Committee  on 
Standards  for  Involute  Gears  to  determine  the  friction  losses  and  the 
^Tu^ning  qualities  of  various  types  of  gearing.     After  making  a 
Dumber  of  preliminary  sketches,  the  writer  was  about  to  put  them  in 
^^e  hands  of  a  draftsman,  when  he  had  the  good  fortune  to  meet 
^f .  E.  P.  Lesley,  one  of  Professor  Marx's  associates,  who  accepted 
^oQ  task  of  preparing  the  working  drawing.    The  machine  as  it  now 
Vp^ars  is  due  in  large  measure  to  Professor  Lesley's  careful  attention 
*D<i   skill  in  the  perfection  of  every  detail  and  the  writer  is  pleased  to 
*^^owledge  many  helpful  suggestions  which  have  broadened  the  scope 
^^  tie  undertaking  and  made  the  design  a  practical  possibility. 

^  The  machine  proposed  is  based  essentially  upon  the  principle 
y  t:he  testing  machine  used  by  the  Committee  on  Involute  G^ars, 
^  "^hich  the  teeth  are  put  under  a  working  load  without  consuming 
^  excessive  amount  of  power.  The  design,  however,  has  been  modified 
^  facilitate  changes  in  the  working  load  and  in  the  test  gears  em- 
Pl^^3red.  At  the  suggestion  of  Professor  Lesley,  it  has  been  further 
^^^^fied  to  change  not  only  the  amount  of  the  working  load  while 
^^^^*^Uiing,  but  also  to  change  its  direction,  thus  producing  the  effect 
^^  ^versing  loads  upon  the  teeth  while  running  continuously  in  the 
^^^e  directioiL 

Presented  at  the  Spring  Meeting,  St.  Paul-Minneapolis,  June  1914,  of  Ths 
^*^XRicAN  Society  of  Mechanical  Engineers. 
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3  The  apparatus  has  a  hollow  shaft  made  in  two  parts^  A^  and 
Ap  united  by  a  clamp  A^,  also  made  in  two  parts,  to  facilitate  as- 
sembling. At  one  end  of  this  hollow  shaft  is  a  flange  to  receive  the 
steel  gear  ring  0,  which  serves  as  a  permanent  part  of  the  apparatus 
and  is  strong  enough  to  resist  the  stresses  due  to  testing. 

4  Besides  the  hollow  shaft  A,  there  are  two  solid  shafts  C  and  S 
on  which  are  mounted  the  gears  or  pinions  to  be  tested.  Shaft  8 
passes  through  hollow  shaft  A  and  has  a  flanged  end  on  which 
is  mounted  test  gear  T.  Shaft  C,  parallel  with  shafts  A  and  8, 
carries  the  wide-faced  pinion  P,  which  is  in  mesh  with  both  the 
pennanent  gear  ring  0  and  test  gear  T, 

5  Shafts  A2  and  S  are  connected  at  their  opposite  ends  by  a  novel 

device  through  which  any  desired  amount  of  load  in  either  direction 

can  be  applied  to  the  teeth,  whether  at  rest  or  while  rimning  in  either 

direction.  To  accomplish  this  purpose,  the  hollow  shaft  4,  ^  flanged 

to  receive  the  pneumatic  cylinder  M,  in  which   is  the  piston  N, 

finnly  secured  to  the  shaft  S,    Pins  D  D  are  driven  into  the  piston  N 

through  the  openings  in  the  cylinder  M  and  upon  the  projecting 

ends  of  these  pins  rollers  R  R  are  mounted  upon  roller  bearings.    A 

bolt  passing  through  the  pins,  piston  and  shaft  secures  the  whole  in 

place.    These  rollers  R  R  engage  helical  segments  H  H  let  into  the 

vails  of  the  cylinder  M.    Air  pressure  can  be  applied  to  the  piston  N 

^^  either  side  to  give  a  slight  amount  of  end  motion  to  the  shaft  8 

^d  so,  through  the  action  of  the  rollers  upon  the  helical  segments, 

*  fiiight  angular  motion  is  produced  between  shafts  A  and  S,  re- 

siuting  in  a  pressure  between  the  teeth  of  the  gears  upon  these  shafts 

^d  the  teeth  of  the  pinion  on  shaft  C,     Pressure  gages  0^  Oj  con- 

^^tiug  ;^ith  each  side  of  the  piston  area  are  calibrated  to  record  the 

^^ting  pressure  on  the  gear  teeth,  taking  account  of  the  piston 

^^  the  pitch  of  the  helical  came  and  the  diameter  of  the  gear 

6  Since  but  little  power  is  required  to  drive  the  apparatus,  the 
P^xuon  P  is  simply  clamped  to  the  shaft  C,  by  a  nut  on  its  tapered 

^*      The  shaft  itself  is  made  heavy  for  the  sake  of  stiffness  and  a 

Y^^y  0,  between  bearings,  is  attached  for  driving  from  a  counter- 

^t,  or  if  preferred,  a  motor  drive  may  be  used  in  connection  with 

^^  extended  end.    When  the  gear  wheel  T  is  to  be  tested,  the  inten- 

^^  is  to  run  it  in  mesh  with  a  steel  pinion;  and  when  the 
P^ion  P  is  to  be  tested,  the  intention  is  to  make  it  of  cast  iron  and 
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3  The  apparatus  has  a  hollow  shaft  made  in  two  parts^  A^  and 
At,  united  by  a  clamp  A^,  also  made  in  two  parts  to  facilitate  as- 
sembling. At  one  end  of  this  hollow  shaft  is  a  flange  to  receive  the 
steel  gear  ring  0,  which  serves  as  a  permanent  part  of  the  apparatus 
and  is  strong  enough  to  resist  the  stresses  due  to  testing. 

4  Besides  the  hollow  shaft  A,  there  are  two  solid  shafts  C  and  S 
on  which  are  mounted  the  gears  or  pinions  to  be  tested.  Shaft  8 
passes  through  hollow  shaft  A  and  has  a  flanged  end  on  which 
is  mounted  test  gear  T.  Shaft  C,  parallel  with  shafts  A  and  8, 
carries  the  wide-faced  pinion  P,  which  is  in  mesh  with  both  the 
pennanent  gear  ring  0  and  test  gear  T. 

5  Shafts  -4.2  and  S  are  connected  at  their  opposite  ends  by  a  novel 
device  through  which  any  desired  amount  of  load  in  either  direction 
can  be  applied  to  the  teeth,  whether  at  rest  or  while  running  in  either 
direction.  To  accomplish  this  purpose,  the  hollow  shaft  A^  is  flanged 
to  receive  the  pneumatic  cylinder  M,  in  which   is  the  piston  N, 
finnly  secured  to  the  shaft  S,    Pins  D  D  are  driven  into  the  piston  N 
through  the  openings  in  the  cylinder  M  and  upon  the  projecting 
^ds  of  these  pins  rollers  R  R  are  mounted  upon  roller  bearings.    A 
bolt  passing  through  the  pins,  piston  and  shaft  secures  the  whole  in 
place.    These  rollers  R  R  engage  helical  segments  H  H  let  into  the 
^aJlfi  of  the  cylinder  M,    Air  pressure  can  be  applied  to  the  piston  N 
^0  either  side  to  give  a  slight  amount  of  end  motion  to  the  shaft  8 
^d  80,  through  the  action  of  the  rollers  upon  the  helical  segments, 
*  slight  angular  motion  is  produced  between  shafts  A  and  8,  re- 
suiting  in  a  pressure  between  the  teeth  of  the  gears  upon  these  shafts 
^d  the  teeth  of  the  pinion  on  shaft  C,     Pressure  gages  0^  Oj  con- 
necting with  each  side  of  the  piston  area  are  calibrated  to  record  the 
resulting  pressure  on  the  gear  teeth,  taking  account  of  the  piston 
*^®^  the  pitch  of  the  helical  cams  and  the  diameter  of  the  gear 
wheels. 

6  Since  but  little  power  is  required  to  drive  the  apparatus,  the 
puuon  P  is  simply  clamped  to  the  shaft  C,  by  a  nut  on  its  tapered 
^^-  The  shaft  itself  is  made  heavy  for  the  sake  of  stifEness  and  a 
pulley  0,  between  bearings,  is  attached  for  driving  from  a  counter- 
^^t,  or  if  preferred,  a  motor  drive  may  be  used  in  connection  with 
^  extended  end.  When  the  gear  wheel  T  is  to  be  tested,  the  inten- 
^p^  is  to  run  it  in  mesh  with  a  steel  pinion;  and  when  the 
Pillion  P  is  to  be  tested,  the  intention  is  to  make  it  of  cast  iron  and 
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cut  down  the  width  of  face  of  the  teeth  engaging  with  T,  by  nicking 
down  on  either  side. 

• 

7  When  a  tooth  breaks  in  the  wheel  T,  or  in  the  pinion  P,  it  i 
important,  to  avoid  the  complete  destruction  of  the  apparatus  by  th 
jamming  of  the  remaining  teeth  on  their  ends,  to  maintain  the  wheel 
0  and  T  in  proper  relation  to  each  other,  and  for  this  purpose,  th 
stops  K  K,  with  their  adjustable  eccentrics  E  E,  are  employed.  Th 
block  K  is  clamped  to  the  wheel  0  through  the  intervening  eccentri 
bushings  E  E.  The  intention  is  to  keep  one  of  the  clamping  bolt 
tight  while  the  other  is  loosened  and  the  eccentric  adjusted  to 
predetermined  amount  of  clearance  on  either  side,  after  which  bot 
eccentrics  are  to  be  clamped.  These  stops  do  not  come  into  actio: 
unless  a  tooth  is  broken  or  deformed.  Then  they  cause  both  gean 
0  and  T,  to  run  together.  By  means  of  these  stops  it  is  also  possible  t 
study  the  effect  of  a  predetermined  irregularity  in  forming  or  spacing 
the  teeth.  For  instance,  an  abnormally  wide  space  or  tooth  can  b 
simulated,  when  broken  out  or  purposely  cut  away,  by  the  positioi 
of  the  stops  and  the  pounding  effect  in  running  will  be  evident  as  th 
result  of  a  certain  measured  irregularity. 

8  The  shafts  A  and  C  are  mounted  in  ball  bearings  to  redue 
friction  and  as  a  matter  of  expediency  the  scale  of  the  apparatus  ha 
been  determined  by  the  bearings  F  F  on  the  shaft  A.  These  are  o 
the  largest  commercial  size  and  to  make  them  available  the  shaft  A 
was  cut  in  two  and  united  by  the  clamp  A^.  The  bearings  for  th 
hollow  shaft  are  firmly  bolted  and  doweled  to  a  bed  plate  W,  whil 
those  for  the  pinion  shaft  are  adjustable  to  the  diameter  of  the  pinioi 
used,  a  distance  piece  V  of  proper  width  being  used  in  every  case  t 
prevent  movement  under  load. 

9  It  will  be  seen  that  the  apparatus  is  capable  of  determininj 
to  a  nice  degree  of  accuracy  and  at  a  very  small  expenditure  for  wea 
and  tear  and  power,  a  number  of  unsettled  problems  of  great  practica 
importance.  Jigs  will  be  made  for  drilling  the  gears  0  and  T  afte: 
cutting  the  teeth,  so  that  the  relative  positions  of  the  two  wheels  ma; 
be  accurately  fixed.  Friction  is  practically  eliminated  in  the  ball  ani 
roller  bearings,  and  what  remains  must  become  inappreciable  unde 
the  well-known  influence  of  vibration  when  running,  except  that  du 
to  air  resistance  and  the  friction  in  the  teeth.  With  some  accurat 
means  for  measuring  the  power  consumed,  both  of  these  variable 
can  be  determined  better  than  ever  before.  The  apparatus  in  skilfu 
hands  should  therefore  solve  the  mooted  question  of  the  effect  o 
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speed  on  strength,  and  questions  of  durability,  wear  and  noise  can  be 
studied  at  a  small  outlay  in  power  and  materials.    It  is  possible  that 
some  slight  modifications  may  finally  be  embodied  to  facilitate  con- 
struction, but  the  machine  as  shown  is  believed  to  contain  the  elements 
Deeded  for  an  exhaustive  examination  of  the  subject  of  gearing  in 
^  its  phases  and  the  writer  hopes  it  will  appeal  to  someone  inter- 
^sted,  who  has  the  means  to  build  it  and  time  to  experiment  on  the 
'ines  so  well  indicated  by  Professor  Marx. 

DISCUSSION 

Elmer  H.  Neff.  As  I  understand  it  this  paper  is  simply  a 
record  of  a  design  which  has  not  yet  been  built.  It  would  appear  there- 
fore that  the  real  discussion  of  this  machine  will  be  brought  out  when 
it  has  been  built  and  an  attempt  made  to^  draw  conclusions  from  ex- 
periments made  with  the  machine.  At  that  time  more  details  will  be 
apparent  than  a  hasty  examination  reveals.  We  shall  be  able  to  judge 
somewhat  of  the  statement  in  the  last  paragraph  suggesting  that  vi- 
bration reduces  the  quantity  of  friction  loss  in  the  machine  itself 
to  a  negligible  quantity,  leaving  only  the  friction  of  the  gears  as  they 
erisi 

Henry  Hess.     Mr.  Lewis  has  done  a  really  extraordinary  amount 

of  self-sacrificing  work  in  this  line,  for  which  he  has  earned  chiefly 

criticism,    largely    interested    criticism,    but    criticism    nevertheless. 

There  is  probably  no  other  one  man  who  has  given  so  much  time  and 

effort  with  absolutely  no  incentive  of  a  financial  reward  of  any  kind 

and  with  no  interest  except  a  purely  engineering  one.    It  would  be  a 

very  good  thing  if  it  were  possible  for  the  Society  to  make  available 

surplus  funds,  which  it  has  not  at  present,  but  which  it  may  hope  to 

"*ve  some  day,  for  the  prosecution  of  experiments  with  a  machine 

•^ch  as  this  of  Mr.  Lewis'  design.    I  do  not  mean  to  say  necessarily 

Wis  particular  machine,  but  any  machine  which  will  realize  the  ob- 

j^t  Qn<3eriying  fts  design.     I  move  that  the  Society  suggest  to  the 

ouzicil^  the  initiation  of  steps  to  render  possible  the  carrying  out  of 

^fPentti^^jj^  of  this  character. 

•  -^^.  Walker.     It  may  be  of  interest  to  some  to  know  that  in  the 
if^J^^^S  laboratory  at  the  University  of  Kansas  we  have  under  way 


ii  ^^  determine  the  friction  loss  in  gears.  Our  plans  cover  more 
.•  .  ^>-«  gears,  however,  our  first  work  having  been  on  the  universal 
'^  "^  made  for  automobile  transmission.    On  this  latter  portion  of 
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our  work  I  had  thought  to  comment  here,  since  it  will  be  some 
months  before  our  work  on  gears  will  be  brought  to  a  point  where 
any  report  may  be  made. 

The  point  of  greatest  difficulty  in  the  measurement  of  friction 
losses  is  in  the  measurement  of  power.  Where  the  power  transmitted  is 
in  fairly  large  amount  and  the  friction  loss  small,  and  the  power 
input  and  power  output  are  measured  in  their  full  amounts,  the  small 
difference  indicating  friction  loss  is  bound  to  absorb  all  errors.  The 
error  may  be  a  small  percentage  of  the  power  transmitted  and  still 
be  so  large  in  proportion  to  the  loss  being  determined  as  to  render 
results  worthless. 

For  this  reason,  in  the  universal  joint  work  we  adopted  the  'load- 
back^*  method  of  testing.  This  consists  in  operating  the  joint  be- 
tween two  electrical  machines,  the  shafts  being  connected  through  the 
joint,  one  machine  acting  as  motor  and  the  other  as  generator  while 
the  first  uses  the  current  generated  in  the  second.  The  only  power 
supplied  from  outside  is  that  required  to  make  up  the  losses  of  ma- 
chines and  joint  combined.  The  machine  losses  must,  it  is  manifest, 
be  determined  separately,  but  a  distinct  advantage  gained  is  the  elimi- 
nation of  the  large  power  readings.  In  any  form  of  test  the  machine 
losses  must  be  determined,  thus  introducing  that  detail  in  the  work 
irrespective  of  other  determinations. 

We  have  spent  three  years  on  the  universal  joints  and  have  reached 
the  point  where  we  are  about  ready  to  make  the  report.  On  the  gears, 
only  the  preliminary  runs  have  been  made,  but  I  have  reason  to  be- 
lieve that  this  work  will  progress  much  faster  than  the  other. 

A.  G.  Christie.  It  niav  be  of  interest  to  know  that  a  number  of 
the  large  state  universities  in  the  West  liave  engineering  experiment 
stations  in  connection  with  the  institutions.  Illinois,  Wisconsin  and 
Iowa,  all  have  experimental  stations  in  connection  with  their  state 
university.  These  experimental  stations  are  not  tremendously  wealthy, 
but  they  do  have  each  year  certain  sums  of  money  set  aside  for  investi- 
gation work,  and  I  believe  that  a  great  deal  could  be  gained  both  by 
the  stations  and  by  the  Society,  if  the  latter  would  cooperate  with 
these  engineering  experiment  stations  in  carrying  on  research  work. 
While  I  was  at  the  University  of  Wisconsin  we  would  have  greatly 
welcomed  such  cooperation.  In  fact  we  did  carry  out  some  work  sug- 
gested by  the  ventilating  engineers.  I  believe  the  universities  would 
welcome  any  suggestions  c^oming  from  the  Society. 
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The  Authob.     It  is  true,  as  Mr.  Neff  has  stated,  that  the  gear 
testing  machine  described  in  my  paper  has  not  yet  been  built.    It  is 
^ply  a  design  intended  to  meet  the  need  of  further  light  upon  a 
iminber  of  questions  pertaining  to  the  use  of  gears.    As  suggested 
by  Professor  Walker,  there  are  other  ways  of  measuring  the  friction 
ioases  in  gearing,  and  if  good  results  can  be  obtained  by  electrical 
metbods,  it  will  be  interesting  to  have  such  experiments  for  com- 
parison. 

There  are,  however,  other  features  of  this  testing  machine  which 
do  not  appear  to  be  so  easily  superseded  by  a  motor-driven  generator, 
and   it  is  difiScult  to  imagine  how  the  load  on  the  teeth  can  be  varied 
and  reversed  with  the  same  facility  and  measured  with  the  same  pre- 
cision. Nor  does  it  appear  how  the  eflfects  of  irregularities  in  forming 
and   spacing  the  teeth  can  be  so  carefully  studied  under  different 
speeds  and  loads.     Perhaps  the  same  problems  can  be  solved  to  ad- 
vantage in  other  ways,  and  different  methods  of  attack  are  certainly 
to  be  desired,  but  the  direct  mechanical  method  appeals  to  me  as  the 
most  accurate  and  reliable.     Friction  can  be  practically  eliminated 
by  ball  and  roller  bearings  and  if  the  little  that  remains  is  not  further 
reduced  to  a  negligible  quantity  by  vibration,  it  is  reassuring  to  know 
that  the  conclusions  will  not  be  seriously  affected  thereby.    Vibration 
of  a  pattern  on  a  molding  machine  certainly  does  eliminate  most  of  the 
friction  between  that  pattern  and  the  sand,  and  it  is  well  known  that 
bolts  and  nuts  work  loose  in  machinery  subject  to  vibration,  unless 
special  precautions  are  taken  to  secure  them. 

If  the  interest  in  the  subject  warrants  the  construction  of  a  ma- 
chine, as  implied  in  the  motion  of  Mr.  Hess,  by  all  means  let  us  have 
the  type  of  machine  suggested  subjected  to  the  fullest  and  freest  dis- 
^^^^on.  I  have  simply  presented  a  design  which  appears  to  me  to  be 
complete  and  satisfactory,  and  I  shall  be  glad  to  welcome  other  ways 
*^d  means  upon  their  merits. 
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with  suitable  pressure-ports  in  the  inner  and  outer  curved  wall,  t 
means  of  which  the  centrifugal  action  set  up  in  deflecting  the  coun 
of  the  passing  fluid  is  communicated  to  the  registering  apparatu 
The  sketch  (Fig.  1)  will  readily  give  an  idea  as  to  the  applicabilil 
of  the  apparatus,  and  from  Table  1  conclusions  may  be  drawn  t 
to  its  reliability,  and  as  to  its  sensitiveness  to  errors  due  to  di 
turbances  in  the  flowing  medium. 

3  In  suggesting  a  new  method  for  measurement,  it  will  of  coun 
be  necessary  to  bring  out  new  formulse  applicable  to  it.  The  prii 
ciple  on  which  the  measurement  of  the  flow  of  fluids  is  based,  state 
in  a  way  to  assist  the  present  purpose,  is  that  when  the  velocity  of 
fluid,  as  a  whole  or  in  part,  is  changed,  a  change  in  pressure  accon 
panies  the  change  in  velocity  and  hence,  when  the  areas  carrying  t\ 
fluid  before  and  after  the  change  are  known,  the  original  and  fin; 
velocities  of  the  fluid  can  be  determined  from  the  change  in  tl 
pressure  that  has  been  noted. 


"^T,    o, 


Fig.  2    Key  to  Notations 


NOTATION 


t;  and  v,  =  velocity  in  ft.  per  second 
Om= volume,  in  cu.  ft.  per  minute 
Trni= weight,  in  lb.  per  minute 
t= temperature,  deg.  fahr. 

r=ab8olute  temperature =459.2+i 

To = absolute  temperature  of  32  deg.  fahr.  =  491.2 

ri= absolute  temperature  at  entrance 

7^= absolute  temperature  at  throat 

rd= absolute  temperature  at  delivery 

P  and  p  =  absolute  pressure,  respectively  in  lb.  per  sq.  ft.  an 
in  lb.  per  sq.  in. 
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Po  and  po= absolute  pressure  of  the  atmosphere,  respectively 

=2116.3  lb.  and  14.7  lb. 
Pi  and  pi  =  absolute  static  pressure,  or  pressure  at  entrance  per 

sq.  ft.  and  per  sq.  in. 
Pt  and  ps= absolute  dynamic  pressure,  or  pressure  at  throat 
Pd==  absolute  pressure  at  delivery 
5  »  density 
8«= density  of  air 
8^= density  of  air  at  32  deg.  fahr.  and  14.7  lb.  pressure 

8i= density  at  entrance 

8s = density  at  throat 

Jg^= density  of  steam  of  the  static  pressure 

J,, = weight  of  water  per  cu.  ft.,  at  32  deg.  fahr.  =  62.4  lb. 
y= specific  density  of  gas  with  reference  to  air  as  unit 
.5= barometric  pressure  at  32  deg.  fahr.  and  14.7  lb. 
Bi= pressure  in  in.,  mercury 
ai=area  at  entrance,  in  sq.  in. 
as = area  at  throat,  in  sq.  in. 

n= ratio  of  specific  heat  of  gas  at  a  constant  pressure  to  that 
at  a  constant  volume  =  1.405.    From  which,   the  ex- 
ponents —=0.71,  —  =0.29  and  -^  =3.47 
n  n  n — 1 

4:    Let  Fig.  3  represent  an  elementary  part  of  a  fluid  flowing  from 

the  pressure  pi  toward  the  pressure  ps,  and  consider  the  elementary 

n^ftSB  m  of  the  fluid.    When  the  flow  is  from  a  lower  pressure  to  a 

Wgher  the  motion  of  m  must  become  retarded  and  when  the  flow  is 

from  a  higher  pressure  to  a  lower  its  motion  must  be  accelerated. 

M  a  certain  instant,  while  passing  through  ds,  the  velocity  of  m 

changes  from  v  to  v — dv,  and  the  resistance  acting  on  its  area  a  is  adp. 

When  q  is  the  resulting  acceleration,  we  have 

a-dp  =  mq 
Substituting 

5 
wi  =  —  a-ds 

g 

and 

__  V'dv 
da 
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we  obtain 

dp    v-dv 


«        9    

5  This  is,  then,  the  general  equation  determining  the  parall 
flow  of  fluids,  and  from  it  should  be  derived  all  the  formulse  pertaimi 
properly  to  the  pitot  tube  and  to  the  venturi  meter. 

6  With  respect  to  the  density  5  in  the  above  equation,  tl 
following  assumptions  may  be  made: 

I  That  5  remains  unchanged  during  the  flow,  as  in  the  ca 

of  water 

II  That  S  changes  at  the  rate  an  isothermal  compression  < 
expansion  would  call  for 

III  That  it  changes  at  the  rate  an  adiabatic  compression  < 
expansion  would  call  for 

7  Case  I.    S  is  constant.    Through   integration   of  -^  =  — 

5       g 

between  the  limits  p2  and  pi  and  Vi  and  Vt,  there  will  be  obtained  tl 
following  equations: 

For  retarded  motion 

2g      2g  S        ^ 


For  accelerated  motion 

Vi"       Vi^       Pi—Pt 


12 


2g      2g  S 

8    CorSe  II,    h  changes  at  the  rate  an  isothermal  compression 

S      P  P 

expansion  would  call  for.    Accordingly,  r  =,r,  or  6=—   5i,   whi< 

di    Pi  Pi 

substituted  in  the  general  equation  [1]  gives,  by  integration  betwe< 
the  limits  as  before: 


For  compression 


Vl'       V2^     Pi  P, 

2g      2g    Si         Pi 
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For  expansion 

..1  «  S        D  D 

[3b] 
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V** 

2g 

Vi*     Pi  ,         Pi 

2r«:'°^-p« 

9  Case  III.     S  changes  at  the  rate  adiabatic  compression  or  ex- 

pansion  wotdd  call  for.      Accordingly,  "i   =  ( ^  )°  or  6  =  (  —  fSi 

Ol       \Pi/  \Pi/ 

which  substituted  in  the  general  equation  [1]  gives  by  integration: 
For  compression 


»i*        V2*       n  Pi 

2g  ~  20" n— I     Si    _ 

^OT  expansion 

Vi^        v^       n  P\ 

2g        2g    n — 1  61 


W- 


1 


[4a] 


^-©- 


[4b] 


^0    From  equations  [2],  [3]  and  [4],  each  derived  under  a  specific 
*®^^xxiption,  there  may  be  evolved  many  formulfle  applicable  under 

*"DOBt  any  condition  where  the  flow  measuring  instruments  are 

used, 

^  1  Formulse  [2a]  and  [2b]  apply  more  directly  to  the  measure- 
^^^t  of  water  or  incompressible  fluids,  but  for  approximate  results 
^^^y  may  also  be  used  for  gases  (at  moderate  speeds,  say,  up  to 
^w  to  120  ft.  per  second  without  appreciable  error). 

FORMULufi   APPLICABLE   TO   THE   PITOT  TUBE 

12  In  the  pitot  tube  the  fluid  (gas)  is  subjected  to  compression 
^*  the  final  velocity  V2  becomes  zero,  hence  each  of  the  general 
lorm^^j^  [2a],  [3a]  and  [4a]  can  in  this  case  be  simplified  by  the 
®™xination  of  the  second  term  of  the  first  member. 

13  Formula  [2a]  may  be  written 


v.--\/2gH [5] 

^n^ti  H  is  the  difference  between  the  dynamic  and  static  pressure 
^^I^i'cssed  in  feet  head  of  the  measured  gas. 

14    This  formula  is  made  more  serviceable  through  substitution. 
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We  have 

12     5.7 
Hence 

^  12      7  d«  ^7  0. 

when 

Aw  =  head  m  in.  of  water 
8w  =  density  of  water  (62.4  lb.  per  cu.  ft.) 
8.= density  of  air  of  temperature  and  pressure  of  gas  flowin. 
7 = specific  density  of  gas  with  reference  to  air  as  unit.  Whe: 
applied  to  air  7  becomes  of  course  equal  to  1. 

This  formula  will  be  useful  when  8*,  the  density  of  air  of  the  give 
temperature  and  pressure  is  known. 

14  The  volume  of  flow,  in  cu.  ft.  per  minute,  corresponding  ft 
the  velocity  expressed  by  equation  [6],  will  be 

em=60  ^     v. 
144 

From  this  will  be  obtained 

e^  =  7.62a.V'  — -    [6« 

15  The  weight  flowing  per  minute  corresponding  to  the  velocity 
expressed  by  [6]  will  be 

when  8«  is  the  density  of  the  gas  on  which  the  volume  Q  is  baseJ 

Hence,  there  will  be  obtained  

H^„=7.62  a  Vh^yi^   [6b 

16  Formula  (3a]  for  the  pitot  tube  will  be  written 

f     —    - 
I 

t;.  =  >/2ff.l44^-  log.^] [3c. 

or  through  substitution  of  —  =  — —    .   „' 

>^         0.080728       491.2        ^7     "^  p, 
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=58.58  \  -log.  ^- [3d] 

7  Pi 

This  fonnula  is  based  on  the  pressure  pi  and  temperature  Ti,  and  it 

requires  that  the  pressure  ratio  -  -  be  known. 

Pi 


m  «  mass 
<f  =  density 
a  «  acceleration 
V  ^  iinear  velocity 


™  3   Velocity  and  Pressure  Diagram  with  Bespect  to  an  Elementary 

Part  of  a  Fluid 


Pig.  4    CorBSE  op  Pix)w  op  Fluid  turouoh  a  Flow  Bend 


X  — > 


A\     C-  oentnfuga!  force  - 
I     m'  mass 
(f  »  density 
w  ■  angular  velocity 


*^.  5    Diagram  op  Motion  op  a  Particle  op  Fluid  in  the  Flow  Bend 


1 7    The  volume  of  flow  in  cu.  ft.  per  minute,  on  a  basis  of  the 
P^^^sure  pi  and  temperature  Ti,  will  be 


7  Pi 


[7] 


*'^**  the  flow  in  cu.  ft.  per  minuto  on  a  basis  of  the  delivery  pressure 
P*.  wiUbe 
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\Vd/      y       pi 


FORMULiE   RELATING   TO   THE   FLOW   BEND 
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18  When  passing  through  the  bend,  the  course  of  the  outsid 
and  inside  stream  lines  of  the  fluid  will  be  somewhat  as  illustrated  b; 
the  lines  aa  and  bb  (Fig.  4).  Assume  the  velocity  in  each  stream  lin 
to  be  proportional  to  its  distance  from  the  center  of  curvature,  s 
that  all  particles  of  the  fluid  in  a  plane  normal  to  the  neutral  axi 
move  together,  then  the  centrifugal  action  normal  to  the  axis  will  b 
as  illustrated  in  Fig.  5. 

19  Here  m  is  an  elementary  mass  of  the  fluid,  of  a  sectioiLJ 
area  a  normal  to  the  diameter  DD  and  of  a  length  dx.  In  tumic 
the  bend,  the  centrifugal  force  C  acting  on  m  will  cause  the  pressm 
acting  radially  in  front  of  it  to  be  increased  the  amount  dp,  and  tl 
increase  in  pressure  on  the  area  a  must  at  all  instants  balance  tl 
force  C.    Hence,  we  have 

a'dp  =  C  =  mxw^ 
and  since 


m=  -  adx 

g 


we  get 


dp    w^ 
^  =    -  X'dx 

fi     g 


20  As  in  the  case  of  equation  [1]  for  rectilinear  motion,  the  sac^ 
three  general  assumptions  may  be  made  with  regard  to  the  density 

21  Case  L    6  is  constant.    Through  integration  of  the  genecr 
equation 


P-Pi  x-r 


there  will  be  obtained 


P2—P1    w^ 


2g 
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and  as 

n  =    -,  or  — - — = /ij — hi 

therefore 

22   Let  Km  be  the  mean  linear  velocity,  so  that 

^  R+r  ^       4>V 

Then  through  substitution 


or 

VJ         R+r 


(hr-hi) 


2g       4  (ft-r) 

23  Finally  call  R — r=D=  the  diameter,  or  width  of  the  channel 

A       R+r 
P= — - —  =mean  radius  of  the  bend,  then  we  get 

^-  =  ^(^.-^0 191 

which  may  be  written 

^*iere  fl  is  the  difference  in  the  pressure  at  the  outer  and  inner  wall 
of  the  bend,  in  feet  head  of  the  fluid. 

24  The  corresponding  formula  for  the  pitot  tube  was 

»=  V2'fifJ? 
^^ce,  the  velocity  measured  by  the  bend  will  be  ^^  ~^~^  of  the 


m 
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velocity  measured  by  the  pitot  tube  for  equal  dififerential  preBSore. 
In  other  words,  the  differential  pressure  in  the  manometer  tube  will 

2D 

for  the  same  velocity  of  the  fluid  be of  the  pressure  indicated 

P 

by  the  pitot  tube. 

25    Case  II.    d  changes  as  by  isothermal  compression.    Henca 

which  substituted  in  the  general  equation  gives 

Pi  j  d/lw^  I  l^dx 

Sj  V     gJ 

P— Pi  X— r 

and  through  integration  and  reduction 

^  2D         ^  Oi         pi 


26    Case  III.    S  changes  as  by  adiaboXic  compression,    Acco 
ingly, 

which  substituted  in  the  general  equation  gives  through  integratic:^^^^^^^ 
and  reduction,  as  previously 


IP        I  Pi         f^ 


n-1 


[1 


pi 

Hence,  the  general  formulae  for  the  bend  are  practically  those  of  th 

pitot  tube  covering  corresponding  cases,  with  only  the  factor  -J  "^"^ 

added,  so  that,  strictly  speaking,  the  use  of  the  bend  does  not  intro-^ 
duce  any  really  new  formulae. 

26    In  order  to  determine  what  results  could  be  obtained  by 
the  use  of  the  flow-bend,  investigations  were  made  with  the  apparatus 
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^ttustrated  in  Fig.  6.  The  bend  was  of  a  sectional  area  of  1.24  sq.  in.  of 
&  square  section,  and  was  attached  in  a  l^in.  steam  pipe  line,  with 
oae  throttling  valve  in  front  and  one  behind  it,  whereby  the 
pieaBure  and  the  velocity  of  the  flowing  steam  could  be  regulated  at 


iaM 


Fig.  7 


Fig.  6 

Fig.  6    Arranqemext  for  Flow  Test 
Fio.  7    Manometer  with  Throttmn(j  Rypass 


^^11.  At  the  time  of  plamiing  for  tlie  apparatus  it  was  hardly  ex- 
P^<5tcd  that  the  abrupt  change  in  area,  from  a  cylindrical  tube 
^•^  in.  in  diameter  to  a  square  tube  Ih  in.  on  a  side  would  be  pro- 
^^ctive  of  the  very  best  results.  However,  it  was  reasoned  that  as 
^^^  centrifugal  force  is  more  or  less  independent  of  whirls  in  the  body 
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of  the  fluid,  any  irregularities  in  the  flow  would  not  have  ac 
an  influence  on  the  results  as  it  would  in  the  case  of  the  pitot  t 
in  the  venturi  meter.  It  was  also  assumed  that  the  great  nun 
pressure  ports  lengthwise  of  the  bend  would  have  a  tendei 
average  up  the  possibly  varying  pressures  throughout  its  1 
Besides,  it  was  in  part  the  object  of  the  investigation  to  deten 
violent  irregularities  in  the  flow  really  would  have  any  great  ini 
on  the  readings;  because  on  that  circumstance  would  d 
largely,  the  final  usefulness  of  the  apparatus,  as  compared  wit 
of  those  in  general  use. 

27  The  steam  delivered  through  the  apparatus  was  in  the 
way  condensed  and  weighed  on  a  pair  of  platform  scales,  ai 
quality  of  the  steam  was  taken  by  means  of  a  throttling  calori 
The  differential  pressure  readings  were  taken  by  means  of  a  1 
manometer,  employing  for  some  of  the  tests  a  mercury  colum 
generally  for  the  lower  speeds  a  column  of  water.  Of  the  3^ 
pendent  tests  made,  six  were  nm  during  30  minutes  each,  c 
during  20  minutes,  and  the  rest  during  15  minutes  or  therea 

28  In  working  with  steam,  where  any  throttling  of  the  pi 
ports  is  hardly  allowable,  it  is  generally  not  very  easy  to  re 
manometer  heads,  due  to  the  unsteadiness  of  the  column, 
present  tests  the  manometer  column  was  for  certain  pressui 
markably  steady  during  long  intervals,  while  for  certain  othe] 
sures  it  was  less  steady,  but  no  great  difficulty  in  reading  the 
sures  was  experienced.  In  working  with  steam  the  mane 
could  be,  however,  improved  by  providing  it  with  a  throttlu 
pass,  as  shown  in  Fig.  7. 

29  The  results  of  the  tests  are  given  in  Table  1,  and  in 
are  plotted  the  weight  of  steam  per  minute  on  a  base-line  whict 
product  of  height  of  water-column,  in  inches,  by  the  corrected  d 
of  the  steam. 

30  From  the  pitot  tube  formula  [6b],  the  corresponding  fc 
for  the  bend  may  be  obtained,  as  explained,  by  adjoining  tl 


tor  -J  —r .    Thus,  for  the  present  case 


Tr„  =  7.62a^^    VVS 
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The  avenge  area  through  the  bend  was  1.24  sq.  in.,  the  fac- 

TABLE  1     DATA  OF  TESTS  OF  A  METERING  FLOW  BEND 


F«- 

Steun 

StMun 

Density 

Velocity 

s^U"^ 

p«r 

• 

Density 

Temp. 
Calori- 

Qual- 
ity of 

oorreet- 

^     M    ^ 

Wm 

Ft.  pr. 

Manom 

•              • 

Nw 

NwX^ 

mm. 

of 

ed  for 

seo. 

m.  of 

/ 

lb. 

Steam 

meter 

Steam 

mois- 

5 

-1.94 

water 

d 

r 

Abflo- 
hite 

Wm 

9o 

t 

ture  ^ 

t 

Wm 

m 

ATw 

1 

u. 

60.5 

9.04 

0.14 

245 

0.988 

0.142 

63.6 

123.4 

10.42 

73.4 

1.48 

2 

44 

58.5 

8.65 

0.1361 

246 

0.989 

0.1376 

63.0 

122.2 

10.64 

77.3 

1.46 

3 

45 

50.5 

8.06 

0.1383 

246 

0.989 

0.1398 

58.0 

112.2 

9.6 

68.5 

1.34 

4 

ao 

44.5 

8.13 

0.1054 

235 

0.988 

0.1065 

76.3 

148.1 

12.14 

114.5 

1.29 

S 

20 

84.5 

8.80 

0.083 

216 

0.985 

0.0842 

98.5 

191.0 

15.54 

184.9 

1.31 

6 

15 

20.6 

8.57 

0.0716 

218 

0.999 

0.0716 

119.7 

232 

19.35 

270.0 

1.38 

7 

60 

74.5 

4.60 

0.171 

266 

0.995 

0.172 

26.7 

51.8 

2.4 

14.0 

0.413 

8 

60 

64.5 

3.58 

0.1493 

262 

0.996 

0.1409 

23.8 

46.2 

1.94 

13.0 

0.29 

9 

40 

54.5 

3.60 

0.1274 

258 

0.999 

0.1275 

28.2 

54.8 

2.40 

18.8 

0.306 

10 

30 

44.6 

3.75 

0.1054 

252 

0.999 

0.1055 

35.6 

60.1 

3.03 

28.7 

0.32 

11 

20 

84.6 

8.70 

0.083 

245 

0.999 

0.083 

44.6 

86.5 

3.25 

39.2 

0.27 

U 

10 

24.6 

8.76 

0.06 

238 

0.997 

0.06 

62.5 

121.0 

4.93 

82.2 

0.206 

IS 

5 

10.5 

3.65 

0.0486 

226 

dry 

0.0486 

75.1 

146.0 

5.22 

108.0 

0.254 

14 

2 

16.5 

8.65 

0.0416 

214 

dry 

0.0416 

87.7 

170.1 

7.1 

170.0 

0.205 

15 

10 

24.5 

2.25 

0.06 

222 

dry 

0.06 

37.5 

72.8 

1.55 

25.8 

0.093 

16 

5 

10.5 

1.70 

0.0486 

218 

dry 

0.0486 

35.0 

680 

1.25 

25.7 

0.06 

17 

40 

54.5 

4.45 

0.127 

228 

0.982 

0.129 

34.4 

66.0 

2.625 

20.35 

0.338 

18 

20 

84.5 

4.16 

0.088 

220 

0.988 

0.084 

49.4 

95.8 

3.875 

46.1 

0.826 

19 

ao 

44.5 

4.85 

0.1054 

214 

0.980 

0.1075 

40.5 

78.5 

2.94 

27.3 

0.316 

ao 

10 

24^ 

5.40 

0.06 

212 

0.061 

88.6 

172.0 

8.75 

143.0 

0.534 

21 

5 

10.5 

4.20 

0.0486 

212 

0.0486 

86.0 

167.0 

6.76 

137.6 

0.338 

22 

06 

79.5 

4.80 

0.1818 

224 

0.978 

0.187 

25.6 

50.0 

2.25 

12.1 

0.422 

23 

60 

74.5 

4.0 

0.171 

224 

0.973 

0.176 

22.7 

44.0 

2M 

11.7 

0.365 

24 

60 

64.5 

4.88 

0.1498 

230 

0.979 

0.161 

28.7 

55.5 

2.19 

14.5 

0.331 

26 

77 

91.5 

8.33 

0.2076 

230 

0.972 

0.2134 

15.6 

30.2 

1.13 

5.3 

0.241 

26 

80 

94.5 

6.3 

0.214 

232 

0.972 

0.22 

28.6 

55.5 

3.44 

15.6 

0.755 

27 

70 

84.5 

7.45 

0.1926 

228 

0.974 

0.1976 

38.0 

73.7 

5.38 

27.2 

1.066 

28 

eo 

74.5 

6.9 

0.171 

226 

0.974 

0.175 

39.4 

76.4 

5.5 

32.0 

0.062 

29 

60 

64.6 

7.0 

0.1493 

222 

0.974 

0.1631 

45.6 

88.5 

6.5 

42.5 

1.02 

ao 

40 

54.5 

7.0 

0.1274 

212 

0.974 

0.1307 

53.3 

101.6 

7.06 

53.8 

0.92 

31 

ao 

44.5 

6.42 

0.1054 

212 

0.976 

0.1079 

50.6 

115.0 

6.625 

61.6 

0.716 

32 

20 

34.5 

4.6 

0.083 

212 

0.083 

0.084 

54.8 

103.0 

4.75 

56.5 

0.399 

33 

•     10 

24.5 

2.85 

0.06 

214 

0.901 

0.06 

47.6 

92.0 

3.125 

62.0 

0.187 

34 

10 

24.5 

1.62 

0.06 

220 

0.994 

0.06 

27.0 

52.0 

0.8 

13.3 

0.048 

E 

r    " 

Hire  29.6  in.  £ 

2 

u. 

«.n 

ftlA!; 

Monn 

o    Tr»r 

fVio  K 

onrl  lie 

itlA     XDC 

to 

1   P 

k  VlQ\70 

2D 


Wn,  =  7.62 X  1.24 XO.SlQ5Vh^8  =  7.716  Vh^'s 
""is  formula  is  represented  by  the  fuH-drawn  curve  of  Fig.  8. 
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31     The   approximate   velocity   fonnula,   which   applies   c 
closely  for  steam  of  the  moderate  velocities  of  the  present  tests. 


Pniduct  Inchn  hnd  ol  Itatrr  ■  DnQily  h,'6 

Fig.  S    Cubvks  or  Whoht  psr  Hinctz 


Fio.  0     Vbu)city  Curves 


be  written  from  formula  [6]  for  the  pilot  tube,  as 
i-.=0.8165Xl8.29  -^| ^'  =  14.93  ^^ 
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32  The  curve  representing  this  formula  (the  parabola)  is  shown 
in  Fig.  9,  and  underneath  are  plotted,  in  feet  per  second,  the  velocities 
obtained  in  the  34  tests.  The  average  velocity  curve  to  suit  the 
plotted  points  would  be  approximately  as  shown  in  the  broken  line, 
and  it  will  be  seen  that  the  majority  of  the  plotted  points  come  as 
closely  to  their  proper  places  as  could  reasonably  be  expected.  It 
may  be  said  that  on  the  whole  and  under  the  circumstances,  the 
results  come  siuprisingly  close  to  what  the  theory  would  have  pre- 
dicted; and  it  is  judged  that  with  reasonable  care  to  eliminate  as 
much  as  possible  all  disturbing  influences  with  respect  to  the  flow 
through  it,  the  bend  will  in  accuracy  measure  up  well  with  the 
instruments  in  general  use. 

DISCUSSION 

S.  M.  Woodward.     This  is  an  interesting  matter  and  the  instru- 
ment as  explained  seems  to  have  given  good  practical  results,  but  I 
doubt  whether  the  correct  theory  of  flow  around  the  bend  is  as  simple 
88  the  mathematics  given  in  the  paper  would  indicate.     One  of  the 
fundamental  assumptions  made  is  that,  in  a  fluid  flowing  around  the 
''^nd,  all  the  particles  have  the  same  angular  velocity.    It  seems  to  me 
that  it  would  be  more  rational  to  assume  the  same  linear  velocity, 
-^his  would  not  affect  the  practical  use  of  the  apparatus  but  it  would 
^^ewhat  affect  the  calibration. 

now  around  bends  is  a  complicated  matter.     As  motion  around 

^^e  bend  begins  and  the  pressure  becomes  less  on  the  inner  boundary 

^^  the  curve,  this  change  of  pressure  is  accompanied  by  a  correspond- 

^S  change  in  velocity  distribution  through  tlie  cross-section.    At  first, 

.    ^   diminution  of  pressure  produces  an  increase  of  velocity  on  the 

^'^or  side  of  the  bend,  which  is  the  opposite  of  the  condition  assumed 

'^  the  paper. 

The  Author.     I  readily  agree  with  Professor  Woodward  that  the 

^^OTy  for  flow  through  bends  is,  in  it^  entirety,  quite  complicated; 

^^    in  80  far  as  it  pertains  simply  to  the  centrifugal  force  coming 

■^o  play  it  does  not  seem,  necessarily,  involved  at  all.    The  matter  to 

^ici  Mr.  Woodward  refers,  I  should  perhaps  have  stated  more  fully, 

^^rder  to  be  understood  more  readily. 

The  force  acting  on  a  given  section  of  the  fluid,  and  causing  it  to 

^  '^^  iate  its  course  is,  successively,  changing  in  direction  as  the  fluid 

^^^^ceeds  through  the  bend,  but  it  always  passes  through  the  center  of 
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curvature  of  the  bend.    Its  effect,  therefore,  upon  the  fluid,  at  : 
time  throughout  the  sweep  of  the  bend,  will  be  a  certain  force  throi 
the  center  of  curvature,  the  centrifugal  force,  and  a  couple,  which 
ter  causes  a  whirl  or  eddy.    But  as  far  as  the  centrifugal  force  is  c 
earned  the  whirl  is  of  no  consequence  whatever. 

With  this  in  view,  the  assumption  with  regard  to  the  stream  li 
of  Pig.  3  had  better  be  looked  upon,  of  course,  as  referring  to  parti 
of  the  fluid  of  certain  defined  density,  rather  than  strictly  to  sc 
mathematically  defined  material  points.  However,  any  way  this  i 
be  looked  upon,  under  the  conditions  of  the  problem  the  assumpi 
seems  justified,  and  that  it  really  is  so  the  results  verify. 

With  regard  to  the  elementary  section  through  the  fluid.  Pig 
which  is  the  basis  for  the  deduction  of  the  formulae,  there  is  no  ne< 
sity  for  considering  it  as  being  composed  of  exactly  the  same  mate: 
points  for  every  section  of  the  bend.  That  various  particles  may 
place  each  other  from  section  to  section  does  not  affect  the  reasoni 
so  long  as  they  change  position  in  a  manner  that  will  not  affect 
centrifugal  force. 

The  substance  of  the  proposition  may,  perhaps,  be  stated  sim 
thus:  There  is  a  certain  mass  passing  through  the  bend,  the  cei 
of  gravity  of  which  is  located,  and  of  known  velocity ;  there  is  then, 
order  to  find  the  value  of  the  centrifugal  force,  no  need  for  know 
whether  the  mass  revolves,  or  how  it  acts,  so  long  as  its  center 
gravity  follows  a  defined  path. 

Mr.  Woodward^s  statement  that  the  velocity  of  the  fluid  increi 
on  the  inner  boundary  of  the  bend  as  the  pressure  decreases,  I  can 
plain  only  on  the  ground  that  he  refers  to  the  velocity  in  the  wh 
I  have  by  "velocity^'  considered  only  tliat  which  causes  the  fluid 
progress  through  the  bend. 
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POWER  DEVELOPMENT  AT  THE  HIGH 
DAM  BETWEEN  MINNEAPOLIS 

AND  ST.  PAUL 

By  Aoolph  F.  Meyer/  St.  Paul,  Minn. 

Non-Member 


The  project  for  the  improTement  of  the  Mississippi  Biver  between 
lA^- j  Minneapolis  and  St.  Paul  had  its  inception  in  1866.  No  definite 
^^'"      action  was  taken,  however,  until  1894,  when  plans  were  developed 

for  two  locks  and  dams  of  about  13-ft.  lift  each,  one  at  the  site  of 
■^  j      the  present  High  Dam,  and  another  about  three  miles  above  the  High 

Oam,  near  the  Selby  Avenue  Bridge. 

2  Work  was  commenced  on  the  upper  dam,   known  as  dam 
^0.  2.    After  about  $750,000  had  been  spent,  in  the  days  when  dry 
concrete  was  the  order  of  the  day  and  Portland  cement  was  a  luxury 
^^t  could  be  advantageously  diluted  with  ground  sand,  the  proposi- 
tion of  utilizing  the  fall  in  the  Mississippi  Biver  in  this  vicinity  for 
P^^er  development  received  the  attention  of  a  special  board  of  U.  S. 
-^i^y  engineers,  in  1907.    This  board  reported  that  no  power  could 
"®  economically  developed  at  the  proposed  13-ft.  dam  No.  1,  at  the 
^te  of  the  present  High  Dam;  that  a  small  plant  might  be  installed 
^^  dam  No.  2;  but  that  the  probable  saving  estimated  at  $2000  per 
^^J^Tim  which  would  result  from  a  1300-h.p.  development  would  not 
^^trraDt  the  carrying  out  of  the  project. 

3  This  board  predicted,  however,  that  before  many  years  had 
elapsed  it  would  be  economically  desirable  to  build  a  high  dam  in  the 
vicinity  of  the  proposed  Low  Dam  No.  1,  which  is  the  site  of  the 
present  High  Dam,  where  a  head  of  probably  35  ft.  might  be  secured, 
^ixd  a  total  of  15,000  to  20,000  h.p.  developed. 

4  The  matter  of  power  development  was  temporarily  dropped 
^^^til  1910  when  a  report  was  made  by  a  second  board  of  U.  S.  Army 
^^gineers  favorable  to  the  construction  of  the  High  Dam.   The  senti- 

H^onsaltmg  Engineer,  1000  Qermania  Life  Bldg. 

^i^eented   at   the   Spring   Meeting,    St.    Paul -Minneapolis    1914,    of    The 
^'•^^CAN  SodSTY  or  Mechanical  Engineers. 
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mfflit  of  the  board  as  well  as  of  the  commnnity  waa  in  favor  <^ 
operation  with  the  cities  of  Minneapolis  and  St  Paul  and  both  ci 
passed  Tesolutiona  pledging  themselves  to  pay  the  additional  coel 


Fia.  8    COKSTBUcnoK  Tnw  or  Powir  Hotio^  Jolt  19U 


Fib.  3    Tiew  or  Hioh  Dam,  Janda&t  1814 
raising  the  projected  navigation  dam  to  a  height  of  approxinu 
thirty  feet  to  permit  the  development  of  water  power. 


ADOLFH  F.   UEYER 


i    The  Board  of  Engineens  for  Rivera  and  Harbors  concurred  in 
e  recommendatione  of  the  Special  Board  and  the  Chief  of  Eugi- 


Fia.  4    ViBw  or  High  Dau,  March  1914 


*  recommended  tliat  negotiations  be  eutered  into  whereby  the 
^cipalities  of  Miimeapolia  and  St.  Paul  would  become  the  lessees 
Q;  surplus  power  that  might  be  created. 
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6  In  the  River  and  Harbor  Act  of  1910  Congrees  adopted 
modified  project  as  recommended  hy  the  Chief  of  Engineere,  with 
provision  "That  in  the  making  of  leases  for  water  power  a  reason 
compenBation  Bhall  be  secured  to  the  United  States,  and  the  rate 
fixed  shall  be  subject  to  revision  b;  CongreBS." 

7  At  the  following  session  of  the  Legislature  of  Uinnesot 
bill  was  passed  permitting  the  formation  of  public  corporations 


Fig.  S    Construction  View,  Fbbkuabv  1013,  Showino  Tail  Back 

the  purpose  of  developing  water  power.  Under  this  act  there 
immediately  incorporated  the  Municipal  Electric  Company,  comp« 
of  the  State  University  and  the  cities  of  Minneapolis  and  St.  P 
8  In  1913  a  bill  was  introduced  in  Congress  by  Hon.  F. 
Stevens,  providing  for  a  coSperative  agreement  with  the  citiei 
Minneapolis  and  St.  Paul  and  the  State  Univeraity,  whereby,  i 
becomes  a  law,  the  Municipal  Electric  Company  may  lease  the  a^ 
able  water  power  upon  the  condition,  among  other  things,  that 
company  pay  not  less  than  3  per  cent  interest  on  the  amount  wl 
the  government  will  have  expended  for  the  purpose  of  makiii; 
water  power  available. 
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9  The  amount  of  water  power  which  will  become  available 
">i<ii]gh  the  construction  of  the  High  Dam  can  be  ascertained  with 
i^derable  accuracy,  inasmuch  &s  good  physical  data  are  available. 

10  Estimates  of  stream  flow  have  been  made  by  the  St.  Anthony 
'*iia  Water  Power  Company  and  the  Minneapolis  Mill  Company  at 


Tui.  7    I.orK  AND  Oatk,  April  1911 


vcriug  a  period  of  more  than  20  years. 
the  more  detailed  analysis  of  available  power  which  was  made, 
***ever,  the  records  kept  by  the  U.  S.  Engineer  office  at  St.  Paul, 
iDg  the  eight  years  from  1905  to  1912  inclusive,  have  been  used. 
H    The  diagram  in  Fig.  8  shows  graphically  the  elevation  of 


lead  . 
^ihle  elevation  as  computed,  to  which  the  water  above  the  dam  can 


,      ^  water"  and  "head  water"  at  the  various  rates  of  discharge.  The 
^^^  water  curve  gives  elevations  one  foot  below  the  maximum  per- 
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be  raised  without  producing  baelnrater  at  the  lower  power  dai 
Minneapolie.  The  present  dam  is  being  constructed  with  its  crest  i 
elevation  of  743.5  Cairo  datum.  The  tail  water  curve  gives  the  n 


i  AT  Vabious  Rati 


elevation  of  the  water  surface  for  various  rates  of  discharge,  1: 
on  the  readings  of  the  government  gage  at  tlie  site  of  the  dam  di 
the  past  eight  years,  taking  into  account  the  lowering  of  the  tail  i 
which  will  result  from  dredging  a  6-ft.  channel  bdow  the  lock, 
backwater  from  the  Minnesota  River  at  flood  stages,  and  bactn 
from  ice  conditions  in  the  winter. 

IS     The  head  curve  gives  the  mean  head  which  would  be  avai 
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on  the  assumption  of  three  feet  of  flashboards  on  the  dam  at  low 
irater,  and  a  turbine  installation  capable  of  using  about  5000  cu.  ft. 
per  second.  It  will  be  noticed  that  the  head  varies  from  a  maximum 
of  36%  ft.  at  low  water  to  a  minimum  of  22  ft.  during  extreme  flood 
conditions^  such  as  might  occur  for  a  few  days  perhaps  once  in  ten 
jean.  The  normal  head  may  be  assumed  as  34  ft.  For  perhaps 
twenty  days  a  year  on  an  average,  or  5^  per  cent  of  the  time,  the 
available  head  will  be  reduced  during  high  water  to  less  than  29  ft. 

TABLE  1     MEAN  MONTHLY  DISCHARGE 

1905-1013 


1905 

1906 

1907 

1908 

1909 

1910 

1011 

1012 

1013 

CJJB. 

oJm. 

o.f.i. 

O.f.8. 

O.f.l. 

o.f.8. 

C.f.8. 

o.f.8. 

o.f.8. 

Jtt 

3174 

6667 

6220 

2390 

3350 

4108 

1764 

1840 

2600 

F* 

2745 

6280 

6250 

2750 

3300 

4011 

1700 

1750 

2200 

Mtr 

5341 

7320 

11600 

4550 

4300 

0470 

2338 

2140 

2880 

Apr 

9775 

24653 

25099' 

8185 

11721 

8640 

3404 

7080 

5125 

^ 

21013 

20227 

13673 

13300 

11910 

6280 

4688 

16080 

7850 

June 

23749 

29090 

18681 

32079 

11950 

4330 

4762 

7240 

6015 

Jjify 

31702 

16525 

8266 

14364 

6160 

♦3500 

3710 

5280 

8050 

A««f.. 

15700 

9185 

7347 

6902 

8670 

♦3400 

3400 

5100 

6255 

Oct...  \;; 

12S74 

10965 

7149 

5100 

6480 

♦3800 

3588 

5020 

5000 

11067 

11378 

7674 

5980 

5420 

3210 

4351 

4840 

9743 

11301 

7745 

6070 

5350 

2600 

2712 

3840 

8163 

6980 

3310 

3800 

5120 

2010 

2355 

2800 

12920 

13390 

10250 

8710 

6965 

4630 

3240 

5260 

^^odified  on  basis  of  Anolut  duoharss* 


13    Water  Available.     Table  1  gives  the  mean  monthly  stream 

^o^-  at  the  dam  site  for  the  years  1905  to  1913  inclusive.    It  will  be 

'^^tiiccd  that  the  mean  monthly  flow  is  below  2000  cu.  ft.  per  second 

^^i*  four  months  in  eight  years.     The  minimum  mean  monthly  flow 

^s    1750  cu.  ft.  per  second.     In  computing  the  minimum  amount  of 

Po'wer  which  would  become  available  at  the  dam,  an  extreme  minimum 

flow  of  800  cu.  ft.  per  second  has  been  assumed.    Such  a  flow,  how- 

^^er,  has  in  the  past  occurred  for  only  a  portion  of  a  day  during 

^dden  periods  of  extremely  cold  weather.     On  such  occasions  the 

normal  flow  of  1500  to  2000  cu.  ft.  per  second  is  usually  re-established 

^  t^o  or  three  days.    A  minimum  winter  flow  has  been  assumed  as 

follows:  800  cu.  ft.  per  second  for  one  day;  1300  cu.  ft.  per  second 

^^  three  days;  1500  cu.  ft.  per  second  for  five  days;  and  1750  cu.  ft. 

^^  Second  for  one  month. 
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14  Efect  of  Pondage.  The  area  of  the  pool  above  the  dam 
the  740  contour  has  been  determined  by  planimeter  measurements 
recent  government  maps  to  be  22^500^000  sq.  ft.  Assuming  the  p 
to  be  full  to  the  top  of  the  flashboards  at  the  approach  of  an  extremi 
cold  spell,  the  water  surface  would  be  lowered  4.2  ft.  in  order 
augment  the  supply  from  800  cu.  ft.  per  second  for  one  day,  and  13 
cu.  ft.  per  second  for  two  additional  days,  to  a  mean  of  1500  cu. : 
per  second.  As  the  available  head,  in  winter,  would  be  at  least  36- 
ft.,  the  net  head  which  would  remain  available  after  drawing  Sm 
the  pool  would  still  be  32.3  ft.  By  operating  the  steam  pumps 
provide  the  municipal  water  supply  for  Minneapolis  and  St.  Pat 


TABLE  2      NUMBER  OF  DAYS  PER  YEAR  CERTAIN  AMOUNTS  OP  POWER  WOU: 

HAVE  BEEN  AVAILABLE 
1905-1912 


Year 

1000 

kw. 

2000 
kw. 

3000 
kw. 

4000 

kw. 

5000 
kw. 

6000 
kw. 

7000 
kw. 

8000 
kw. 

9000 
kw. 

10000 
kw. 

lO 

1905 

365 
365 
365 
366 
365 
365 
365 
366 

365 
365 
365 
366 
365 
365 
365 
366 

365 
365 
365 
366 
365 
365 
365 
366 

365 
365 
362 
366 
365 
363 
362 
363 

365 
366 
349 
366 
365 
290 
307 
329 

365 
365 
332 
363 
365 
262 
244 
273 

365 
365 
322 
349 
357 
215 
202 
256 

365 
365 
288 
303 
^40 
133 
142 
241 

353 
365 
262 
270 
305 
113 
90 
228 

326 
342 
261 
227 
266 
104 
45 
203 

4 

^ 

1906 

4 

1907 

^ 

1908 

1909 

m 

1910 

1911 

1912 

1 

ToUl 

2922 
365 
100 

2922 
365 
100 

2922 
365 
100 

2911 

V364 

>9.8 

1 

2736 

342 

93.7 

23 

2569 

322 

88.2 

43 

2429 

304 

83.4 

61 

2175 

272 

74.5 

93 

2085 

261 

71.5 

104 

1873 

234 

64.3 

131 

lA 

M«An .  . 

3 

Per  cent 

Mean  deficiency 
(days) 

J 

1 

or  by  drawing  upon  the  supply  stored  in  the  reservoirs,  or  both,  " 
station  load  can  be  sufficiently  reduced  to  enable  the  pool  to  fill  agi 
in  two  or  three  days. 

15  Power  Available,  Table  2  gives  the  number  of  days  ] 
year  during  which  certain  amounts  of  power  in  blocks  of  1000  b 
would  have  been  available  for  each  year  from  1905  to  1912  inclusL 
A  flow  of  1750  cu.  ft.  per  second  corresponds  to  about  4000  kw. 
the  switchboard,  assuming  an  overall  efficiency  of  75  per  cent;  15 
cu.  ft.  per  second  under  32.3-ft.  head  corresponds  to  about  3100  k 
This  is  the  maximum  amount  of  power  which  could  be  counted 
with  positive  certainty  24  hours  of  the  day,  and  every  day  in  t 
year. 


ADOLPH   F.    UBTKR  265 

BCONOHIOAL   SIZE  OF   INSTALLATION 

16  The  desirability  of  utilizing,  for  power  development,  water 
vhich  is  arailable  for  only  a  portion  of  the  year,  is  dependent  mainly 
Qpon  the  relative  cost  of  producing  power  by  steam  plants  and  by 
nUa  power  plants.  i 

IT    Tf  the  cost  of  operating  a  given  steam  power  plant  a  certain 


'lit 


M  oas  on 

{  I 


0  y   000  ooo 

Par  C»nt  of  Time  Operated 

""■  9    Cost  or  Opkbatino  Steau,  and  ron  Additional  Watbr  Powm,  m>ii 
Different  Tiub  Fzriods 

"mber  of  hours  a  day  for  the  portion  of  the  year  during  which  ad- 

''orial  water  is  available  is  greater  than  the  fixed  charge  would  be 
"  the  additional  water  power  installation,  plus  the  cost  of  operating 
*'*  additional  installation  for  that  portion  of  the  year,  it  would  pay 

develop  such  power. 

IQ  The  curves  in  Fig.  9  are  based  on  the  following  assumptions: 
^^  rederal  Government  will  have  invested  about  $800,000  iit  a 
^ificafion  of  the  navigation  project,  to  provide  for  the  utilization 

*ater  power,  conseqaently  the  fixed  charges  on  this  amount  must 
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be  borne  by  whichever  size  of  installation  is  adopted.  It  will  at  one 
be  apparent  that  the  larger  the  installation,  the  less  the  fixed  chaig 
per  horsepower  will  be.  This,  of  course,  is  true  only  within  reasoi) 
able  limits,  as  the  draft  tubes  have  already  been  built,  and  hence  th 
friction  and  other  losses  resulting  from  the  discharge  of  larger  quAD 
tities  of  water  by  a  larger  turbine  installation  will  lower  the  efBciencr 
of  the  plant. 

19  A  detailed  estimate  of  the  total  cost  of  an  installation  neces 
sary  to  develop  about  15,^0  h.p.  is  made  later  in  this  paper.  Th< 
government  investment  amounts  to  $52.50  per  h.p.  and  the  additiona 
cost  of  installation  will  amount  to  about  $41.50  per  h.p.,  or  $6( 
per  kw. 

20  The  estimated  fixed  charge  for  each  additional  kilowatt  c 
capacity  of  water  power  installation  is  made  up  of  the  foUowii 
items: 

4%  per  cent  interest  on  $60.00 $2.70 

Sinking  fund    0.40 

Depreciation  (or  renewal  fund) 3.00 

Annual  fixed  charge $6.10 

21  The  cost  of  operation  for  the  additional  water  power  instal 
tiou  is  estimated  at  $3  per  kw.  per  jcslt.  The  cost  of  operation  J 
the  steam  plant  is  on  the  basis  of  large  modem  units.  Plants 
25,000  to  50,000-kw.  capacity,  using  large  units  and  operating  on 
50  per  cent  load  factor,  can  produce  electrical  energy  at  an  operati : 
cost  of  about  0.45  cents  per  kw-hr.  This  is  equivalent  to  a  total  « 
of  about  $28  per  kw.  per  year  for  12-hour  power. 

22  It  would  appear  from  the  curves  in  Fig.  9  that  the  cost 
furnishing  8-hour  power  by  a  large  steam  plant  would  be  the  sac 
as  the  cost  of  furnishing  such  power  by  a  hydroelectric  plant,  usii 
water  available  58  per  cent  of  the  time.  The  cost  of  12-hour  stea 
power  would  just  equal  the  cost  of  hydroelectric  power  produced  fro 
water  available  37  per  cent  of  the  time.  As  the  ordinary  commerci 
light  and  power  loads  have  a  load  factor  averaging  between  36  and  t 
per  cent,  it  would  appear  desirable  to  install  a  plant  capable  of  usiii 
all  the  water  which  would,  on  an  average,  be  available  for  at  least  4 
per  cent  of  the  time,  provided  the  owner  of  the  water  power  possessc 
a  large  steam  plant. 

23  If  the  Momicipal  Electric  Company  undertook  to  develop  th 
power^  however,  it  would  either  have  to  sell^  in  the  open  market^  az 
surplus  power  not  required  for  public  purposes,  developed  from  wati 
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■TiiliMe  for  only  a  portion  of  the  year,  or  elae  install  a  st«am 
■uiililiy.  If  it  sold  the  excess  power  in  the  open  market  to  consumers 
vho  me  developing  their  own  power  by  a  large  steam  plant,  it  coold 
not  expect  to  receive  more  than  about  15  per  cent  of  what  this  power 
might  be  worth  to  said  consumerB. 


H 


I 


Per  Cent  of  Tima  Wntcr  is  Ava-\ablm 

Fig.  10    Cost  or  Combined  Power  for  'Dittehxht  Periods 

S4  On  this  basis,  power  developed  from  water  available  50  per 
^*  of  the  time  might  just  find  a  market  with  consumers  who  were  de- 
*^t>itig  12-hoar  steam  power.  When  available  at  all,  such  excess 
""^T  could  be  furnished  at  any  time  of  the  day,  and  for  24  hours  if 
^^**sary,  but  it  would  have  to  be  either  utilized  or  wasted,  as  the 
^^T  could  not  be  stored.  Ample  notice,  however,  could  be  given 
^*tunerB. 
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25  On  the  above  assumptions,  it  would  appear  advisabh 
install  a  plant  of  10y500-kw.  capacity^  inasmuch  as  this  amonn 
power  would  be  available  for  at  least  50  per  cent  of  the  time,  acoon 
to  Table  2,  smaller  amoimts  being  available,  of  course,  for  lo] 
periods. 

26  In  case  the  company  installed  a  steam  auxiliary  plan* 
supply  power  on  days  when  the  necessary  water  was  not  available 
that  the  power  from  the  combined  source  could  be  furnished  any  1 
of  the  day  and  every  day  of  the  year,  the  fixed  charge  would  hav 
be  paid  on  the  combined  installation,  and  tlie  total  cost  of  furnisl 
such  power  would  again  depend  upon  the  per  cent  of  time  the  w 
was  available. 

27  It  is  assumed  that  the  steam  auxiliary  power  plant  wc 
have  a  capacity  of  about  5000  kw.  and  would  cost  $90  per  kw.  ' 
fixed  charge  is  assumed  as  9.8  per  cent,  or  $8.80  per  kw.  per  y 
composed  of  the  following  items: 

Intereet   4.5  per  cent 

Sinking   fund    0.5  per  cent 

Depreciation  (or  renewal  fund) 4.8  per  cent 

Total    fixed    charge 9.8  per  cent 

28  The  fixed  charge  on  the  additional  water  power  installa 
is  assumed  as  $6.10  per  kw.  per  year,  in  accordance}  with  the  deta 
estimate  previously  given. 

29  Power  from  such  a  combined  source  would  have  to  com' 
with  power  produced  by  large  steam  plants,  if  not  utilized  by 
Municipal  Electric  Company  itself.    It  would  appear  from  the  cut 
Fig,  10,  that  water  would  need  to  be  available  84  per  cent  of 
time  in  order  to  bring  the  cost  of  combined  power  down  to  the 
of  8-hour  steam  power  produced  by  large  plants.    For  water  avail 
75  per  cent  of  the  time,  the  cost  of  combined  power  would  just  e< 
the  cost  of  12-hour  steam  power,  and  for  water  available  70  per  < 
of  the  time,  the  cost  would  just  equal  16-hour  steam  power, 
cost  of  24-hour  power  developed  by  such  a  combined  plant  using  w 
available  less  than  64  per  cent  of  the  time,  would  be  greater  than 
cost  of  24-hour  power  developwl  by  a  large  steam  plant. 

30  Considering  the  cost  of  connecting  up,  by  pole  line  or  cond 
to  some  large  plant,  and  of  the  difference  between  cost  and  mai 
price  of  power,  it  is  probable  that  the  Municipal  Electric  Comp 
could  not  purchase  even  large  blocks  of  peak  power  at  less  than 
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cents  per  kw-hr.  for  12-bour  power.  On  this  basis  it  would  just  pay 
to  iiutall  turbines  capable  of  developing  water  power  which  would 
be  a?ailable  at  least  50  per  cent  of  the  time,  and  to  add  a  5000-kw. 
steim  auxiliary  plant  when  the  Municipal  Electric  Company's  own 
demands  for  power  warranted  such  installation. 

INSTALLATION  PROPOSED 

31  The  great  reduction  in  head  during  high  water  makes  it 

flecessary  to  install  a  plant  of  very  much  greater  turbine  capacity 

tban  would  be  necessary  under  more  imiform  head  conditions.     At 

times  of  high  water  there  is  not  only  a  reduction  in  the  available 

iead,  but  also  a  reduction  in  the  amount  of  water  which  any  given 

turbine  installation  is  capable  of  utilizing.     As  the  discharge  from 

turbines  varies  with  the  square  root  of  the  head,  any  given  turbine 

installation  at  the  High  Dam  operated  at  a  certain  gate  opening  will 

be    able  to  discharge  only  about  eight-tenths  as  much  water  under 

flood  conditions  as  under  low  water  conditions. 

32  On  the  basis  of  Holyoke  test  data,  a  preliminary  study  was 

made  of  the  probable  performance  of  turbines  of  the  size  which  it 

will  be  necessary  to  install  in  order  to  develop  the  contemplated  power, 

operating  under  the  conditions  which  will  obtain  at  the  High  Dam, 

i-^v  under  a  head  varying  from  30.5  ft.  at  low  water  to  22  ft.  at 

extreme  flood  stage.    After  this  preliminary  study  had  been  made,  it 

^PP^red  desirable  tentatively  to  recommend  the  installation  of  four 

""^its  having  a  rated  capacity  at  full  gate  under  low  water  head  of 

**^ut  5000  h.p.  per  unit;  either  one  or  two  runners  to  be  used  on 

^*^  shaft  and  the  turbines  to  be  direct-connected  to  3500-kva.  gene- 

f*tei^.    Even  this  installation,  however,  would  be  capable  of  develop- 

^S  oiily  about  7000  kw.  at  extreme  high  water.    Very  good  efficiencies 

^^^Id  be  secured  under  heads  ranging  from  32  to  36V^  ft.  when  opc- 

'^^g  such  turbines  at  from  65  per  cent  to  90  per  cent  gate  opening. 

^Ur  units  would  carry  the  normal  station  load  of  10,500  kw.  when 

^Pei^ting  at  about  72  per  cent  gate  opening  and  under  a  34-ft.  head. 

^clx  an  installation  would  also  be  capable  of  developing  10,500  kw. 

^^^'ing  ordinary  flood  conditions,  under  a  29-ft.  head,  when  all  four 

^^'t^  were  operated  at  approximately  full  gate  opening.    Three  units 

^ViJl  gate  opening  under  low-water  head,  with  only  a  small  overload 

'the  generators,  depending  on  the  power  factor,  would  also  be 

^l>^l)le  of  developing  10,500  kw. 

^3    It  is  believed  that  the  rather  large  installation  would  be  fully 
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warranted  by  the  conditions  under  which  this  plant  would  be  requi 
to  operate.  While  the  full  rated  capacity  of  the  plant  at  low  wi 
and  under  full  gate  might  be  considered  as  20,000  h.p.,  the  nor 
capacity  would  really  be  only  about  15,200  h.p.,  inasmuch  as  it  wc 
be  poor  policy  not  to  have  a  reserve  unit  under  ordinary  conditi 
of  head,  stream  flow,  and  load. 

PBOBABLE   COST   OP  DEVELOPING  THE   WATER  POWER 

34  The  Federal  Government  has  practically  completed  the  m< 
fied  project  in  accordance  with  the  Act  of  Congress  of  1910,  and 
United  States  Engineer  OflSce  at  St.  Paul  has  estimated  that 
total  cost  of  the  project,  as  modified  for  the  development  of  wi 
power,  including  the  construction  of  the  power  house  substructi 
draft  tubes,  etc.,  will  be  $800,000  more  than  the  cost  of  the  origi 
project  would  have  been. 

35  In  the  Stevens  bill  now  pending  in  Congress,  it  is  provi 
that  the  Municipal  Electric  Company  pay  not  less  than  3  per  c 
interest  on  the  amount  which  the  Government  has  invested  for 
purpose  of  making  the  water  power  available.  For  an  installai 
of  15,200  h.p.,  the  Government  investment  amounts  to  about  $52 
per.h.p. 

36  Additional  Expenditure  Required.    In  order  to  complete 
power  house  and  install  the  necessary  machinery,  an  additional 
penditure  of  about  $630,000  will  be  required.   This  includes  intei 
during  construction,  insurance,  engineering,   supervision,  and  c 
liiigencies,  and  $50,000  working  capital  or  "emergency  fund,'' 
quired  by  the  laws  of  Minnesota  under  which  the  Municipal  Elec 
Company  is  incorporated. 

37  Adding  the  Government  expenditure  of  $800,000  gives  J 
430,000  as  the  investnlent  cost  of  the  plant.     This  amount  is  e<j 
to  about  $94  per  h.p. » aft  the  turbine  shaft,  and  $136  per  kw.  at 
switchboard. 

3)8     Fixed  Charges  and  Operating  Cost.  The  fixed  charges  on 
water  power  plant  will  be  about  as  follows: 

3  per  cent  interest  on  $800,000 $24,000  per  am 

4%  per  cent  interest  on  $630,000 28,400  per  am 

Sinking  fund  to  pay  off  $630,000  in  50  years  at  4  per  cent   .4,050 

Benewal  of  plant  in  15  years  at  4  per  cent 31,460 

Maintenance    10,090 

Total    fixed    charges $98,000 
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39  Adding  to  the  fixed  charges  the  annual  cost  of  operation  and 
lizoinigtration,  including  an  allowance  for  the  annual  charge  on  the 
invectment  in  transmission  lines  and  Bubstations  not  herein  itemized, 
tmgB  the  total  coat  of  developing  power  to  about  $150,000  to 
1175,000  per  »niTintn. 


PlO. 


Stol-ion   Load  F^efor^i 

Ekutivb  Valubs  of  Peue  and  OpfPeak  Powbb  ros  Duthmnt 
Load  Factobs 


40'  Coal  of  Power  per  Kw-TJr.  According  to  Table  2,  tlie  moan 
*'*'>ual  deficiehcy  of  power  up  to  6000  kw.  is  1,608,000  kw-hr.  Aa- 
^^'tting  that  the  eteam  pumps  would  be  operated  to  supply  thiy  de- 
Icienqy^  all  power  up  to  6000  kw.  may  be  considered  as  primary 
P**Wer  as  far  as  the  Municipal  Electric  Company  is  concerned.  The 
**•*!  annual  amoimt  of  such  power  which  would  have  been  available 
^*»tii]g  the  past  8  years  is,  on  the  basis  of  Table  2,  50,800,000  kw-hr. 
^He  total  amount  of  power  between  6000  kw.  and  10,500  kw.,  which 
*ould  have  been  available  during  the  same  time,  is  27,900,000  kw-hr., 
^*  a  total  of  78,700,000  kw-hr.  of  available  power  per  annum.  This  is 
Univalent  to  a  mean  of  9000  kw.,  and  on  this  basis  the  cost  of 
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developing  24-bour  power  would  be  a  trifle  less  than  two  tenths  of 
cent  per  kw-hr. 

41  If  we  assume  that  the  power  which  could  not  be  fumishe 
at  all  times, — ^the  "excess  power'^ — is  worth,  on  an  average,  one-thir 
as  much  as  the  "primary  power/'  there  would  be  an  average  o 
60,100,900  kw-hr.  of  power  available  each  year.  This  would  mak 
the  cost  of  developing  power  about  a  quarter  of  a  cent  per  kw-h] 
If  a  5000-kw.  steam  auxiliary  plant  were  installed  so  as  to  mab 
10,500  kw.  available  at  all  times,  the  cost  of  developing  this  pow< 
would  be  about  0.35  of  a  cent  per  kw-hr.  on  the  basis  of  24-hoi 
power. 

42  Pig.  11  shows  the  relative  values,  at  the  station,  of  "peal 
and  "off-peak"  power  for  different  load  factors,  on  the  basis  of  a  co 
of  a  quarter  of  a  cent  per  kw-hr.  for  continuous  power.  If  the  lot 
factor  of  the  station  for  any  given  load  were  very  small,  as,  for  e 
ample,  in  the  neighborhood  of  20  per  cent  off-peak  power  could 
sold  at  the  mere  additional  cost  of  operating  the  water  power  plax 
This  would  be,  in  the  case  under  consideration,  less  than  one-tett 
of  a  cent  per  kw-hr.  As  the  load  factor  became  larger,  the  value 
off-peak  power  would  approach  that  of  peak  power,  equaling  it  wYk* 
the  load  factor  became  100  per  cent,  and  at  all  times  possessing 
value  about  inversely  proportionate  to  its  effect  in  increasing  the  lo^ 
factor.  The  peak  power,  in  order  to  yield  a  return  equivalent  to 
quarter  of  a  cent  per  kw-hr.  for  continuous  power,  would  be  woxr 
about  one  and  one-fourth  cents  per  kw-hr.  at  20  per  cent  load  fact^ 
taking  into  consideration  the  slightly  lower  cost  of  operation  in  t 
case  of  power  furnished  for  only  a  small  portion  of  the  day,  1> 
without  taking  into  consideration  tlie  compensating  effect  of  ponda£ 
i.e.,  assuming  that  the  available  water  must  be  either  utilized 
wasted. 

43  With  a  station  load  factor  of  60  per  cent,  under  the  same  ^ 
sumptions,  the  value  of  peak  power  at  the  station  would  be  abo' 
four-tenths  of  a  cent  per  kw-hr,  and  off-peak  power  would  be  wor 
just  about  half  this  amount. 

44  When  the  effect  of  pondage  is  taken  into  consideration,  ho« 
ever,  the  load  factor  is  found  to  affect  the  cost  of  power  considerab 
less  than  the  value  of  that  factor  would  make  it  appear.  In  Pig.  S 
is  shown  a  characteristic  combined  street  lighting  and  miscellaneo^ 
light  and  power  load,  having  a  load  factor  of  40  per  cent.  Pig.  S 
shows  a  mass  curve  of  actual  consumption  of  current  and  of  mefl 
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autsumption,  or  equivalent  in  supply  of  water,  from  vhich  can  be 
nUed  the  quantity  of  power  which  muet  be  fuTDished  b;  stored  water 
i>t  TariouB  mean  rates  of  stream  flow.  From  this  value,  the  area  of 
tte  pond,  and  a  mean  head  for  each  particular  condition,  the  pool 
dactuAtion  for  various  rates  of  discbarge,  as  shown  in  Fig.  13,  was 
^termined. 


Pio.  12    Mass  Curvk  op  Conbumition 

i5  The  only  effect  of  the  load  factor,  then,  in  this  case  where  the 
f^ntire  flow  of  the  stream  was  being  utilit^ed  tliroiigh  pondage,  would 
"^  dxxe  to  a  rednction  in  available  head  from  drawiug  down  the  pool, 
""3  from  a  rise  in  the  tailwater  at  the  time  of  high  discbarge,  i.e., 
f**Ic  load.  Instead  of  the  40  per  cent  load  factor  having  increased 
'"*  cost  of  power  2^^  times,  as  indicated  in  Fig.  11,  it  has,  in  reality, 

■Dcreased  the  cost,  under  the  conditions  assumed,  less  than  10  per  cent. 

^ot  until  the  amount  of  water  continually  available  has  increased  to 

■^^OO  en.  ft.  per  sec.,  or  peak  load  conditions,  will  the  value  of  power 

"^  increased  214  *ol^  ^7  *  ***  P^"^  <^^"*'  '**"^  factor, 

UTILIZATION   OF   PDWEn 

■46  Present  Consumption.  Statistics  were  obtained,  from  all 
*'*ilible  sources,  giving  the  amount  of  power  at  present  consumed 
"y    the  Federal  Government,  the  State  of  Minnesota,  and  the  cities 
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have  been  increased  by  25  per  cent.  The  present  gas  and  gasolene  stree 
lamps  in  the  cities  of  Minneapolis  and  St.  Paul  have  been  assumec 
to  be  replaced  by  electric  lights  in  the  proportion  of  about  one  an 
light  or  equivalent,  to  four  existing  gas  or  gasolene  lamps.  A  lightiii| 
installation  of  4000  arc  lights  and  1000  ornamental  lights  or  equiva 
lent,  was  assumed  for  Minneapolis,  and  2700  arc  lights  and  60( 
ornamental  lights,  or  equivalent,  for  St.  Paul.  This  would  practical]; 
double  the  present  consumption  of  current  for  street  lighting  purpoee; 
in  the  two  cities. 

50  The  future  power  requirements  for  pumping  represent  wha 
will  be  needed  in  1920,  on  the  basis  of  the  past  few  years'  increasa 
in  water  consumption.  It  represents  an  increase  of  practically  51 
per  cent.  The  future  requirements  of  the  State  University  are  basec 
on  an  approximate  doubling  of  the  present  consumption. 

51  Load  Factors.  The  mean  annual  station  load  from  the  abovi 
estimated  consumption  of  current  for  public  purposes  will  be  about 
5500  kw.  by  1920.  The  peak  load  will  be  about  8500  kw.  and  th< 
load  factor  about  65  per  cent.  In  Figs.  15  and  16  are  graphicall] 
shown  typical  December  and  Jime  station  loads,  planned  with  a  vie^ 
to  keeping  the  station  load  factor  as  large  as  possible.  By  running 
the  Minneapolis  and  St.  Paul  pumps  during  the  off-peak  hours,  i 
December  load  factor,  for  present  loads,  of  about  87  per  cent  can  bt 
secured,  and  for  future  loads,  a  factor  of  about  74  per  cent  can  b 
secured.  The  load  factor  for  the  miscellaneous  light  and  power  low 
is  about  44  per  cent  in  December,  and  60  per  cent  in  June.  That  fo: 
the  street  lighting  load  is  about  56  per  cent  in  December  and  27  pe: 
cent  in  June.  These  load  factors  on  the  whole  are  considerably  bette 
than  those  usually  obtained  from  conmiercial  light  and  power  loads 
During  June,  the  present  station  load  factor  woiild  be  about  76  pe 
cent,  but  the  future  load  factor  would  be  reduced  to  about  60  per  cen 
unless  the  installation  of  motor  driven  pumps  in  Minneapolis  is  in 
creased.  The  present  installation  will  soon  be  insufficient  to  suppl; 
the  increased  water  consumption  even  if  run  24  hours  of  the  daj 
This,  of  course,  is  uneconomical,  as  it  would  result  in  adding  th« 
Minneapolis  pump  load  to  the  peak.  Before  this  condition  is  reached 
however,  Minneapolis  no  doubt  will  find  it  advisable  to  install  an  ad 
ditional  motor-driven  pump;  in  fact,  this  is  already  under  con 
sideration. 

52  The  mean  1920  December  station  load  will  be  about  6000  kw 
This  would  be  secured  from  a  discharge  of  2600  cu.  ft  per  aeocnu 
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under  the  low  water  head.    The  mean  1920  June  station  load  will  be 
about  5200  kw. 

53  The  total  amount  of  electrical  energy  which  will  probably  be 
required  in  December  1920,  for  street  lighting  and  for  miscellaneous 
light  and  power  purposes,  measured  at  the  station,  is  about  93,000 
kw-hr.  This  amount  of  electrical  energy  would  be  secured  from  a 
discharge  of  1650  cu.  ft.  per  second  under  the  low  water  head. 

54  Use  of  Steam  Pumps.    Through  proper  cooperation  between 
the  cities,  the  State  University,  and  the  Municipal  Electric  Company, 
the  existing  steam  pumping  plants  of  the  two  cities  can  be  made  to 
serve  economically  the  dual  purpose  of  emergency  pumping  equip- 
ment and  small  auxiliary  power  plant.    So  far  as  the  reliability  of  a 
water  supply  is  concerned,  a  combined  steam  and  electric  pumping 
plant  is  preferable  to  a  plant  dependent  upon  electrical  power  alone. 
So  far  as  additional  power  required  during  periods  of  low  water  is 
^ncemed,  the  steam  pumping  plants  constitute  the  very  best  small 
anxiliary.    They  can  deliver  water  to  the  reservoirs  at  less  operating 
^  than  a  5000-h.p.  steam  plant,  generating  current  which  has  to  be 
transmitted  and  transformed,  and  then  applied  through  a  motor  to 
^'itrifugal  pumps,  can  possibly  do.     As  the  steam  pumping  plants 
^  in  existence,  they  serve  as  emergency  pumping  equipment  and 
^•^^Uiary  power  plant  of  about  2500  kw.  capacity  at  the  same  time. 

'^S     The  reservoir  storage  at  the   Minneapolis  filtration   plant 

^/"ouxits  to  about  80,000,000  gal.    By  1920  the  daily  water  consump- 

^^^^  in  winter  is  not  likely  to  exceed  40,000,000  gal.    The  Minneapolis 

^ft^rn  pumps  have  a  capacity  of  30,000,000  gal.  daily,  so  that  in  case 

®   electrical  pumps  were  temporarily  disabled,  or  no  current  were 

*^*^l^ble,  the  steam  pumps,  by  running  continually,  would  be  able 

^  ^Vunish  the  additional  water  necessary  to  supply  the  city  for  8 

"V^*     The  St.  Paul  steam  pumps  have  an  aggregate  capacity  of  about 

^^^^  the  present  mean  daily  water  consumption.    A  flow  of  1750 

^-     :^t.  per  second  is  equivalent  to  about  98,000  kilowatt  hours  of 

P^^i^^T  per  day.    Whenever,  because  of  low  water,  the  power  output 

^^U-    ^  this  amoimt,  it  would  be  necessary  to  run  the  two  Minneapolis 

^^^^-^saa  pumps  practically  all  day.    Whenever  the  discharge  fell  to  2000 

^-    ^"t.  per  second,  it  would  be  necessary  to  run  these  two  Minneapolis 

P^iiXipg  about  16  hours  a  day.    It  is  probable  that  it  would  be  necessary 

^  *nan  the  steam  pumps  for  at  least  a  portion  of  the  day,  on  an  average 

^5   "to  30  days  a  year,  or  5  per  cent  to  8  per  cent  of  the  time.    This 

^  ^ot  entirely  a  disadvantage,  however,  as  it  would  serve  to  insure  the 
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• 

have  been  increased  by  25  per  cent.  The  present  gas  and  gasolene  i 
lamps  in  the  cities  of  Minneapolis  and  St.  Panl  have  been  aas 
to  be  replaced  by  electric  lights  in  the  proportion  of  abont  on 
light  or  equivalent,  to  four  existing  gas  or  gasolene  lamps.  A  lig: 
installation  of  4000  arc  lights  and  1000  ornamental  lights  or  eq 
lent,  was  assumed  for  Minneapolis,  and  2700  arc  lights  and 
ornamental  lights,  or  equivalent,  for  St.  Paul.  This  would  practi 
double  the  present  consumption  of  current  for  street  lighting  pur 
in  the  two  cities. 

50  The  future  power  requirements  for  pumping  represent 
will  be  needed  in  1920,  on  the  basis  of  the  past  few  years'  inc 
in  water  consumption.     It  represents  an  increase  of  practical! 
per  cent.    The  future  requirements  of  the  State  University  are  1 
on  an  approximate  doubling  of  the  present  consumption. 

51  Load  Factors.  The  mean  annual  station  load  from  the  f 
estimated  consumption  of  current  for  public  purposes  will  be  f 
5500  kw.  by  1920.  The  peak  load  will  be  about  8500  kw.  an( 
load  factor  about  65  per  cent.  In  Figs.  15  and  16  are  graphi 
shown  typical  December  and  June  station  loads,  planned  with  a 
to  keeping  the  station  load  factor  as  large  as  possible.  By  rui] 
the  Minneapolis  and  St.  Paul  pumps  during  the  off-peak  hou 
December  load  factor,  for  present  loads,  of  about  87  per  cent  ci 
secured,  and  for  future  loads,  a  factor  of  about  74  per  cent  ca 
secured.  The  load  factor  for  the  miscellaneous  light  and  power 
is  about  44  per  cent  in  December,  and  60  per  cent  in  June.  Tha 
the  street  lighting  load  is  about  56  per  cent  in  December  and  2' 
cent  in  June.  These  load  factors  on  the  whole  are  considerably  b 
than  those  usually  obtained  from  conmiercial  light  and  power  1 
During  Jime,  the  present  station  load  factor  woiild  be  about  7( 
cent,  but  the  future  load  factor  would  be  reduced  to  about  60  per 
unless  the  installation  of  motor  driven  pumps  in  Minneapolis  i 
creased.  The  present  installation  will  soon  be  insufScient  to  si 
the  increased  water  consumption  even  if  run  24  hours  of  the 
This,  of  course,  is  uneconomical,  as  it  would  result  in  adding 
Minneapolis  pump  load  to  the  peak.  Before  this  condition  is  rea< 
however,  Minneapolis  no  doubt  will  find  it  advisable  to  install  ai 
ditional  motor-driven  pump;  in  fact,  this  is  already  under 
sideration. 

52  The  mean  1920  December  station  load  will  be  about  600( 
This  would  be  secured  from  a  discharge  of  2600  cu.  ft  per  se 
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tmler  the  low  water  head.    The  mean  1920  June  station  load  will  be 
about  5200  kw. 

53  The  total  amount  of  electrical  energy  which  will  probably  be 
lecpiiTed  in  December  192O9  for  street  lighting  and  for  miscellaneous 
light  and  power  purposes,  measured  at  the  station,  is  about  93,000 
kw-hr.  This  amount  of  electrical  energy  would  be  secured  from  a 
diMiharge  of  1650  cu.  ft.  per  second  under  the  low  water  head. 

54  Use  of  Steam  Pumps.    Through  proper  cooperation  between 
the  cities,  the  State  University,  and  the  Municipal  Electric  Company, 
the  existing  steam  pumping  plants  of  the  two  cities  can  be  made  to 
serve  economically  the  dual  purpose  of  emergency  pumping  equip- 
ment and  small  auxiliary  power  plant.    So  far  as  the  reliability  of  a 
water  supply  is  concerned,  a  combined  steam  and  electric  pumping 
plant  is  preferable  to  a  plant  dependent  upon  electrical  power  alone. 
So  far  as  additional  power  required  during  periods  of  low  water  is 
concerned,  the  steam  pumping  plants  constitute  the  very  best  small 
auxiliary.    They  can  deliver  water  to  the  reservoirs  at  less  operating 
cost  than  a  5000-h.p.  steam  plant,  generating  current  which  has  to  be 
transmitted  and  transformed,  and  then  applied  through  a  motor  to 
centrifugal  pumps,  can  possibly  do.     As  the  steam  pumping  plants 
"^  in  existence,  they  serve  as  emergency  pumping  equipment  and 
auxiliary  power  plant  of  about  2500  kw.  capacity  at  the  same  time. 

56    The  reservoir  storage  at   the   Minneapolis   filtration   plant 
amounts  to  about  80,000,000  gal.    By  1920  the  daily  water  consump- 
tion in  winter  is  not  likely  to  exceed  40,000,000  gal.    The  Minneapolis 
^Tfx  pumps  have  a  capacity  of  30,000,000  gal.  daily,  so  that  in  case 
"^®  electrical  pumps  were  temporarily  disabled,  or  no  current  were 
*^*ilable,  the  steam  pumps,  by  running  continually,  would  be  able 
^  furnish  the  additional  water  necessary  to  supply  the  city  for  8 
*y^    The  St.  Paul  steam  pumps  have  an  aggregate  capacity  of  about 
^oe  the  present  mean  daily  water  consumption.    A  flow  of  1750 
^  ft.  per  second  is  equivalent  to  about  98,000  kilowatt  hours  of 
Po^er  per  day.    Whenever,  because  of  low  water,  the  power  output 
^  to  this  amount,  it  would  be  necessary  to  run  the  two  Minneapolis 
*^*ixx  pumps  practically  all  day.    Whenever  the  discharge  fell  to  2000 
^-  't.  per  second,  it  would  be  necessary  to  run  these  two  Minneapolis 
P^iUcipg  about  16  hours  a  day.    It  is  probable  that  it  would  be  necessary 
^  ^"tm  the  steam  pumps  for  at  least  a  portion  of  the  day,  on  an  average 
*5  -t^  3Q  ^^yg  ^  yeBi,  or  6  per  cent  to  8  per  cent  of  the  time.    This 
^  ^ot  entirely  a  disadvantage,  however,  as  it  would  serve  to  insure  the 
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emergency  steam  pumping  equipment  of  both  cities  being  kep 
good  operating  condition. 

56  On  the  basis  of  statistics  obtained  from  the  1912  repoi 
the  Supervisor  of  Water  Works,  Minneapolis,  the  fuel  and  labor 
of  operating  the  steam  pumps  has  been  computed  to  be  equivaler 
a  rate  of  practically  one-half  a  cent  per  kw-hr.  for  the  electric  pui 
This  is  about  half  the  cost  of  electric  power  developed  by  a  si 
auxiliary  steam  plant. 

57  As  previously  iudicattul,  during  extremely  cold  weather 
maximum  available  21-hour  power  may  occasionally  fall  to  less  I 
4000  kw.  By  utilizing  the  steam  pumping  plant  for  a  few  days  < 
year,  and  drawing  on  the  available  pondage,  the  maximum  avail 
primary  power  can  be  raised  from  .'5100  to  about  6000  kw.,  and 
lower  cost  than  could  be  done  by  a  small  steam  power  plant. 

58  Even  if,  in  the  near  future,  there  should  be  an  extreme  fl 
such  as  may  occur  for  a  day  or  two  once  in  15  or  20  years,  the  w 
power  plant  would  still  be  able  to  carry  a  peak  of  about  7000 
This  is  more  than  would  be  recjuired  for  the  street  lights  and  mii 
laneous  light  and  power  uses.  The  steam  pumps  could  again  be 
for  a  few  days  to  supply  any  deficiency. 

59  SurpltLS  Power,  It  is  estimated  that  by  1920  tlie  mean  am 
rate  of  consumption  of  power  for  the  purposes  previously  outlined 
be  about  4520  kw.,  if  the  gas  and  gasolene  lights  are  replacec 
electric  lights  as  contemplated  in  this  paper.  This  is  equivalent 
mean  annual  station  load  of  5500  kw.  The  mean  December  sta 
load  would  be  about  6000  kw.,  but  in  order  to  be  able  to  meet 
Municipal  Electric  Company's  own  peak  load  at  times  of  high  wi 
a  very  much  larger  installation  would  be  required.  In  fact,  an 
stallation  rated  at  10,500  kw.  under  normal  head  and  with  one  s 
unit  would  furnish  only  very  little  more  than  the  peak  load  w 
will  probably  have  to  be  carried  during  the  spring  montlis  by  1 

GO  Assuming,  then,  that  the  Municipal  Electric  Company  in 
near  future  would  want  to  reserve  for  its  own  uses,  as  previously 
lined,  6000  kw.,  there  would  still  remain  about  4500  kw.  of  eJ 
power.  The  mean  annual  amount  of  available  power  will  be  a 
9000  kw.  With  an  installation  as  contemplated  in  this  pape: 
would  be  possible  to  carry  a  peak  load  for  several  hours  of  12,500 
under  normal  head,  and  for  one  hour  a  peak  of  about  13,500  kw. 
asmuch  as  the  Mimicipal  Electric  Company's  peak  would  be  a 
8500  kw.  by  1920,  it  is  apparent  that  4000  or  5000  kw.  of  excess  po 
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when  available  at  all,  could  be  carried  over  the  peak.  This,  un- 
doubtedly, would  make  the  excess  power  of  considerably  greater  value 
than  if  it  were  necessary  to  sell  it  all  as  off-peak  power. 

61  The  installation  contemplated  in  this  paper  would  assure  a 
reeerve  unit  for  use  in  case  one  of  the  other  three  units  was  temporarily 
disabled.  This  unit  could  also  be  put  into  service  whenever,  at  times 
of  ordinary  high  water,  such  as  may  occur  for  about  a  month  each 
year,  the  head  is  reduced  to  a  point  where  the  three  units  would  no 
longer  be  able  to  carry  the  load.  It  would  also  serve  to  make  available, 
M  peak  power,  the  excess  power,  whenever  such  power  could  be 
fiiniished  at  all.  Until  the  demands  of  the  community,  for  power 
for  public  purposes,  enable  the  Municipal  Electric  company  to  utilize 
all  of  the  available  power,  the  surplus  should  be  disposed  of  in  such 
Duumer  as  would  be  of  the  greatest  benefit  to  the  public. 

PROBABLE  BENEFITS 

62    The  writer  has  made  detailed  estimates  of  the  savings  to  the 

community  that  would  result  from  the  operation  of  the  proposed 

hydroelectric  plant,  and  places  it  conservatively  at  about  $200,000 

P®'  annum  by  a  few  years  after  the  Municipal  Electric  Company  has 

**^8un  operations. 

DISCUSSION 

At  the  time  of  the  Spring  Meeting  high  water  in  the  Mississippi 
^^de  it  impossible  for  those  in  attendance  to  inspect  the  construction 
^<>rk  of  the  High  Dam.  In  presenting  his  paper,  therefore,  the  au- 
thor showed  slides  of  the  dam  and  power  house  in  various  stages  of 
cx)inpletion,  which  gave  a  clear  idea  of  the  work  in  progress.  He 
included  with  conmients  on  the  high  stage  of  the  river  and  the 
amount  of  power  that  would  be  available  at  different  levels,  referring 
te  He  effect  of  the  Government  reservoirs  at  the  headquarters  of  the 
^^©x,  which  comprise  the  largest  reservoir  system  for  stream  regula- 
tion in  the  world. 

-As  a  result  of  these  remarks  most  of  the  discussion  which  followed 
filtered  about  the  effect  of  the  reservoirs,  both  in  relation  to  the  use 
^f  the  river  for  navigation  purposes  and  the  development  of  the 
P^^^'er  project  at  the  High  Dam.  This  subject  is  one  of  great  magni- 
^^e  and  the  short  time  available  at  the  meeting  permitted  only 
''^gmentary  discussion  quite  inadequate  to  the  problem. 
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THE  HANDLING  OF  COAL  AT  THE  HEAD 

OF  THE  GREAT  LAKES 

By  G.  H.  Hutchinson/  St.  Paul,  Minn. 

Non-Member 

1  An  industiy  of  such  importance  as  the  handling  of  coal  on  the 
Great  Lakes  is  of  interest  from  an  historical  as  well  as  a  mechanical 
view  point,  so  that  it  has  seemed  well  to  trace  briefly  the  growth  of 
the  traflSc  and  to  give  step  by  step  the  gradual  development  of  the 
mechanical  coal  handling  devices  from  the  simple  beginning  to  the 
present  elaborate  installations. 

^   The  natural  waterway  formed  by  the  Great  Lakes,  extending 
^or  1000  miles  from  Buffalo  to  the  head  of  the  lakes,  not  only  affords 
cheap  transportation,  but  facilitates  the  handling  of  enormous  ton- 
^^e  with  'greater  dispatch  and  with  less  confusion  and  congestion 
^'^M  would  be  possible  by  rail.    The  transportation  annually  of  many 
^^'^illion  tons  of  iron  ore,  copper  and  coal,  of  large  quantities  of  manu- 
factured goods,  and  immense  grain  crops  from  tributary  territory  has 
resulted  in  the  building  up  of  several  natural  centers  of  distribution 
^^  considerable  magnitude.     Among  these  in  order  of  tonnage  are 
^^e  twin  ports  of  Duluth-Superior,  Buffalo,  Chicago,  and  Milwaukee 
^^ig.  1),  together  with  a  large  number  of  other  ports  of  importance 
^^  the  lower  and  upper  lakes.    The  Great  Lakes  not  only  facilitate 
^^  distribution  to  consumers  of  the  products  of  the  mines,  the  soil 
^d    the   factory,   but   make   possible   the   bringing   together,    at   a 
^^^imum  cost  for  transportation,  of  millions  of  tons  of  iron  ore  and 
^*>  a  factor  of  importance  in  the  cheap  production  of  steel. 
^     The  Duluth-Superior  harbor  at  the  head  of  the  lakes  is  not 
.  ^3^  the  natural  distributing  point  for  the  Northwest,  but  the  harbor 
^^ll  is  unsurpassed,  considering  the  essential  features  of  safety,  size 
harbor,  length  of  shore-line,  and  the  large  easily  improved  area 
^ilable  for  dockage. 

^^Uhief  Engineer,  North  Western  Fuel  Company. 

^^esented   at  the   Spring  Meeting,   St.   Paul-Minneapolis,    1914,   of   The 

CAN  SOCIETT  OF  MECHANICAL  ENGINEERS. 
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4  The  shipment  of  coal  to  the  Northwest  by  way  of  the  ( 
Lakes  began  as  /ar  hack  as  If^H,  when  about  1414  tons  p 
through  the  ikto  Canal.  Little,  if  any,  of  this  was  taken  to  Di 
and  Superior,  as  the  bulk  of  it  went  to  tlic  copper  country  in  Hich 
It  remained  for  E.  N.  Saunders,  for  many  years  president  of  the  J> 
Western  Fuel  Company,  to  conceive  the  idea  that  coal  could  be  e 
and  cheaply  carried  by  way  of  the  Great  Lakes  through  the  9» 
this  northwest  territory,  so  much  in  need  of  good  fuel  at  reaaoj 
prices.  In  1871,  he  hrought  up  the  first  cargo  of  commercial 
ever  unloaded  in  Diiluth,  and  his  total  shipments  during  that 
were  about  3000  tons.  This  enterprise  was  conducted  by 
Saunders  personally  for  a  period  of  about  four  years,  during  « 
time  he  liad  no  dock  and  the  coal  was  unloaded  for  him,  either  b; 
railroad  company  or  by  B.  .8.  Russell,  a  dealer  in  Duluth.    The 
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was  not  slocked,  liut  was  rcMliipped  direct  by  rail.  The  coat  bus 
having  grown  lo  somewhat  large  proportions,  the  leading  coal  dt 
in  St.  I'aul  and  Minneapolis  formc<l  an  association  In  iii75  tu  hi 
c-oat  at  l>uluth,  which  in  IST!  was  organized  as  the  North  We 
Vue\  (/ompuny.  J.  J.  Hill  was  the  first  president  and  K.  N.  Saui 
was  the  general  sui^erin  tun  dent.  The  same  year,  a  dock  was  set 
at  Duluth  and  equipped  for  handling  coal. 

5  The  increase  in  tonnage  of  coal  distributed  through  the  N 
west  is  perhaj)s  the  best  index  of  the  growth  of  this  section  o 
country,  as  coal  is  used  almost  exclusively  for  fuel  for*  domestic 
power  ])urposes  in  tlie  cities,  and  for  locomotive  firing,  and  is  al 
general  use  throughout  the  farming  districts.  To  a  limited  ei 
Eastern  coal  shipped  by  laki*  is  distributed  as  far  west  as  the  P 
coast.     The  growth  of  Ihe  coal  traffic,  which  hae  been  very  i 
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wttin  the  past  few  years,  will  be  further  augmented  by  the  general 
P^'rth  of  the  Northwest,  the  demands  made  by  the  mills  of  the  Min- 
nesota steel  plant  now  nearing  completion,  and  by  industries  which 
^1  be  established  near  the  steel  plant  with  a  view  to  the  fabrication 
of  its  output.    The  demand  for  coal  will  be  further  increased  by  the 
aecreasing  available  supply  of  wood  for  fuel. 

^  The  kinds  of  coal  transported  by  water  for  distribution 
mrongli  the  Northwest  comprise  the  various  grades  of  bituminous 
ana  antJiracitc  and  the  several  iiiterniodiato  grades  of  coal  from 
Pennsylvania,  West  Virginia,  Ohio,  Maryland  and  Konhu'ky;  the 
bitumixious  <»oal  from  Illinois  and  Iowa  and  other  states  being  dis- 
tribute^ by  rail.  Briquets  for  both  power  and  donu»stic  i)urpow^s  are 
aljM)  b^iiig  manufactured  in  c^onsidorable  (juaiitiiies  at  Superior  from 
anthtac^ite  dust  and  Pocahontas  smokeless  screenings. 

"i       The  marked  increase  in  the  coal  trade  and  of  lake  and  rail 

traffic    of  all  kinds,  as  shown  in  the  diagram  in  Fig.  2,  has  called  for 

radical    development  in  the  means  for  lake  and  rail  transportation, 

Mid  \Ti  the  harbor  and  other  terminal  facilities,  and  the  writer  be- 

"cves  that  the  statement  is  justified  that  this  demand  is  being  met 

'0  an  adequate  manner.     As  in  other  lines  of  activity,  the  increased 

^oluino  of  business  and  the  development  of  facilities  are  mutually  de- 

l^-^dent,  each  making  the  other  necessary  and  possible.    In  consider- 

^^S  the  extensive  and  highly  developed  equipment  of  today  required 

y  the  large  tonnage  handled,  we  should  not  lose  sight  of  the  fact 

'^^t  the  primitive  methods  and  equipment  may  have  been  as  well 

**^^pted,  all  features  considered,  to  the  primitive  conditions  and  to 

'^^Hdling  the  tonnage  of  the  early  days,  as  the  modem  methods  and 

^tiipment  are  suited  to  the  present  conditions  and  demands.     The 

^^spatch  which  is  required  in  handling  large  tonnage,  is  the  chief 

Element  justifying  as  well  as  demanding  present  day  equipment  and 

*^ilities,  for  when  ultimate  economy  is  considered,  the  gain  is  ap- 

P^reiit  rather  than  real,  as  the  cost  of  actually  handling  coal  is  but 

^^Xiall  percentage  of  the  total  cost,  including  initial  investment, 

*^i^itenanee   and   other   overhead    charges.     This    development   of 

r^^^ilities  has  not  been  restricted  to  any  individual  feature,  but  has 

^^^   general  and  applies  to  methods  of  mining,  preparation  of  coal 

^^Xines,  transportation  to  lake  ports,  loading  to  vessels,  water  trans- 

^^  ^"t^ation,  and  the  unloading  and  other  handling  operations  at  the 

iving  docks. 
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DKVXLOPMENT    OP   TRAFFIC    ON    THE    GEBAT    LAKES 

S  Ihe  degree  in  vMch  lake  vessels  have  responded  to  the  de- 
JOiJid  of  increasing  trafBc  becomes  evident  when  we  consider  that  40 
y**™  ago  the  lake  craft  was  made  np  largely  of  ■wooden  schooners  of 


VCARS 

PiQ-     s    DuoBAM    BHOwiNG    Estimated    Annual    Valuations    or    Fkuoht 
FA^siKo  the  Soo  fbom  1S8T  to  1S18 

30O    tons  to  700  tons  burden,  at  which  time  the  total  annoal  tonnage 

P**«iag  through  the  Soo  canal  was  less  than  900,000  tons.    In  1912, 

""*-    «f  a  total  of  853  freight  carriers,  there  were  127  vessels  between 

^*    ft  and  GOO  ft.  long,  having  carrying  capacity  of  from  9000  to 

»Ooo  tons;  and  12  veBaels  over  600  ft,  long,  having  a  carrying 
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capacity  of  between  11,000  tons  and  14,000  tons.  The  total  tonna 
passing  the  Soo  canal  in  1I)K5  was  nearly  80,000,000  tons.  Fig. 
shows  tlie  estimated  annual  valuation  of  freight  passing  tiie  S<m)  fr 
1887  to  1912,  showing  uji  increase  of  slightly  more  than  1000 
cent  during  ^5  years.  The  coal  passing  through  the  Soo  canals 
1855  was  10  per  cent  of  the  total  tonnage  for  that  year;  in  11>12 
percentage  was  20.<5  per  cent. 

9  The  gradual  reduction  of  freight  rates  for  water  transpor 
tion  of  coal  to  Lake  Supi*rior  for  25  years  is  also  shown  in  Fig.  3,  fr< 
which  it  will  be  noted  that  the  rate  in  1912  was  J30  cents  per  sli 
ton,  or  only  one-third  of  that  in  1887. 

10  Forty  years  ago,  it  was  ncctessary  to  guarantee  return  ca 
for  a  boat  before  chartering  it  for  a  trip  to  the  head  of  the  lakes, 
the  present  time,  however,  the  eastbound  shipments  from  Lake    ^ 
perior  are  about  three  and  one-fourth  times  as  large  as  the  westboii 
shipments,  with  the  result  that  many  boats  engaged  in  the  iron    <- 
trade  return  light  on  the  westbound  trip. 

11  The  increasing  tonnage  of  coal  handled  from  mines  to  I 
and  seaboard  ports  has,  in  conjimction  with  the  iron  ore  traffic  frc:J 
the  lower  lake  ports  to  furnaces,  led  to  the  introduction  of  railro^ 
cars  of  large  capacity,  with  corresponding  development  of  track  sf^ 
motive  power,  until  today  there  are  several  hundred  90-ton  cars 
service  on  at  least  one  road,  transporting  coal  to  seaboard,  whicli 
from  six  to  tw(»lve  times  the  sizt;  of  coal  cars  of  40  years  ago,  and  p^ 
visii)n  is  now  being  made  at  the  docks  for  handling  still  larger  en 
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TRAN'SFKR  OF  COAL  FOH    LAKK  SlfirMENT 

1.2  The  transfer  of  coal  at  the  h>wer  lake  ]jort5  is  ordinarily  mti^ 
(lir(»ct  from  cars  to  boats  without  stocking.  Prior  to  1802,  coal  ^'-^ 
loade<l  to  boats  from  railroad  cars  cithrr  bv  wlu'clbarrow  or  l)v  simf* 
derricks  e(piip])ed  with  small  tubs,  into  which  coal  was  dumped 
shoveled,  dejM'nding  upon  the  kind  of  cars.  In  about  189:2,  however,  t^ 
first  successful  car  dumj)er  (Fig.  4)  was  built  at  Ashtabula  on 
Erie  f(»r  clumping  the  entire  contents  of  gondola  cars  into  vessels  at: 
single  operati(ni.  This  was  an  end  dumper  designed  by  G.  H.  Hul^ 
and  built  by  the  McMyler  Manufacturing  Company;  it  tilted  t;I  "^^ 
car  endwise,  re<|uiring  special  gondola  cars  with  end  doors  for  di  *^' 
charging  the  (M»nlents  of  the  car  into  the  boat.  After  the  installati*'^  ^ 
(»f  a  second  similar  end  dumper  at  Fairport  in  1H9.3,  there  follon^^ 
in  rapid  sui-cession  several  types  of  side  car  dumj)ers,  known  res 
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r  End  Cab  Dumpeh,  dbsioned  hv  O.  II.  IIiti.itt,  ikhtallei 
AsHTABtTLA,  Ohio,  is  ist)a 
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tively  as  the  Mclfyler,  Long,  Brown,  Thomburg  and  Holett 
dumpers  or  tipplea,  which,  as  the  term  indicates,  tilted  the  care  si 
wise  and  permitted  the  handling  of  all  types  of  gondola  can,  € 
charging  the  coat  over  the  aides  of  the  cars  into  a  concentrating  ap' 
or  hopper,  Figs.  5,  G,  7,  8  and  9.  So  far  as  specified  above,  the  p 
cess  of  handling  the  coal  was  much  the  same  for  the  various  side 
dampers,  but  for  the  remainder  of  the  process,  in  which  the  coa" 


Kio.  6    McMyT,£K  Oak  XH'mpek,  I'ltii.ADRLPtiiA,  Pa. 

transferred  from  the  concentrating  apron  or  hopper  to  the  liold 

the  vessel,  there  arc  three  methods : 

a  That  in  use  on  the  earlier  dumper::  in  which  the  cosl  i 
discharged  from  the  hopper  direct  to  the  hold  of  the  bi 
through  simple  short  chutes 
b  That  in  use  on  several  of  the  dumpers,  built  between  U 
and  1900,  in  which  the  coal  was  discharged  from  the  a 
centrating  hopper  into  two  or  more  bottom  dump  ak 
of  sufficient  aggregate  capacity  to  hold  the  contents  o1 
car,  these  skips  being  then  carried  ovor  the  boat  on  ra 
or  on  overhead  truck  and  lowered  into  the  hatch  heti 
dumping,  with  a  view  to  keep-down  the  breakage 
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c  That  Id  use  on  all,  ot  nearly  all,  the  dumpers  built  within 
the  past  15  years,  and  on  a  few  earlier  ones,  in  which  the 
flow  of  the  coal  is  measurably  controlled  within  articu- 
lated, entirely  enclosed,  telescopic  chutes  or  spouts,  which 
are  extended  to  the  bottom  of  the  boat  for  starting*  the 
pile  of  coal  in  the  hold,  and  gradually  raised  ae  the  pile 


is  built  up,  tliua  largely  avoiding  free  fall  of  the  coal,  in 

order  to  reduce  breakage, 
^3    The  number  of  car  dampers  in  service  is  increasing  rapidly, 
'^  >t  preaent  there  is  in  progress  the  installation  of  several  large  car 
ra^npers  dengned  for  handling  forty  lOO-ton  cars  per  hour.    In  all 
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the  car  dumpors,  except  a  few  of  tlie  very  earliest  ones,  every  pro 
tion  lias  been  taken  to  avoid  breakage  of  coal. 


fill.  H    HuLETT  Tbaveksisg  Car  Di'mpek,  bvii.t  hy  Wki.c.man-Seavkr-Hoi 
CoHFAi^y  FOR  Stocking  Iron  Ore  at  PirTSDiKaii  Stkel  Company's 
Plant,  Monebsek,  Pa. 

I)o<:ks  for  hbci:ivi n'o.  STurKiNo  anii  liEsinPpixG  oo.vl 

14  At  the  receiving  ports,  in  adilitJnn  to  the  unloadiDg  of  ■ 
from  vessels  and  loading  to  cars  for  rcshipment  by  rail,  provieio: 
made  for  the  stocking,  during  the  season  of  navigation  of  about  m 


G.  tl.  HUTCHINBON  298 

moDths,  of  several  million  tons  of  coal  to  serve  as  reserve  stock  for 
mpplfing  the  heavy  vinter  demands,  and  also  to  be  drawn  upon  for 
tile  GUJDg  of  such  orders,  during  the  season  of  navigation,  as  cannot 
^  reahipped  direct  from  boats  without  docking.  The  docks  for  re- 
"^^iog,  stoddng  and  reshipping  of  coal  are  built  out  from  the  shore 
wd  vuj  in  width  from  about  400  ft.  to  about  a  quarter  of  a  mile. 


'»  in  length  from  about  1000, ft.  to  three-quarters  of  a  mile.  Ordi- 
*"*lj  these  docks  are  served  by  a  single  slip  along  one  side,  although 
,  '^*  of  the  wider  docks,  which  are  equipped  for  unloading  on  both 
'^B,  have  two  vessel  slips  for  discharging  cargo.  The  depth  of  water 
^kese  slips  should  be  as  much  as  21  ft.,  and  some  slips  have  been 
'^'iged  to  a  depth  of  2fi  ft.,  or  more  below  TJ.  S,  mean  low  water 


81(1. 
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datum.    The  slips  are  of  various  widths  from  about  60  ft.  or 
up  to  about  1^00  ft.,  in  the  wider  slips  provision  having  been 
for  the  passing  of  two  of  the  widest  vessels  under  tow.    The  si 
areas  are  surrounded  on  the  Water  sides  by  timber  cribs,  exte 
from  somewhat  below  the  bottom  of  the  slip  to  dock  level 
elevation  of  approximately  6  ft.  above  mean  low  water;  or  by 
bination  cribs,  in  which  the  lower  timber  part  is  capped  wit! 
Crete,  which  extends  from  dock  level  to  somewhat  below  the  si 
of  the  water.     In  both  types  of  construction,  the  timber  cril 
ordinarily  sand  filled  and  additional  stability  is  provided  by  the 
ing  of  piles  in  front  of  the  front  and  back  walls,  and  further  in 
instances  by  anchoring  the  cribs  to  piles  driven  well  back  in  the 
area.    The  dock  area  is  usually  filled  with  sand  deposited  by  hyd 
dredge,  which  gives  very  satisfactory  results,  as  this  method  of 
insures  against  settlement,  providing  the  original  bottom  is  of  si] 
nature.     This  district  is  favored  in  having  an  abundant  sup] 
river  and  lake  sand  suitable  for  filling  purposes.     The  coal  si 
area  is  covered  either  with  a  hard  or  soft  wood  plank  floor,  2 
3  in.  thick,  or  is  paved  with  concrete. 

15  The  machine  tracks  on  which  the  coal  hoists  and  coal  b 
and  other  movable  equipment  travel  along  the  dock,  are  ordinal 
pile  and  heavy  timber,  or  pile  and  concrete  construction.  For 
on  which  the  heavier  bridges  travel,  100  lb.  high-grade  steel 
laid  in  either  one  or  two  lines  are  required  at  each  truck,  and 
the  pile  and  concrete  construction  is  used,  the  rails  should  be  c 
directly  either  on  continuous  longitudinal  timber  stringers, 
wood  cross  ties  for  cushioning  the  rails. 

16  The  proper  provision  for  the  storage  of  loaded  can 
empties,  and  the  loading  and  weighing  of  cars,  with  sufficient 
tional  trackage  to  supply  dispatch  in  switching  service,  requires 
two  or  three  to  five  miles  of  railroad  track  per  dock,  and  the  j 
serving  of  these  tracks  requires  extensive  bolt-line  facilities. 

DEVELOPMENT      OF      EQUIPMENT      FOR      TJNIX)ADING,      STOCKING 

RELOADING   FOR   RAIL   SHIPMENT 

• 

17  Prior  to  1876,  the  equipment  for  unloading  coal  from  i 
comprised  a  tub  formed  of  a  half  oil  barrel,  which  a  horse,  tta 
along  the  dock,  hoisted  by  means  of  ropes  passing  around  defl< 
sheaves  located  on  the  dock  near  the  water  front,  and  thence 
snatch  blocks  suspended  on  fore  and  aft  ro})os  spanning  the  dii 
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between  masts  on  the  vessel^  permitting  the  shifting  of  the  tubs  along 
the  suspension  rope  from  hatch  to  hatch.     In  imloading  by  this 
method,  the  boats,  which  were  of  300  tons  to  700  tons  capacity,  were 
required  to  lay  up  about  a  week.    After  hoisting,  the  coal  was  dumped 
into  wheelbarrows  and  transferred  to  stook  pile  on  the  dock,  for  which 
purpose  wheeling  planks  were  provided,  extending  from  a  point  over 
the  boat  to  the  rear  side  of  the  dock,  which  at  this  time  had  a  width 
of  about  50  ft.  to  75  ft.     These  wheeling  planks  were  carried  on 
wooden  supports  or  "horses,"  of  sufficient  height  to  clear  the  vessel 
mil,  which,  at  the  beginning  of  unloading,  would  be  about  3  ft.  to  5 
ft  above  the  dock.    From  time  to  time,  as  the  boat  rose  in  being  un- 
loaded, it  was  necessary  to  interrupt  the  taking  out  of  coal  while  the 
wheeling  gang  blocked  up  the  several  bents  supporting  the  wheeling 
plank  on  the  dock  to  suit  the  new  height  of  boat.    Delays  incident  to 
this  work  occupied  about  50  per  cent  of  the  total  unloading  time. 
Tbis  first  process  is  shown  on  Fig.  10. 

IS  In  1876  there  was  made  at  Duluth  the  first  improvement 
vhich  largely  avoided  this  delay,  permitting  practically  continuous 
^ork  in  the  actual  discharging  of  the  cargo.  As  a  consequence  of 
this  first  improvement,  which  resulted  in  greatly  increasing  dispatch 
m  unloading,  the  lake  freight  rate  was  cut  about  75  cents  per  ton, 
Mnounting  to  about  250  per  cent  of  the  present  lake  rate.  While  this 
change  was  of  a  very  simple  nature,  it  represents  a  greater  saving  per 
*^n  than  any  subsequent  improvement,  and  in  fact  is  one  of  the  few 
developments  which  has  resulted  in  marked  increase  in  dispatch  with 
^tual  reduction  in  cost  of  equipment  and  operation. 

19    This  revised  method  of  unloading  is  shown  on  Figs.  11  and 

^2,  from  which  it  will  be  noted  that  similar  but  simplified  equipment 

^*®   ^ised,  and  that  the  improvement  resulted  principally  from  the 

iJethod  of  supporting  the  wheeling  plank  and  of  stocking  the  coal. 

^^  ^heeling  plank  was  placed  at  a  fixed  height  of  about  10  ft.  above 

6  dock,  and  was  carried  on  adjustable  horses  placed  on  the  deck  of 

^  ^at  and  on  a  horse  located  on  the  front  of  the  dock.     As  the 

^   J'ose,  the  wheeling  plank  was  maintained  at  a  constant  height 

^^   the  dock  level  by  shifting  the  cross  beams,  which  carried  the 

^ling  plank  on  the  horses,  located  on  the  vessel  deck,  to  suc- 

^^ely  lower  supports  on  these  horses;  this  operation  was  readily 

^^'med,  and  without  appreciable  delay  to  unloading  operations. 

^O     Another  feature  which  reduced  the  time  and  simplified  the 

*^^^tion  was  the  method  of  building  the  stock  pile,  which,  in  the 
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Fin.  10     Primitive  Mkthod  of  Unix)ai>ing  (k)AL,  in  (ienkkal  Use  ovef 

Lakes  Pkiok  to  1876 


Fio.  11     First   Improved   Method   tskd   in    187(i,   in    General   Use 

THE  Lakes 
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improved  method^  required  the  wheeling  plank  to  extend  only  to  tl 
crest  of  the  10  ft.  pile  at  the  front  of  the  dock,  from  which  point  tl 
pile  was  extended  at  full  height  to  the  rear  of  the  dock^  and  serve 
as  support  for  the  wheeling  plank,  thus  reducing  the  number  < 
horses  required.  In  the  original  method,  the  wheeling  plank  extendc 
the  full  width  of  the  dock  from  the  start,  and  the  coal  pile  was  bui 
up  as  the  boat  rose.  The  writer  is  advised  by  the  dock  superintendei 
who  first  used  this  improved  method  at  the  head  of  the  lakes,  tin 
both  the  original  method  referred  to  and  this  improved  method  .we: 
in  general  use  over  the  lakes  at  the  times  mentioned. 

2-1  A  simple  form  of  derrick  was  in  use  in  Chicago  in  1877  f< 
the  purpose  of  hoisting  coal  from  boats.  ,  About  1878  or  1*879, 
special  type  of  derrick  was  introduced  on  the  North  Western  Pu 
Company's  Duluth  Dock  No.  1,  six  of  which  were  spaced  along  tl 
dock  front  about  6^  ft.  apart  and  arranged  for  operation  in  pairs, 
being  possible  to  operate  only  one  pair  on  a  boat  at  a  time.  Tl 
tubs  on  the  two  derricks  were  hoisted  simultaneously  by  meai 
of  a  small  hoisting  engine.  These  derricks  were  similar  to  those  sti 
in  use  on  some  of  the  older  docks  at  Duluth  and  Superior,  and  we: 
equipped  with  half -ton  Stuebner  self-righting  tubs  of  the  same  gener 
type  as  the  tubs  now  in  use.  Tracks  were  provided  along  a  long 
tudinal  unloading  platform  about  20  ft.  above  dock  level  with  tun 
oiits  to  tracks  on  transverse  timber  run-ways,  on  which  dump  ca 
were  operated  by  hand,  making  it  possible  to  stock  the  coal  to  a  depi 
of  about  20  ft.  on  any  part  of  the  dock,  irrespective  of  the  position  < 
tlio  boat.  This  gave  as  great  flexibility  in  the  distribution  of  coal  i 
stocking  as  is  afforded  by  that  type  of  present  day  plant  in  whic 
l)ulk  is  broken  at  dock  front  and  in  which  separate  lioisting,  long 
tudinal  transferring  and  stocking  units  are  employed.  This  princip 
ol  flexibility  was  recognized  in  this  first  steam-operated  plant,  a 
though  it  remained  for  later  installations  to  perfect  the  structiir 
and  mechanical  details. 

22  About  1881  or  1882,  a  tliird  and  marked  improvement  wj 
made  by  the  introduction  of  a  main  lineshaft  running  the  full  lengi 
of  the  dock  and  equipped  with  an  individual  hoist  for  each  derric 
which  permitted  the  independent  operation  of  each  derrick. 

23  In  1883,  a  Cleveland  concern  installed  for  the  Ohio  Centr 
Barge  &  Coal  Company  on  its  dock  in  Duluth,  now  Pittsburgh  Doc 
No.  1,  eight  wooden  bridges  of  150  ft.  span,  arranged  four  alor 
each  side  of  the  dock  and  patterned  after  similar  bridges  in  Clevi 
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I        l&nd.  These  bridges  were  built  in  pairs^  with  boiler  and  two  hoisting 
i        engines  located  on  the  double  pier^  from  which  point  a  rope  trolley^ 
equipped  with  1-ton  tub,  was  operated  on  each  span.     They  were 
equipped  with  hinged  aprons  extending  over  the  boat  when  in  serv- 
ice and  raised  for  clearing  vessels  when  not  in  use.    Coal  was  stocked 
2S  ft.  high.    The  bridges  were  moved  along  the  dock  by  hand  power. 
These  were  the  first  coal-handling  bridges  at  the  head  of  the  lakes. 

^4  Further  improvement  was  introduced  in  about  1885  or  1886 
in  the  spacing  of  the  derricks  to  suit  tlie  hatch'  spacing  on  the  boats, 
which  was  now  becoming  more  uniform,  making  possible  the  working 
of  e-Tery  second  hatch  simultaneously  without  shifting  the  boat.  About 
this  time,  also,  cables  were  installed  on  the  level  stocking  runways 
for  pulling  dump  cars  in  both  directions  by  power,  after  having  been 
pushed  from  the  unloading  platform  to  the  runways  by  hand. 

25  Prior  to  the  installation  of  the  first  reloading  runway  in 
about  1885,  reloading  to  cars  for  rail  shipment  was  done  by  wheel- 
barrow. From  1885  to  1888  or  1889,  these  reloading  runways  were 
quipped  with  trolleys  carrying  self-righting  tubs.  The  first  shovel 
bucket,  which  was  made  by  Mr.  Dole  of  Cleveland,  was  put  into  serv- 
ice at  the  head  of  the  lakes  on  the  Pennsylvania  and  Ohio  dock,  at 
present  known  as  the  Boston  Dock  of  the  St.  Paul  &  Western  Coal 
Company. 

^6    In   1887,  nine  portable,  steam,  timber,   Hunt  hoists,  each 

^^uipped  with  %-ton  tub  and  a  cable  railway  stocking  system,  were 

put    into  operation  on  the  Lehigh  Coal  &  Coke  Company^s  dock  in 

Superior  on  St.  Louis  Bay,  which  is  the  Nbrth  Western  Fuel  Com- 

pany^g  present  Dock  No.  ^.    The  hoists  were  located  on  an  elevated 

platform  at  the  dock  front,  along  which  they  traveled  from  hatch  to 

hatch  in  unloading  vessels.     These  hoists  were  placed  opposite  the 

''^^ways  on  which  it  was  desired  to  stock  the  coal.    Side  dump  cars 

^p^ed  the  coal  back  to  the  stock  pile  by  gravity,  at  the  same  time 

jaising  counterweights  which  returned  the  empty  cars  to  the  hoists 

J>^  reloading.    As  these  cars  had  no  longitudinal  movement  along  the 

^^   it  was  necessary  to  stock  the  coal  opposite  the  point  where  it 

^^  Hxiloaded,  making  in  this  respect  a  less  flexible  system  than  that 

*^  Xiientioned,  in  which  derricks  served  by  stocking  cars  traveling 

Situdinally  on  the  unloading  platform  and  transversely  on  runways 

"^^^  used. 

-*■*?    In  1888,  the  Brown  Hoisting  Machinery  Company  installed 
^^e  Pioneer  Fuel  Company  four  steel  bridge  tramways  on  their 
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dock  on  Rice's  Point,  Duluth,  now  operated  by  the  Clarkson  Coi 
&  Dock  Company.  These  bridges,  which  are  still  in  use,  have  a  spa 
of  188  ft.,  a  rear  80  ft.  cantilever  extension,  and  a  hinged  apron  34  f 
in  length  for  lowering  over  the  boat.  Each  bridge  is  carried  on  a  til 
ing  shear  leg  located  at  tlie  front  near  the  apron  hinge.  The  i^ 
outer  bridges  are  carried  on  single  piers,  and  the  two  inner  bridgi 
on  a  double  pier  at  the  rear,  spanning  two  railroad  tracks.  A  boih 
and  four  steam  hoisting  engines  arc  instalhid  on  the  double  pier  f( 
operating  the  four  bridges,  each  of  which  is  equipped  with  a  roj 
trolley  carrying  a  1-ton  tub.  The  bridges  are  propelled  on  machii 
tracks  along  the  dock,  in  part  by  steam  and  in  part  by  hand  powe 
The  bridges  are  inclined  with  a  rising  grade  toward  the  back  of  tl 
dock,  and  are  pivoted  at  the  piers  to  permit  skewing  horizontally  1 
suit  hatch  spacing. 

28  In  1890,  three  similar  Brown  bridge  tramways  were  orectc 
on  the  Silver  Creek  Coal  &  Dock  Company's  dock,  Superior,  which  wj 
later  taken  over  by  the  Philadelphia  &  Reading  Coal  &  Iron  Compan 
and  now  o}>erated  by  the  Great  Lakes  Coal  &  Dock  Company.  1 
1893,  three  Brown  bridges  of  the  same  type  were  erected  on  tl 
Pennsylvania  &  Ohio  Fuel  Company's  dock  at  Duluth,  which  lat 
came  into  the  hands  of  the  Boston  Coal  &  Wliarf  Company.  In  18£ 
a  single  additional  bridge  was  installed  on  this  dock,  this  last  brid^ 
being  one  of  the  latest  installations,  if  not  the  last  one,  where  tul 
were  used  exclusivelv,  or  before  the  introduction  of  elamshells. 

2-9  In  1H9»*^,  the  McMylor  Manufacturing  Company  instalk 
several  steel  bridges  of  180  ft.  span  with  100  ft.  cantilever,  on  tl 
dock  of  the  Youghiogheny  &  lichigh  Coal  Company,  Superior,  c 
which  tubs  were  at  first  used  but  lat(»r  ro})laced  by  1-%  ton  clam 
This  dock  is  now  known  as  the  Pittsburgh  Dock  No.  3,  and  is  ope 
ated  by  the  Reiss  Coal  Company.  The  Mead  Company,  in  about  189 
installed  on  this  dock  an  automatic  car  and  cable  railway  system. 

30  In  1896,  the  McMyler  Manufacturuig  Company  installed  se* 
eral  stationary  timber  steam  hoists,  fitted  with  st^el  booms  ai 
equipped  with  rope  trolley  carrying  chimsliell  grab  bucket,  on  the  doc 
of  the  Lehigh  Valley  Coal  Sales  Company  at  Superior. 

31  In  about  1899,  four  steel  susi)ension  cable  tramways,  ope 
ated  by  Lidgerwood  hoisting  engines,  were  installed  on  the  Lehig 
Coal  &  Coke  Company's  dock,  .Superior,  which  had  already  been  pa 
tially  equipped  with  the  movable  Hunt  hoists  previously  mentionei 
At  the  time  these  hoists  were  built,  or  possibly  a  little  later,  Hk 
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ven  equipped  with  Dole  single  rope  clamshell  buckets  of  about  l-tou 
capacity,  which  required  hand  tripping.  In  19Q2,  a  fifth  tramway, 
equipped  with  grab  bucket,  was  installed  by  the  Mead  Company. 
Steam  was  furnished  by  main  steam  line  from  a  central  boiler  plant 
St  tbe  inner  end  of  the  dock.  In  unloading,  coal  was  discharged  into 
the  hopper  on  the  front  pier,  and  stocked  by  means  of  bottom  dump 
**ips.    Beclaiming  was  done  by  shovel  buckets. 

3&    From  1&8G  to  ISilO  inclusive,  the  Dodge  system  of  anthracite 
storage*  was  developed  iu  the  installation  of  several  plants  in  the 


DoDOB  C-ovERKii  Anthracite  Stobiigb  Pi.a.vt,  I 
Sai.ks  (\)MpANy,  Superior,  Wis. 


"Kast,  and  in  18!)4  a  ll(),000-toii  covered  anthracite  plant  of  this  type, 
wjiuprising  two  units  of  S.j.llllO  tons  each,  wus  installed  fi>r  the  Ijehigh 
Galley  Coal  Sales  (!om]>uiiy  at  Superior,  shown  in  Fig.  la. 


KrTltKl   COAI,   nANni.tKO   PLANT 


33     In  1901,  the  Brown  Hoisting  Machinery  Company  started 

"*'   the  North  Western  Fuel  ('ompany  the  construction  of  the  first 

^  Metric  coal  handling  plant  ever  installed.     This  plant  consists  of 

*■    hoisting  towers  with  li/ij-ton  clamHhcU  grab  buckets,  later  re- 

"     *5e^  dy  2-ton  grab  bxickcts ;  three  transfer  cars ;  three  stocking  and 

'aiming  bridges,  each  having  155  ft.  2  in.  spans  and  +2  ft.  9  in. 

*"     cantilever,  giving  overall   length   of  r>Qii   ft.   3   in.,   and   each 

■p=^_*^*eKribeil  in  a  paper  ou  Hoisting  mul  C'onvi^jiiig  Machinery  by  Geo.  E. 
^^»«ib,  Trail*.  Vol.  30,  p.   123. 
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dock  on  Rice's  Point,  Duluth,  now  operated  by  the  Clarkson  Ct 
&  Dock  Company.  These  bridges,  which  are  still  in  use,  have  a  sp 
of  188  ft.,  a  rear  80  ft.  cantilever  extension,  and  a  hinged  apron  34 
in  length  for  lowering  over  the  boat.  Each  bridge  is  carried  on  a  ti 
ing  shear  leg  located  at  the  front  near  the  apron  hinge.  The  t 
outer  bridges  are  carried  on  single  ])iers,  and  the  two  inner  brid^ 
on  a  double  pier  at  the  rear,  spanning  two  railroad  tracks.  A  boil 
and  four  steam  hoisting  engines  are  installed  on  the  double  pier  i 
operating  the  four  bridges,  each  of  which  is  equipped  with  a  ro 
trolley  carrying  a  1-ton  tub.  The  bridges  arc  propelled  on  machi 
tracks  along  the  dock,  in  part  by  steam  and  in  part  by  hand  pow( 
The  bridges  arc  inclined  with  a  rising  grade  toward  the  back  of  t 
dock,  and  are  pivoted  at  the  piers  to  permit  skewing  horizontally 
suit  hatch  spacing. 

28  In  1890,  three  similar  Brown  bridge  tramways  were  erect 
on  the  Silver  Creek  Coal  &  Dock  Company's  dock,  Superior,  which  \i 
later  taken  over  by  the  Philadelphia  &  Reading  Coal  &  Iron  Compai 
and  now  operated  by  the  Great  Lakes  Coal  &  Dock  Company. 
1893,  three  Brown  bridges  of  the  same  type  were  erected  on  t 
Pennsylvania  &  Ohio  Fuel  Company's  dock  at  Duluth,  which  lai 
came  into  the  hands  of  the  Boston  Coal  &  Wharf  Company.  In  18 
a  single  additional  bridge  was  installed  on  this  dock,  this  last  brid 
being  one  of  the  latest  installations,  if  not  the  last  one,  where  tu 
were  used  exclusively,  or  ])efore  the  inlnnluction  of  clamshells. 

2S)  In  1H9.3,  the  McMylcr  Manufacturing  C-(»mpany  install 
several  steel  bridges  of  180  ft.  s}>an  with  100  ft.  cantilever,  on  t 
dock  of  the  Youghiogheny  &  TA»high  (\>al  (\)mpany,  Superior, 
which  tubs  were  at  first  used  hut  lat(T  rc})lacecl  by  1-34  ton  claB 
This  dock  is  now  known  as  the  Pittsburgh  Dock  No.  3,  and  is  op 
ated  by  the  Reiss  Coal  Company.  The  Mead  Company,  in  about  18^ 
installed  on  this  dock  an  automatic  car  anrl  cahle  railway  system. 

30  In  1896,  the  McMyler  Manufacturuig  Company  installed  a 
eral  stationary  timber  steam  hoists,  tilted  with  steel  booms  a 
equipped  with  rope  trolley  carrying  clamshell  grab  bucket,  on  the  dc 
of  the  Lehigh  Valley  Coal  Sales  Company  at  Superior. 

31  In  about  1899,  four  steel  suspension  cable  tramways,  op 
ated  by  Lidgerwood  hoisting  engines,  were  installed  on  the  Lehi 
Coal  &  Coke  Company's  dock,  Superior,  which  had  already  been  pi 
tially  equipped  with  the  movable  Hunt  hoists  previously  mentions 
At  the  time  these  hoists  were  built,  or  possibly  a  little  later,,  th 
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vere  equipped  with  Dole  single  rope  clamshell  buckets  ot  about  1-ton 
capacity,  which  re<juirc<l  haitil  tripping.  In  190S,  a  fifth  tramway, 
equipped  with  grab  bucket,  was  installed  by  the  Mead  Company. 
Steam  waa  furnished  by  main  steam  line  from  a  central  boiler  plant 
at  the  timer  end  of  the  dock.  In  unloadiug,  coat  was  discharged  into 
the  hopper  on  the  front  pier,  and  stocked  by  means  of  bottom  dump 
skips-    Itcclaiming  was  done  by  shuvel  buckets. 

33    Prom  ISSG  to  18.00  inclusive,  the  Dodge  system  of  anthracite 
utorage'  was  developed  in  the  installation  of  several  plants  in  the 


^'^^    13    DoDOK  CovxRH)  Antiihacite  eTOSAOE  Plant,  LEutaH  Valley  ('«al 
Sai.es  Company,  Supbkiok,  Wis. 

''-ast,  and  in  1894  a  lHI.UOO-ton  covered  niitliracite  plant  of  this  type, 
I'omjjriBiijg  two  units  of  .W.CKhi  (onw  cacIi,  wus  installed  for  tl»'  I-ehigh 
al|**y  (?oal  Sales  C'om(>iiny  at  Superior,  sliowii  in  Fig.  i;i. 

FIRMT  Ki.EL-riiKl   COAI.    lIAXllMMd    PLANT 

3-3    In  1901,  the  Brown  Hoisting  Machinery  Company  started 

*"     "the  North  Western  Fuel  (Company  the  ciiiistruction  of  the  first 

^'^'tric  coal  handling  plant  ever  installed.     This  plant  consists  of 

^^^^^   hoisting  towers  with  I'/g-ton  clamsiiell  grab  buckets,  later  re- 

^  *<i«l  by  2-ton  grab  buckets ;  three  transfer  cars ;  three  stocking  and 

**^*-«iiiiing  bridges,  each  having  155  ft.  3  in.  spans  and  +2  ft,  9  in. 

*"**■*■   cantilever,  giving  overall   length  of   508   ft.   3   in.,   and  each 

,^    ^D«Mribed  in  a  paper  on  Hointiiif;  ami  ('oiiv<'_viiig  Mafhinerj  by  Geo.  E. 
^*«:«ab,  Trani.  Vol,  30,  p.  123. 
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e«iuipped  with  one  stocking  man  trolley,  carrying  a  7-ton  aeli-right 
tub,  and  one  maD  trolley  for  reclaiming,  carrying  a  4-ton  shi 
bucket.  The  hoisting  motors  on  the  towers  are  controlled  by  di 
type  controUers  and  magnetic  awitches.  Two  continuous  lines 
timber  bins  are  provided,  one  near  the  front  end  of  the  dock  im 
diately  in  the  rear  of  the  hoisting  towers,  on  which  the  transfer  • 
travel,  and  one  at  the  rear  of  the  dock  forming  support  for  the  i 
bridge  tracks. 

34  Coal  is  unloaded  from  the  boat  by  means  of  the  clamshell, 
deposited  in  a  15-ton  hopper  in  the  tower.  The  stocking  trolley  v 
its  7-ton  tub  is  brought  by  the  transfer  car  to  place  opposite  the  to 


bin,  from  which  it  receives  the  coal.  The  transfer  car  then  runs  i 
bridge,  with  which  it  registers,  permitting  the  stocking  trolley  to 
liver  coal  to  stock  pile.  The  function  of  the  transfer  car  is  to  j 
fle.'dbility  of  operation  in  unloading,  stocking,  reclaiming  and  di 
reshipment  by  rail,  thus  permitting  the  stocking  of  coal  when 
desired  on  the  dock,  irrespective  of  the  location  of  the  vessel 
hoisting  towers,  and  equal  flexibility  in  loading  out. 

35  Later,  a  fourth  bridge  was  added  with  reclaiming  trol 
Direct  current  is  furnished  this  equipment  from  a  central  general 
system  located  on  the  dock.     To  relieve  the  generators  of  the  1 
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]  peaks,  incident  principally  to  accelerating  in  hoisting  and  traveling, 
f  a  storage  battery,  having  momentary  output  of  2040  ampheres,  later 
\  iiKTeased  to  &720  ampheres,  was  installed.  The  rated  capacity  of 
this  plant  was  the  imloading  of  a  5000  ton  boat  in  ten  hours.  In 
actual  performance,  however,  this  has  at  times  been  considerably  ex- 
ct^eded.  The  construction  and  equipment  of  this  dock  is  important, 
as  it  was  the  first  electrically  operated  dock  in  the  world ;  the  first 
on  which  coal  handling  man  trolleys  were  used;  and  the  first  coal 
(lock  on  which  all  the  operations  were  performed  by  power,  making 
possible  a  new  record  for  speed  and  capacity  (Figs.  14, 15, 29  and  30). 

36    In  1902,  three  Brown  bridge  tramways  were  installed  for  the 
Eastern  Railway  Company  of  Minnesota,  and  later  taken  over  by 
^i^e  Jones  &  Adams  Company.     This  dock  is  now  known  as  Pitts-. 
hurgh  Dock  No.  6,  and  operated  by  the  Island  Creek  Coal  Sales  Com- 
pany.    These  bridges  were  equipped  with  rope  trolleys  carrying  l^^- 
^'^n   clamshell  grab  buckets,  and  were  operated  by  steam. 

RECENT  INSTALLATIONS 

37    In  1905,  the  Mead  Company  installed,  for  the  M.  A.  Hanua 
^oal    Company  on  their  Superior  Dock,  a  plant  comprising  three 
^^^a.ni  traveling  imloading  hoists,  which  are  mounted  on  a  longi- 
^^<i^iiial  unloading  platform,  each  equipped  with  a  2-ton  clamshell; 
tw-o     262  ft.   span  traversing  bridges  for  stocking  and   reclaiming 
^*itv\minou8  coal,  and  Mead  automatic  cars  and  cable  railway  for 
^^tiooldng  both  bituminous  and  anthracite  coal.    In  stocking  bituminous 
^•oal,  the  automatic  cars  run  along  tracks  carried  on  transverse  sta- 
tionary elevated  runways,  leading  to  the  longitudinal  tracks  on  the 
Wicl^os,  giving  flexibility  in  stocking  operations.     In  stocking  an- 
Hirsicitc,  the  course  of  the  car  is  confined  to  the  elevated  stationary 
run  'Ways. 

^  A  similar  installation  was  made  by  the  Mead  (^ompany  about 
^^^e  same  time  on  the  Northern  Coal  &  Dock  Company's  dock,  Su- 
perior, 

39  The  Zenith  Furnace  Company's  dock,  Duluth,  is  equipped 
^^5  ^^^^  Mead  imloading  towers  handling  2-ton  clams,  one  Mead 
^J'lclg^  and  Mead  automatic  car  and  cable  railway  system. 

'iO  In  1906  and  1907,  the  Duluth  and  Iron  Ean«re  Railroad  Com- 
pai\y>g  ^j^i  j^^  ^^  jp^^  Harbors  was  equipped  witli  a  Moad  plant 

^^^^pxising  three  steam  hoisting  towers  handling  2-toii  clams  and 
"'Counted  for  traveling  on  a  40-ft.  high  steel  trestle;  an  electric  1-ton 
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automatic  car  and  cable  railway  system;  and  an  electrically  opera 
stocking  and  reclaiming  bridge  handling  a  2-ton  shovel  bucket.  T 
dock  has  a  storage  area  about  275  ft.  wide  by  900  ft.  long,  an< 
nominal  storage  capacity  of  about  150^000  tons.  Owing  to  local  c 
ditions  the  dock  does  not  directly  face  the  slip,  which  requires 
hoisting  towers  to  operate  at  some  distance  from  the  storage  ai 
giving  conditions  to  which  the  portajj^e  hoist  and  cable  railv 
system  is  peculiarly  adapted. 

41  A  recent  Mead  installation  of  same  general  type  but  differ 
in  detail,  made  on  the  Washington  Street  dock  of  the  Milwau 
Western  Fuel  Company  at  Milwaukee,  and  equipped  with  screen 
plant  in  bridge  in  place  of  the  fixed  loading  bins,  is  shown  in  Fig. 

42  The  stocking  of  coal  by  means  of  a  belt  conveyor  on  a  bri 
is  a  method  used  by  the  Bobins  Conveying  Belt  Company.  In 
plant  of  this  type  coal  is  stocked  on  the  dock  at  the  rate  of  600  1 
per  hour,  the  conveyor  having  a  traveling  tripper  for  distributing 
coal,  which  it  receives  from  a  second  belt  conveyor,  which  in  turn 
ceives  the  coal  from  a  system  of  conveyors  at  the  unloading  tow 
Beclaiming  is  done  by  a  clamshell  bucket  at  the  rate  of  300  i 
per  hour. 

43  In  1906,  a  200,000-ton  covered  anthracite  storage  plant 
stocking  coal  60  ft.  high  was  installed  on  Section  2  of  the  Nc 
Western  Fuel  Company^s  Superior  Dock  No.  1.  Coal  is  unloaded 
two  Heyl  &  Patterson  electric  hoists,  equipped  with  3-ton  clamsh( 
and  stocked  and  reclaimed  by  means  of  Dodge  reversing,  elect 
driven,  ribbon  bottom,  flight  conveyors  of  250  and  300  tons  hoi 
capacity.  In  stocking,  coal  is  discharged  from  the  top  run  of  ( 
veyors  into  storage  building  or  3000-ton  shipping  pocket,  and 
claimed  by  the  bottom  run  of  these  conveyors,  working  in  tuni 
beneath  the  coal  pile.  Breakage  of  coal  is  avoided,  when  starting 
pile  in  stocking,  by  lowering  the  coal  through  Humphrey  self  lo^ 
ing  chutes,  Fig.  17.  After  building  the  pile  to  full  height  at  a  sii 
point,  the  ribbon  bottom  of  the  conveyor  is  drawn  in,  or  extended 
the  crest  of  the  pile  advances.  The  coal  is  loaded  for  reshipmen 
the  single  3000-ton  shipping  pocket.    This  plant  is  shown  in  Fig. 

44  In  1907  or  1908,  the  Wellman-.Seaver-Morgan  Company 
stalled  two  Hulett  bridges  of  176-ft.  span  witli  130-ft.  cantilever, 
equipped  with  2-ton  grab  buckets,  on  the  Boston  dock  of  the  St.  I 
&  Western  Coal  Company.    These  bridges  are  steam-operated  and 
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pronded  with  separate  hoiBts  and  trolley  eDgines,  and  controlled  by 

twoopnatora. 
M   One  of  the  larger  electric  bituminouB  coal  haQdlibg  bridge 

installations,  on  which  the  rope  trolley  is  ased,  was  made  on  the  Ber- 

find  Fuel  Company's  Dock  in  Superior  in  1907.  Fig.  19.  This  is 
une  of  the  later  trolley  installations  prior  to  the  general  introduction 
of  the  large  man-trolley  bridge.  These  bridges  are  606  ft.  long  with 
^5  ft.  span,  equipped  with  3-ton  clamshells,  and  are  supplemented 


Fio.  17    HuMPHRKv  Shelf  Lowbuno  Chuti 

y  '"evolving  locomotive  cranes  and  movable  screenings  tower.  All 
"^'ickns  of  bridge  and  bucket  are  controlled  by  one  operator  from 
^itJi^j.  q£  ^q  fixed  control  stations.    All  equipment  on  this  dock  is 

^ti-ically  operated  by  means  of  400-volt,  three-phase,  alternating 
'^'"'ent 

■^C  Fig.  30  shows  the  Duluth,  Missabe  &  Northern  coal  dock  at 
^^Vith,  which  is  604  ft.  wide  by  2000  ft.  long.  On  one  half  of  this 
'**'^W  was  installed  in  1907  a  Mead  plant,  comprising  tliree  portable 
QOLft^^  equipped  with  2-ton  clams,  4-ton  automatic  car  and  cable  rail- 
'*^V    system,  and  a  stocking  and  reclaiming  bridge  with  2-ton  shovel 
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bucket.  Proviaion  lias  uow  been  made  for  Bimilarlj  equipping 
other  half  of  the  i\wk,  using  4-ton  clams,  iu  place  of  the  2-toD  eh 
ott  two  additional  hoistR. 

KLECTKlCALLY-Ol'KltATKU  MAX-TIHILLBY  COAL  BRIDGK 

47     The  first  electrically  operated   i  nun -trolley  coal  bridge, 
which  the  unloading,  stockinjr,  reprepjiriiif;,  reclaiming  and  loa< 


Via.    ]H      HEVI.    AKtt    I'.VTTKllHOS     ANTHRiCITK     HOIKT»     AND    DODOB    STOC 
COWEVEB,    JNSTAI.I.Kn    ON     NoltTIt     WESTKIIN     VVV.l.    (;OMPANY'a    Bl<I>BBI 

Dock  No.  I,  l»U(l 


out  were  a<:<.'onipliEhcd  by  a  single  nnit,  wus  installed  by  Keyl  &  1 
terson  on  the  \orth  Western  Fuel  Company's  Superior  Dock  N- 
in  vn)i>.  This  bridge  has  a  span  of  303  fl.  l  iu.  and  is  455  ft  6 
long  overall,  with  screening  and  loading-nut  plant  mounted  on 
shear,  and  run  of  pile  loading  plant  on  the  pier.  The  man-tro 
was  equipped  with  5-ton  ITeyl  Hud  Fatteriioii  clam  for  unloading 
reclaiming  bitumiuonp  fotil,  this  being  the  largest  clam  thus  far 
stalled  at  the  head  of  tlie  lakes.    One  man  controls  the  operatioi 
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the  trolley  in  imloading,  stocking  and  reclaiming  and  bridge  travers- 
ing.  This  bridge  is  operated  by  three-phase,  25-cycle,  MO-volt,  al- 
ternating current,  stepped  down  from  13y200  volts  by  main  trans- 
former located  on  the  bridge.  This  is  the  first  traveling  bridge  to 
take  current  from  high-tension  trolley  feeder  line  along  the  dock  by 
means  of  collector  dioes.  The  man-trolley  is  equipped  with  two- 
holBt  motors  and  two-rack  motors,  operated  by  master  controllers  and 
magnetic  switches.  The  friction  clutches  and  brakes  are  operated  by 
compressed  air.  Dynamic  braking  is  provided  for  racking  and  lower- 
ing, for  which  direct  current  is  supplied  by  a  small  motor  generator 
set  delivering  direct  current  at  40  volts. 

48    Beginning  with  1909,  there  was  an  unusual  development  of 
docks  and  equipment,  and  within  the  next  few  years,  ten  bridges, 
similar  to  the  ones  just  described,  were  installed  in  Superior  and 
IWuth,  as  follows;  two  on  the  Carnegie  Fuel  Compan/s  Dock  No. 
h  Superior;  two  on  the  Philadelphia  &  Reading  Coal  &  Iron  Com- 
pany's Dock  JNk).  2  in  Superior;  two  on  the  Island  Creek  Coal  & 
Sales  Company's  dock  in  West  Duluth;  two  on  the  North  Western 
^ael  Company's  Dock  No.  2,  Superior;  one  on  the  North  Western 
fuel  Company's  Dock  No.  1,  Superior,  and  one  on  the  Reiss  Coal 
(ompany's  dock — Pittsburgh  Dock  No.  3 — in  Superior.     With  the 
last   bridge  installed  on  the  North  Western  Fuel  Company's  Dock 
^o,    2  in   1912,  the  screiening  plant,   which   was   somewhat   more 
elaborate,  was  mounted  on  separate  trucks  and  attaclied  to  the  bridge 
^or  traveling.  Fig.  21.    A  6-ton  clamshell  was  provided  for  tliis  bridge, 
«iul  the  5- ton  clams  on  the  other  two  bridges  on  this  dock  were  also 
^'placed  by  the  6-ton  clams.     In  order  largely  to  eliminate  hand 
slioveling  in  cleaning  up  boats  after  the  miloading  clam  had  picked 
"I*  the  coal  within  reach,  a  specially-designed,  4-ton  clean-up  clam  was 
'If^vdoped.    This  clean-up  clam  is  described  in  more  detail  in  a  later 
1  paragraph. 

^9  In  1910,  in  conjunction  with  two  of  the  bituminous  bridges 
«i'X)ve  mentioned,  there  was  installed  on  the  Philadelphia  &  Heading 
l^'ock  at  Superior,  an  electric,  covered  anthracite  plant,  comprising 
^^'0  stationary  unloading  hoists  equipped  with  rope  trolleys  carrying 
^"tou  clamshells,  a  douTUe  storage  building  of  steel  construction  350 
^-  by  500  ft.,  a  mechanical  screening  plant  for  repreparation  of  the 
^1>  and  a  shipping  pocket  for  reloading  at  a  single  point  (Fig.  22). 
In  1910,  an  extension  144  ft.  by  480  ft.  was  made  to  the  North 
^^^tera  Fuel  Company's  Superior  Dock  No.   1  anthracite  storage 
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plant,  in  the  form  of  a  stool  storage  building  equipped  with  a  3-t< 
man-trolley,  which  carries  a  bYo-Um  skip  for  stocking  and  a  3-k 
clamshell  for  reclaiming,  witli  necessary  additional  elevators  ai 
conveyors  to  supplement  the  original  conveyor  system,  for  transferrii 
coal  to  and  from  the  building.  This  gives  a  total  anthracite  storaj 
capacity  of  about  265,000  tons  on  this  dock. 

50  Fig.  23  a  and  b  show  an  electrical  installation  on  the  Ca 
negie  No.  2-  Dock,  Duluth,  comprising  two  Mead  bitumino 
bridges  of  382  ft.  span,  and  anthracite  pknt  consisting  of  two  travel 
ing  unloading  hoists  equipped  with  clams,  and  a  steel  storage  shi 
280  ft.  by  404  ft.  equipped  with  rope  trolleys,  operating  on  six  ru 
ways. 

51  An  unusual  arrangement  of  bridges  was  installed  in  1911  ( 
the  Pittsburgh  Coal  Company's  Dock  Is  o.  7  by  the  Brown  Hoisting  M 
chinery  Company  (Figs.  24a  and  b).  This  installation  comprises  thr 
two-span  bridges  on  the  front  of  the  dock  and  two  single-span  bridg 
at  the  rear,  tlie  spans  having  a  uniform  lengtli  of  242  ft.  Each  of  tl 
two-span  bridges  and  one  of  the  singlo-span  bridges  is  equipped  with 
man-trolley  carrying  a  5i/^-ton  grab  bucket.  The  single-span  bridg 
may  be  operated  separately,  or  may  be  registered  with  any  of  the  tw 
span  bridges,  thus  forming  continuous  runways  H26  ft.  long  aero 

*the  dock;  or  including  cantilevers  and  apron  the  overall  length 
839  ft.    Other  interesting  features  of  this  installation  are  the  swivc 
ing  trolley  and  the  screening  plant.    The  swiveling  man-trolley,  pr 
vided  with  turntable  to  facilitate  cleaning  up  the  hold  of  boats, 
further  described  in  a  later  paragraph.     A  very  complete  screenii 
plant,  of  new  design  and  large  capacity,  is  located  in  the  rear  pier 
one  of  the  single-span  bridges.  Fig.  2^5.    This  is  furnished  witli  bii 
shaking  and  revolving  siTcens,  and  the  necessary  elevators  and  co 
voyors  for  the  preparation  of  lump  coal  and  the  separation  of  t 
degradation  into  nut,  stove  and  screenings,  with  provision  for  loadii 
box  and  gondola  cars  or  returning  to  stock  pile  on  the  dock,  as  desire 
Last  year,  a  similar  installation  with  longer  span  bridges  was  ma 
on  the  Pittsburgh  Coal  Company's  Dock  No.  5  in  Superior. 

52  The  coal  handling  plant  installed  last  year  on  the  Canadii 
Pacific  Railway  Company's  Fort  William  Dock  by  the  Wellma 
Seaver-Morgan  Company,  consists  of  two  automatic  unloadc 
equipped  with  8-ton  scoops,  a  man  trolley  bridge  carrying  a  9-t< 
grab  bucket,  and  a  transfer  car  system  with  trestle  and  bins  to  gi 
flexibility  to  the  plant.   Transfer  cars  are  of  35-ton  capacity,  and  a 
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I  with  recording  scales  accurately  weighing  all  the  coal  they 
The  plant  has  a  capacity  for  unloading  a  10,000-ton  boat  in 
i.  Thirty  loading  pockets  are  provided  from  which  care  are 
y  means  of  a  double-ended  Christy  box-car  loader,  giving  a 
;e  loading  out  capacity.  Fig.  36  shows  a  good  general  view  of 
it. 

PABISO>f  OF  ELECTKICATXY  OPEKATBO  PLANTS   1902-1913 

The  tendency  towards  a  few  large  units  in  the  development  of 
dling  c<guipmciit  within  the  past  few  years  is  shown  in  thp 


Browk  Scbeekihg  Plant  on   I'ittsburoh  Coal  Company's  t)ocK 
No.  7,  DuLUTii,  Minx. 

»n  of  the  electrically  operated  plant  installed  on  Section  1  of 
til  Western  Fuel  Company's  Dock  No.  1  in  1901,  and  the 
coal  handling  bridge  instiilled  in  19i;l  on  Section  3  of  the 
!k,  these  being  the  first  and  latest  electrically  operated  plants 
at  the  head  of  the  lakes.  The  plant  first  mentioned  has,  as 
ly  described,  four  hoisting  towers  and  four  bridges  with 
«sary  fraTisfer  cars,  ha4in{r  rated  capacity  for  unloading  a 
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5000  ton  boat  in  10  honn,  and  serving  a  dock  about  560  ft.  by  1100 
ft  on  which  bituminotu  coal  ia  stocked  30  ft.  high.  The  second  in- 
stallation referred  to,  on  Section  3  of  thie  dock,  consists  of  one  Heyl 
&  Patterson  bridge  having  a  single  span  of  .551  ft.  and  being  712^^ 
ft.  long  overall,  on  which  is  operated  a  man-trolley  equipped  with  a 
12-toii  clamshell  for  unloading,  stocking  and  reclaiming,  and  6-ton 
clean-up  clam.  This  bridge  serves  a  section  of  the  dock  about  610 
b-  by  750  ft.  and  stocks  bittuninons  coal  to  a  height  of  50  ft.  Coal 
II  reloaded  to  care  at  both  ends  of  the  bridge  and  rescreened,  when 


'"••   S7    Loading  Plant  and  Trucks  at  Shear  End  of  North  Westkkn 
FtiBL  Coupany's  Bridox  No.  5,  Dock  No.  I,  Sdpebiok,  Wis. 

ilesired,  at  the  pier  end.  Provision  has  also  been  made  ia  the  con- 
struction of  the  bridge  for  the  future  installation  of  a  more  elaborate 
detached  screening  plant  for  repreparation  of  coal.  There  is  required 
""  thia  bridge  for  its  operation  one  mau-troUey  operator  and  one 
oiler.  This  bridge  has  a  rated  capacity  for  unloading  and  stocking 
****l  on  dock  from  a  10,000-ton  boat  in  20  hours,  accomplishing,  with 
a  single  unit  and  with  only  two  men  ou  the  bridge,  as  much  as  four 
'unloading  hoists  with  a  total  of  eleven  units  accomplished  with  about 
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e  men  oq  the  equipment  in  the  first  mentioned  instolla- 
i7  and  28). 

incidental  advantage  of  bridges  long  enough  to  span  the 
I  of  dock  is  the  elimination  of  intermediate  Tonways  or 
m  the  Btocking  area,  which  in  the  short  span  bridges  t«- 
■rage  space  and  obstruct  the  operations  of  stocking  and 

the  present  time  two  installations  are  being  made,  one 
1  No.  3  Dock  at  Superior,  which  is  being  eqnipped  with 
tterson  bridge,  and  the  other  on  the  Uiesabe  and  Northern 


luth,  comprising  Mead  boiste  and  cable  railway  system 
as  previonely  mentioned. 

METHODS  OF  HANDLING  AT  RECBIVINa  DOCKS 

le  it  is  evident,  from  a  consideration  of  the  several  ^pes 

iefly  described  above,  that  there  are  several  methods  of 

!  coal  at  the  receiving  docks,  it  is  true  that  these  methods 

lelves  under  two  general  heads,  as  follows: 

at  in  which  the  bulk  of  coal  is  broken  at  the  dock  front 

>y  temporarily  storing  the  coal  in  a  receiving  hopper,  lo- 

;ated,  in  the  hoists,  for  later  discharging  to  independent 

inits  for  transferring  to  stock  pile 

at  in  which  coal  is  delivered  direct  to  stock  pile  in  a 

lingle  operation  without  breaking  balk. 
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57  Under  cue  a,  where  bulk  is  broken  at  the  dock  front,  the  un- 
loading is  done  by  fixed  or  traversinjf  hoists  or  tmloadeis  used  011I7 
for  this  operation,  while  the  stocking  is  done  by  equipment  ordinAiily 
acting  independently  of  the  hoists.  This  stocking  equipment  ig  1^ 
varions  types,  and  the  method  employed  for  stocking  is  again  divided, 
into  two  general  classes : 

1  That  in  which  no  provision  is  made  for  longitudinal  tram — . 
fer  of  the  coal,  necessitating  its  being  stocked  directl^^ 
back  of  the  unloading  tower,  so  that  boat  must  be  placa^^ 
opposite  the  area  on  which  coal  is  to  be  stocked. 


2  That  by  which  provision  is  made  for  longitudinal  as  well  ss 
transverse  movement  of  the  coal  in  transferriDg  to  stock 
pile,  giving  perfect  flexibility  in  stocking  and  enabling  the 
coal  to  be  stocked  on  any  part  of  the  dock  desired,  re- 
gardless of  the  position  of  the  boats  and  hoists. 
fiS     Method  o-l  obtained  in  a  few  of  the  earlier  plants  but  has 
now  been  largely,  if  not  entirely,  displaced  by  the  method  designated 
as  OrZ. 

59    Method  a~2  is  used  in 

Plants  equipped  with  transfer  cars  and  stocking  bridge 
Installations  of  dump  car  systems  operated  either  by  hand  or 

by  cable  on  bridges  or  stationary  rimways 
Systems  of  longitudinal  and  transverse  conveyors 
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Longitudinal  conveyors  in  conjunction  with  trolleja,  or  con- 
yeyoM  operating  on  transverse  rimwajB,  or  bridgea 
60    Method  b  comprises 

One  or  more  units  designated  as  coal  handling  bridges  on  each 
of  which  a  single  troUe;  is  nsed  for  the  varions  opera- 
tions of  unloading,  stocking,  reclaiming  and  delivering 
to  bins  for  reahipment  by  rail 

Traversing  hoists  registering  with  stationary  runways,  or  com- 
bined unite  made  up  of  fixed  hoists  in  line  with  sta- 
tionary tTanB\'crBe  runways 


31    FutsT  Reclaiuikq  Ci^u  at  the  Head  of  the  Lakes,  Desioned  by 
^ioD  Babsows.    Fibst  Used  at  the  Ohio  Coal  Coupakt's  Dock 
IN  1888  OS  18S9 

Trolleys  employed  in  stocking  ordinarily  equipped  either  with 
automatic  dumping  tubs,  which  are  self-righting,  or  with 
drop  bottom  skips. 
61  The  reclaiming  of  coal  for  reshipment  by  rail  is  done  by 
ions  methods  dependent  in  part  upon  the  method  employed  in 
;ldng.  Where  the  stocking  is  done  by  means  of  trolleys,  automatic 
i  or  belt  conveyors,  operating  on  bridges  or  mnways,  the  reclaim- 
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ing  is  largely  done  by  trolleys  equipped  either  vith  shovel  backets 
clamshelled  grab  buckets,  vhich  have  practically  superseded  shovel 
to  tubs.  Where  coal  is  stocked  by  Sight  conveyors,  the  over  ajid  on 
type  is  used,  the  reclaiming  being  done  on  the  lower  run  of  convey 
wliich  are  enclosed  in  concrete  or  timber  tunnels,  running  unt 
neath  the  coal  piles. 

rLAMSIIELI.   GRAB   BDCKFTiy 

GZ     On  practically  all  unloading  equipment  in  which  the  stt 
tural  and  mechanical  parts  are  of  sufficient  strength  to  permit,  cli 


Fro.  32    Hui.KrT  7^i-ToM  Ci.aiishbi.i.  Grab  Bpckkt 

shell  grab  buckets  liavp  superseded  tlic  tubs  formerly  in  conm 
use.  The  i-laiiishell  designated  as  the  tuo-nipc  type  is  ordina' 
used  on  larger  installations,  while  tlie  sinple  rope  type  is  Bometi) 
used  in  replacing  tiibs  on  olil  hoists,  and  on  some  new  installati 
where  simplicity  of  the  hoisting  mechanism  or  light  weight  on 
trolley  is  desired. 

63  The  first  clamshell  used  at  the  head  of  the  lakes  was 
vented  by  Fred  Barrows  in  about  1888  or  1889,  and  manufactc 
under  patents  of  Mr.  Barrows  and  !>.  B.  Smith,  both  of  the  0 
Co»l  Company,  which  patents  were  later  ]iurchased  by  the  Nc 
Western  Fuel  Company.     This  clam  was  used  for  reclaiming  oi 
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4  dun  of  this  type,  still  in  service  on  the  North  Western  Fuel  Com- 
psny'B  Dnlnth  dock,  is  shown  on  Fig.  31. 

a  The  first  unloading  grab  bucket  put  into  service  at  the  head 
o(  the  lakes,  was  the  Newell  &  Ladd  clamshell  bucket  and  was  in- 
stilted  on  the  Duluth  dock  of  the  Ohio  Coal  Company  in  1895.  The 
first  ctam  of  this  type  was  made  by  the  John  A.  Meade  Manufacturing 
Company  in  1883,  and  the  clams  were  used  to  a  limited  extent  in  the 


*"'"■  33    Hetl    and    Patterson    Man    Trollet    and 
Clahsukll  ok  North  Western  Fuel  Company's 

•^t.  This  was  one  of  the  iirst,  if  not  the  first,  clam  to  come  into 
^^T-tA  use. 

^6  Clamshell  grab  buckets  of  aovoral  types  and  makes  now  in 
"*»    »re  shown  on  Figs.  3&  and  3.1. 

*5<i    The  process  of  breaking  down  or  the  removal  of  the  free  coal 

^***  the  hatches  of  the  vessels  at  the  present  time  is  done  by  means 

^Xamshell  grab  buckets,  which  open  crosswise  of  the  boat,  and  are 

^^ch  width  as  to  have  sufficient  clearance  in  entering  the  hatch, 
'^■^nerly,  the  coal  out  of  ready  reach  of  the  unloading  clams  was 
't-lx^r  trimmed  to  the  hatch  by  hand  shoveling  for  picking  up  by  the 
:l*.Hi8,  or  hand  shoveled  to  tubs,  and,  in  some  instances,  to  the  clam 
™«!Af  ia  cleaning  up  the  boat.    As  this  process,  however,  uecessitated 
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considerable  intermittent  high-priced  labor^  varions  methods  have  bee 
devised  for  cleaning  up  the  boat  by  mechanical  means. 

67  The  first  equipment,  of  which  the  writer  has  knowledge^  i 
which  the  cleaning  up  of  the  vessels  by  mechanical  means  was  pr^ 
vided  for,  was  the  Hulett  automatic  unloader  designed  by  6.  I 
Hulett,  the  first  installation  of  which  was  made  at  the  iron  ore  dod 
of  the  Pittsburgh  &  Conneaut  Dock  Company  of  Conneaut»  Ohio^  i 
1898.  In  these  unloaders,  the  clamshell,  which  is  of  large  capacit 
was  rotated  after  entering  the  hatch  so  as  to  extend  lengthwise  < 
the  host,  enabling  it  to  reach  the  ore  tributary  to  each  hatefau  The 
machines  had  an  unloading  capacity  far  in  excess  of  any  equipmei 
previously  installed,  and  have  been  extensively  used  in  the  imloadii 
of  iron  ore  at  the  lower  lake  ports. 

68  Following  the  development  of  the  unloader  above  mentione 
clamshells  came  into  general  use  in  the  imloading  of  both  ore  ai 
coal,  and  several  devices  were  tried  out  with  varying  degrees  of  succe 
for  scraping  or  trimming  the  ore  and  coal  from  the  wings  to  withi 
reach  of  the  clamshell,  with  view  to  avoiding  hand  trimming  ai 
hand  shoveling  to  tubs  in  cleaning  up  the  vessels. 

69  In  the  Brown  swiveling  trolley  developed  for  this  purpoi 
a  turntable  is  provided,  which  rotates  the  clam  in  the  hold  of  tl 
boat,  and  is  used  on  the  recent  installations  of  the  Brown  equipmei 
on  the  Nos.  5  and  7  docks  of  the  Pittsburgh  Coal  Company  at  Si 
perior  and  Duluth,  to  which  reference  has  previously  been  made. 

70  The  Heyl  &  Patterson  clean-up  clam  is  built  of  dimensioi 
to  permit  its  entering  the  hatch  closed  and  to  open  below  deck  lengtl 
wise  of  the  boat,  with  a  reach  of  twenty-four  feet,  covering  the  enti 
space  center  to  center  of  the  hatches  on  each  side  of  the  hatch  beii 
worked,  thus  requiring  the  clean-up  clam  to  be  worked  only  in  alte 
nate  hatches  for  boats  having  hatches  spaced  twelve  foot  centers.  Th 
clean-up  clam,  first  installed  on  the  North  Western  Fuel  Company 
Superior  Dock  No.  2,  has  been  applied  in  a  considerable  number  i 
later  installations  of  both  larger  and  smaller  capacity,  and  in  each  cai 
is  so  proportioned  as  to  give  the  same  total  lifted  load  on  the  trollc 
as  for  the  unloading  bucket  (Figs.  34  and  35). 

71  The  Mead  Company  has  since  produced  a  clean-up  dam  i 
less  reach  and  dead  weight,  with  capacity  for  proportt^-^^.V^^  groat 
coal  load. 

72  For  the  trimmings  of  anthracite  coal  wit:\^  ^-^^t^^"^"^^^ 
in  stocking  and  reclaiming,  and  for  the  transf -^^gct^K.^^^ 
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Fio.  34    Hetl  and  PArTERso.v  4-ToN  Ci.ean-Up  Clau,  installed  on 
North  Wbbtkkh  Fuk,  Company's  Dock  No.  2,  in   1912 


^  35    Heti.  and  Pattebson  e-ToN  Cuuk-Up  Clah,  13  Ft.  6  Ik.  Wide, 

WITH  24-Ft.  Beach,  installed  on  North  WseTEBN  Fuel  Oovpamt's 

No.  6  BBisai,  Dock  No.  1,  Sdpebiob,  Wib. 
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screenings  to  and  from  stock  piles,  steel  scrapers,  sometimes  desij 
nated  as  flying  scrapers,  were  introduced  in  about  1S90,  The 
scrapers  are  ordinarily  worked  by  means  of  ropes,  for  pulling  the 
in  opposite  directions. 

SCBEENINO 

73  Coal  is  screened  before  shipment  from  the  mine  and  all  ai 
thracite  and  all  bituminous  coal,  with  the  exception  of  railroad  co£ 
which  is  used  largely  for  locomotive  firings  is  reprepared  before  r 
shipment  from  the  dock,  care  being  taken  to  make  the  coal  of  ea< 
grade  uniform.  It  is  also  carefully  inspected  upon  its  arrival  by  ves8 
while  being  imloaded  and  during  the  process  of  repreparation;  eai 
car  load  is  also  inspected  while  being  loaded  for  rail  shipment. 

74  Various  types  of  screens  are  used,  choice  of  type  being  mac 
to  suit  kind  of  coal,  the  tonnage  handled  at  a  single  point,  and  tl 
particular  part  of  the  process  for  which  the  screen  is  to  be  use 
When  coal  is  to  be  loaded  out  through  various  openings  in  long  co] 
tinuous  lines  of  bins,  where  the  tonnage  loaded  out  over  each  scre< 
is  comparatively  small,  single  stationary  lip  screens  are  used  wii 
good  results.  This  type  of  screen  is  also  considerably  used  in  tl 
rescreening  of  the  degradation  made  in  the  first  screening  procef 
For  anthracite  coal,  the  screens  used  are  either  wire  mesh  or  perf 
rated  plate;  and  for  bituminous  coal,  they  are  of  the  bar  type.  A 
tomatic  baffles  or  retarders  are  occasionally  used  for  controlling  ti 
flow  over  lip  screens,  but  possibly  one  of  the  most  effective  devic 
is  a  flight  conveyor  of  light  x>pen  construction  running  over  the  scree 
surface  at  a  pre<ietormined  speed.  This  controls  the  velocity  ov 
the  srreen  and  insures  uniform  discharge  to  the  car. 

75  Where,  however,  large  tonnage  is  to  be  loaded  at  centi 
shipping  pockets,  either  mechanical  screens  or  a  large  bank  of  1 
screens  are  useil.  Mechanical  screens  are  of  two  general  types,  i 
volving  screens  and  shaking  screens.  Revolving  screens  are  provide 
with  one  full  length  inner  jacket  and  one  or  more  concentric  short 
outer  jackets,  and  shaking  screens  are  made  up  either  with  a  sing 
bed  or  in  tiers  of  two  or  more  beds  for  the  proper  separation  ai 
distribution  of  the  coal. 

RKLOADIXG    FOR   RAIL  SHIPMENT 

76  Throe  gtMioral  motluxis  are  usihI  in  reloading  coal  to  cars  f< 
rail  shipment : 

a  That  in  which  ooal  is  loaded  out  through  a  long  oontinuoi 
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line  of  bins^  with  loading  chutes  or  lip  screens  at  frequent 
intervals  permitting  the  loading  of  several  cars  simnl^ 
taneously.  Bituminous  coal,  under  this  method  of  load- 
ing, was  formerly  trimmed  in  the  cars  by  hand,  while  the 
anthracite  was,  and  to  some  extent  still  is,  trimmed  in 
the  cars  by  the  use  of  telescopic  chutes  attached  to  forked 
aprons  at  the  outer  end  of  the  screens.  Box-car  loaders 
are  now  used  for  both  kinds  of  coal 

b  That  in  which  the  coal  is  loaded  out  through  central  ship- 
ping pockets,  which  is  made  possible  by  tilting  box-car 
loaders  having  capacity  of  from  ten  to  twelve  cars  per 
hour  or  from  3000  to  4000  tons  per  10-hr.  day 

c  That  in  which  the  coal  is  loaded  out  through  bins  mounted 
on  traversing  coal  handling  bridges  or  through  detached 
movable  screening  plants,  the  coal  being  trimmed  in  the 
car  either  by  portable  box-car  loaders  traveling  along  the 
dock  or  by  box-car  loaders  mounted  on  the  bridge  or 
screening  plant. 

'^y  As  a  great  deal  of  the  coal  is  now  shipped  in  box-cars,  and 
loading  these  ears  by  hand  is  both  slow  and  expensive,  a  number  of 
mechanical  loaders  have  at  various  times  been  put  on  the  market. 
The  first  box-car  loader^  of  which  we  have  record  is  that  invented  by 
Kicha^rd  Bamsey,  of  Illinois,  in  18^5.  This  was  manufactured  by  the 
Ottunawa  Box  Car  Loader  Company  and  the  Litchfield  Foundry  & 
^a^Hine  Company.  Two  years  later  William  Eamsey,  of  Iowa,  in- 
vented a  loader  which  was  also  manufactured  by  the  Ottumwa  Com- 
l^^y-  In  18M,  P.  W.  Bond  invented  the  third  loader,  which  was 
Duilt  by  the  Litchfield  Foundry  &  Machine  Company.  The  coal  was 
^  ^adly  broken  and  the  cars  so  badly  damaged  by  these  loaders, 
^"^t  their  manufacture  was  soon  discontinued. 

78  In  18OT,  the  first  really  successful  loader  was  manufactured 
^y  the  Ottumwa  Box  Car  Loader  Company,  their  first  loader  built 
^^0  years  previously  being  a  failure.  In  1S08,  the  first  Christy 
'^der,  invented  by  J.  M.  Christy,  was  installed  in  Des  Moines.  The. 
following  year,  the  first  Victor  loader,  invented  by  D.  A.  Chappell, 
l^sident  of  the  Victor  Fuel  Company,  Denver,  was  installed. 

79  In   1900,  the  Smith  gravity  loador,  invented  by  S.  Kedzie 

'Data  relative  to  early  history  of  box  car  loaders  are  taken  from  a  paper 
read  by  Wm.  L.  AfPelder,  Supt.,  Mosgrove  Coal  Co.,  before  the  Central  Mining 
Institute  of  Western  Pennsylvania,  December  1904. 
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Smith,  Civil  Engineer  in  Billings,  Mont.,  was  installed  for  the  Nori 
western  Improvement  Company,  Boslyn,  Wash.  This  is  mannfi 
tured  by  the  Dodge  Goal  Storage  Company  and  the  Ottnmwa  I 
Car  Loader  Company. 

80  In  1902,  the  Ottnmwa  Box  Gar  Loader  Company  develop 
at  the  request  of  the  North  Western  Fael  Company,  and  installed 
their  Superior  Dock  No.  1,  the  first  portable  box  car  loader.  Tl 
was  a  steam  loader,  equipped  with  engine  and  boiler.  The  followi 
year,  the  same  company,  also  at  the  request  of  the  North  Westc 
Fuel  Company,  developed  the  first  electric  loader,  which  was  install 
on  the  same  dock.  (Since  that  time,  a  large  number  of  electric  porta' 
loaders  of  this  make  have  been  installed  at  the  head  of  the  lakes. 
the  Ottumwa  loader,  the  coal  is  trimmed  in  the  cars  by  means  oi 
reciprocating  cradle  and  pusher  traveling  therein  the  full  leng£h 
the  cradle.  Fig.  36. 

81  During  the  same  period,  a  large  number  of  Christy  portal 
electric  loaders  have  also  been  installed  on  the  docks  in  Duluth  a 
Superior.  The  distinctive  feature  in  this  loader  is  the  use  of  a  st 
lagged  conveyor  for  trimming  coal  in  the  car,  the  speed  of  the  cc 
veyor  being  under  control  to  suit  conditions  of  loading.  Fig.  37. 

82  In  1906,  a  Smith  tilting  box  car  loader  was  installed  on  1 
North  Western  Fuel  Compan/s  Dock  No.  1  by  the  Dodge  Coal  St 
age  Company,  with  rated  capacity  for  handling  100  cars  or  3000  tc 
of  anthracite  coal  in  ten  hours.  This  loader  tilts  the  car  endwise 
the  cradle,  which  permits  the  fiow  of  coal  altematdy  to  each  end 
the  car  by  gravity.  After  the  two  ends  are  loaded  the  car  is  bronj 
to  level  position  and  the  middle  of  the  car  filled  without  hand  tri 
ming.  This  type  of  loader  permits  the  loading  of  a  large  tonnage 
a  single  central  point,  and  is  used  for  handling  both  anthracite  a 
bituminous  coal.  Smith  loaders  have  since  been  installed  on  1 
Philadelphia  &  Beading  dock  in  Superior  and  the  Cam^e  No. 
dock  in  Duluth,  Fig.  38. 

8i3  For  the  purpose  of  handling  bituminous  screenings,  ib 
was  installed  on  the  North  Western  Fuel  Company's  No.  1  dock 
1909  a  Fairmont  centrifugal  loader^  manufactured  by  the  Fainnc 
Mining  Machinery  Company,  of  Fairmont,  W.  Va.  In  this  lose 
the  coal  is  received  by  a  cylinder,  from  which  it  is  discharged 
blades  attached  to  a  rotating  head. 

S4    Two  other  types  of  loaders  have  recently  been  developed 
Milwaukee,  one  of  which,  the  Manierre  loader,  is  adapted  for  handli 
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Pn.  36    OrnncwA  Stkam  Box  Cak  Loadeb,  inbtallxd  o.v  North  Wbstebn 
I^iXL  Coupamt'b  Docs  No.  1,  m  1S02.    First  Portable  Loadeb  ever  Built 


tia.  37    Chustt  Box  Cab  Loader  Comfaky'b  Electric  Swivelino  Contitor 

LoADis,  □tsTAu.H)  ON  North  Western  Fuel  Company's  Dock  No.  I, 

Superior,  1913 
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Smithy  Civil  Engineer  in  Billings,  Mont.,  was  installed  for  the  Nori! 
western  Improvement  Company,  Boslyn,  Wash.  This  is  mannfa 
tured  by  the  Dodge  Coal  Storage  Company  and  the  Ottnmwa  B< 
Car  Loader  Company. 

80  In  1902,  the  Ottumwa  Box  Car  Loader  Company  derdope 
at  the  request  of  the  North  Western  Fael  Company,  and  installed  < 
their  Superior  Dock  No.  1,  the  first  portable  box  car  loader.  Tb 
was  a  steam  loader,  equipped  with  engine  and  boiler.  The  fbllowii 
year,  the  same  company,  also  at  the  request  of  the  North  Westei 
Fuel  Company,  developed  the  first  electric  loader,  which  was  installs 
on  the  same  dock.  (Since  that  time,  a  large  number  of  electric  portal 
loaders  of  this  make  have  been  installed  at  the  head  of  the  lakes.  ] 
the  Ottumwa  loader,  the  coal  is  trimmed  in  the  cars  by  means  of 
reciprocating  cradle  and  pusher  traveling  therein  the  full  leng£h 
the  cradle.  Pig.  36. 

81  During  the  same  period,  a  large  number  of  Christy  portab 
electric  loaders  have  also  been  installed  on  the  docks  in  Duluth  ai 
Superior.  The  distinctive  feature  in  this  loader  is  the  use  of  a  ste 
lagged  conveyor  for  trimming  coal  in  the  car,  the  speed  of  the  co: 
veyor  being  under  control  to  suit  conditions  of  loading.  Fig.  37. 

82  In  1906,  a  .Smith  tilting  box  car  loader  was  installed  on  tl 
North  Western  Fuel  Compan/s  Dock  No.  1  by  the  Dodge  Coal  Sto 
age  Company,  with  rated  capacity  for  handling  100  cars  or  3000  toi 
of  anthracite  coal  in  ten  hours.  This  loader  tilts  the  car  endwise  ( 
the  cradle,  which  permits  the  fiow  of  coal  altematdy  to  each  end  < 
the  car  by  gravity.  After  the  two  ends  are  loaded  the  car  is  brongl 
to  level  position  and  the  middle  of  the  car  filled  without  hand  trii 
ming.  This  type  of  loader  permits  the  loading  of  a  large  tonnage  \ 
a  single  central  point,  and  is  used  for  handling  both  anthracite  az 
bituminous  coal.  Smith  loaders  have  since  been  installed  on  tl 
Philadelphia  &  Beading  dock  in  Superior  and  the  Cam^e  No. 
dock  in  Duluth,  Pig.  38. 

53  For  the  purpose  of  handling  bituminous  screenings,  the: 
was  installed  on  the  North  Western  Fuel  Company's  No.  1  dock  i 
1909  a  Fairmont  centrifugal  loader^  manufactured  by  the  FkiniM» 
Mining  Machinery  Company,  of  Fairmont,  W.  Va.  In  this  loadi 
the  coal  is  received  by  a  cylinder,  from  which  it  is  discharged  I 
blades  attached  to  a  rotating  head. 

54  Two  other  types  of  loaders  have  recently  been  developed  i 
Milwaukee,  one  of  which,  the  Manierre  loader,  is  adapted  for  handlii 
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^'  3e    OirnicwA  Stkam  Box  Cab  Loaseb,  installed  on  North  Western 
f^Vx^  Company  's  Dock  No.  1,  in  ltK>2.    Tibst  Poktable  Loadeb  eteb  Bdilt 


fia.  37    Chustt  Box  Car  Loaser  Coupant'b  ELEtrrsio  Swivelino  Convxtor 

LOAD^  IKBTALLB)  ON  North  Western  Fuel  Coup  ant's  Dock  No.  1, 

Superior,  1913 
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Smithy  Civil  Engineer  in  Billings,  Mont,  was  installed  for  the  Norl 
western  Improvement  Company,  Boslyn,  Wash.  This  is  mannfi 
tared  by  the  Dodge  Coal  Storage  Company  and  the  Ottnmwa  E 
Car  Loader  Company. 

80  In  1902,  the  Ottnmwa  Box  Car  Loader  Company  deTelop 
at  the  request  of  the  North  Western  Fuel  Company,  and  installed 
their  Superior  Dock  No.  1,  the  first  portable  box  car  loader.  Tl 
was  a  steam  loader,  equipped  with  engine  and  boiler.  The  followi 
year,  the  same  company,  also  at  the  request  of  the  North  Westc 
Fuel  Company,  developed  the  first  electric  loader,  which  was  install 
on  the  same  dock.  (Since  that  time,  a  large  number  of  electric  portal 
loaders  of  this  make  have  been  installed  at  the  head  of  the  lakes. 
the  Ottumwa  loader,  the  coal  is  trimmed  in  the  cars  by  means  oi 
reciprocating  cradle  and  pusher  traveling  therein  the  full  leng£h 
the  cradle.  Fig.  36. 

81  During  the  same  period,  a  large  number  of  Christy  portal 
electric  loaders  have  also  been  installed  on  the  docks  in  Diduth  a 
Superior.  The  distinctive  feature  in  this  loader  is  the  use  of  a  si 
lagged  conveyor  for  trimming  coal  in  the  car,  the  speed  of  the  cc 
veyor  being  under  control  to  suit  conditions  of  loading.  Fig.  37. 

82  In  1906,  a  .Smith  tilting  box  car  loader  was  installed  on  t 
North  Western  Fuel  Company's  Dock  No.  1  by  the  Dodge  Coal  St« 
age  Company,  with  rated  capacity  for  handling  100  cars  or  3000  tc 
of  anthracite  coal  in  ten  hours.  This  loader  tilts  the  car  endwise 
the  cradle,  which  permits  the  flow  of  coal  alternately  to  each  end 
the  car  by  gravity.  After  the  two  ends  are  loaded  the  car  is  broug 
to  level  position  and  the  middle  of  the  car  filled  without  hand  tri 
ming.  This  type  of  loader  permits  the  loading  of  a  large  tonnage 
a  single  central  point,  and  is  used  for  handling  both  anthracite  a 
bituminous  coal.  Smith  loaders  have  since  been  installed  on  t 
Philadelphia  &  Beading  dock  in  Superior  and  the  Cam^e  No. 
dock  in  Duluth,  Fig.  38. 

S3    For  the  purpose  of  handling  bituminous  screenings,  thi 
was  installed  on  the  North  Western  Fuel  Company's  No.  1  dock 
1909  a  Fairmont  centrifugal  loader,  manufactured  by  the  Fairmo 
Mining  Machinery  Company,  of  Fairmont,  W.  Va.    In  this  load 
the  coal  is  received  by  a  cylinder,  from  which  it  is  discharged 
blades  attached  to  a  rotating  head. 

84    Two  other  types  of  loaders  have  recently  been  developed 
Milwaukee,  one  of  which,  the  Manierre  loader,  is  adapted  for  handli 
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"O-  -3*    OiTUHWA  Stkam  Box  Car  Loadbe,  installed  ok  North  Westbkn 
''"^t.  Company's  Dock  No.  1,  IN  1902,    Fibst  Poktablb  Loader  evur  Built 


^^-   37    Chbistt  Box  Cab  Loader  CouPANT's  Elgctoic  SwivELiNo  CoHTEVOR 

^-•OliaB,  INBTALLKD   OH  NOBTH   WesTE&N   PUEL  COMPANY'S   DoCK  No.   1, 
SUPXBIOB,  1913 
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Fm.  39    Uanubbje  Contxtor  Loasix,  mounted  on  BmsoB  Pnx,  Cabni 
Coal  Comfamt'b  Doos  No.  2,  Ddluth,  ICinn. 


G.  H.  HUTCHINSON  335 

both  bitnxnmotiB  and  anthracite  coal.    The  Ilauna  Coal  Company  in- 

^led  two  of  these  loaders  in  1912  for  handling  anthracite.     Since 

then,  three  loaders  of  this  type  have  been  installed  on  the  bridge 

piers  on  the  Pittsburgh  Nos.  5  and  7  docks  for  handling  bituminous 

coal,  and  a  fourth  loader  for  anthracite  has  been  installed  on  No.  7 

doek.    This  is  a  stationary  type  of  loader,  located  on  the  same  side 

of   the  car  as  the  loading  bin,  as  shown  by  Fig.  39.    The  distinctive 

feature  of  this  loader  is  the  swinging  supporting  arm,  to  the  outer 

eiiil  of  which  the  conveyor  is  pivoted.     This  permits  conveyor  being 

Intended  alternately  into  the  opposite  ends  of  the  car,  allowing  low 

lonveyor  speed  in  unloading. 

85  In  1911,  the  other  type  of  stationary  anthracite  conveyor 
loader  was  designed  by  John  Ecks,  Chief  Engineer  of  the  Milwaukee- 
\Ve8tern  Fuel  Company,  and  was  installed  on  one  of  the  docks  of  this 
company,  for  loading  anthracite  coal  to  box  cars  on  two  tracks  l)e- 
tween  which  it  is  located.  The  distinctive  feature  of  this  loader  is 
^he  reciprocating  motion  of  the  belt  conveyor,  permitting  it  to  travel 
toward  the  end  of  the  car  for  reducing  throw  of  the  coal  to  the  min- 
^'Duni,  thus  permitting  low  conveyor  speed. 

86  The  following  year,  one  of  these  loaders  was  in8tallo<l  for 
loading  anthracite  coal  at  the  North  Western  Fuel  Company's  Su- 
perior Dock  No.  1. 

87  With  the  exception  of  a  few  of  the  earlier  steam  loaders,  the 
Portable  loaders  thus  far  installed  have  been  electrically  operated.  At 
the  present  time,  however,  a  Christy  "iSuperior'^  type  loader  is  under 
^^Btruotion  for  the  Nortli  Western  Fuel  Company's  Superior  Dock 
*^^-  2,  in  which  a  gasoline  engine  will  furnish  ])owcr  for  the  travel  of 
^^^  loader  along  the  dock. 

B8  Portable  loaders  serve  not  only  for  loading  coal,  but  also  for 
^*^«  switching  and  spotting  of  loaded  and  empty  cars. 

89  To  expedite  loading  operations,  the  spotting  and  local 
^Vitching  of  cars,  when  not  done  by  the  portable  loaders,  is  usually 
^one  at  the  receiving  docks  by  one  of  the  several  types  of  rope  haul- 
age or  carpnller  systems.  Gravity  tracks  are  also  frequently  used 
Vhere  conditions  make  it  desirable.  At  the  car  dumpers  at  the  lower 
lake  ports,  it  is  customary  to  run  the  cars  down  grade  from  the 
Ittorage  tracks  onto  a  kick-back  track,  after  which  they  arc  run  onto 
the  cradle  of  the  car  dumper  by  means  of  a  small  car  attaclied  to  a 
haulage  rope,  variously  designated  as  a  ground  hog,  mule  or  pig. 

90  Cars  are  weighed  before  and  after  loading  on  railroad  scales 
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of  from  .100  to  150  tons  capacity.  Both  the  overhead  and  pit  types 
of  scales  are  used  and  are  ordinarily  provided  with  dead  Tail.  Auto- 
matic scales  are  used  to  a  limited  extent,  and  where  this  type  of  scali 
is  not  in  use,  the  scales  are  of  recording  or  registering  beam  type 
which  enables  the  weighmaster  to  retain  a  ticket  for  each  car,  witi 
the  net  and  gross  weights  stamped  thereon,  corresponding  to  the  posi 
tion  of  the  poise,  thus  avoiding  the  possibility  of  error  in  writin( 
the  weights.  The  weighing  in  Minnesota  and  Wisconsin  is  done  b] 
the  Western  Railway  Weighing  Association.  Every  precaution  i 
taken  to  insure  accuracy  in  weighing  and  the  scales  are  given  frequen 
attention  and  are  regularly  inspected  by  the  dock  companies.  Pe 
riodically,  inspection  and  tests  are  made  by  the  state  scale  inspectors 
for  which  purpose  a  special  test  car  is  used.  The  scales  at  the  retai 
yards  for  weighing  coal  delivered  by  auto  trucks  and  wagons  art 
given  the  same  attention.  Both  the  track  and  wagon  scales  an 
balanced  frequently  during  the  day,  while  in  service.  Smithing  coal 
which  is  sacked  for  shipment  in  comparatively  small  quantities,  ii 
weighed  on  wheelbarrow  scales  during  the  process  of  sacking,  prioi 
to  taking  total  weight  on  wagon  or  track  scales. 

91  Conveyor  weighers,  by  which  the  weight  of  the  coal  beinj 
handled  by  belt  conveyor  is  obtained  automatically  by  electrical  de 
vice,  have  been  in  use  for  several  years  to  a  limited  extent  by  pur 
chasers  of  coal  and  other  bulk  material,  and  also  for  check  weighing 
but  have  not  thus  far  been  used  on  the  coal  docks  at  the  receiving 
ports  for  determining  shipping  weights. 

CONDITIONS  BELATINO  TO  THE  HANDLING  OP   COAL 

92  In  the  handling  and  storage  of  coal,  numerous  precautioni 
are  necessary  in  order  to  avoid  xmdue  breakage  or  degradation.  It  ii 
necessary  to  break  bulk  as  few  times  as  possible  in  handling  the  coa 
from  the  time  it  leaves  the  boat  xmtil  it  is  loaded  to  cars  for  reship 
ment  by  rail.  With  the  same  end  in  view,  it  is  also  necessary  U 
limit  the  free  fall  of  the  coal  and  the  velocity  of  the  flow  as  mud 
as  practicable.  In  compliance  with  above  conditions,  coal  handled  b] 
clams  or  other  buckets  should  be  lowered  to  pile  or  bin  before  beinj 
discharged.  An  ideal  device  for  lowering  anthracite  and  other  smal 
sized  coal  vertically,  where  the  drop  would  be  large,  is  the  Humphrej 
type  of  shelf  lowering  chute,  which  consists  of  a  vertical  shaft,  ii 
which  the  shelves,  placed  alternately  on  opposite  sides,  are  so  arrangec 
that  the  coal  flows  over  itself  at  a  uniform  moderate  velocity,  regard 
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less  of  the  distance  through  which  the  coal  is  lowered.  Where  it  is 
desired  to  lower  and  also  convey  the  coal  horizontally  by  gravity^  step 
cliiites  bnilt  on  similar  principle  are  employed  to  advantage. 

93  The  deterioration  of  bituminous  coal  in  storage  is  slight, 
&nd  recent  experiments  show  it  to  be  less  than  it  is  commonly  sup- 
posed to  be.    Anthracite  coal  is  not  subject  to  any  appreciable  de- 
terioration even  though  stored  out  of  doors,  but  to  supply  the  demand 
ior  bright  ooal  it  is  housed  in  buildings  for  protection  from  the 
weather. 

94  The  liability  of  bituminous  coal,  especially  screenings  and 

^me  grades  of  run  of  pile,  to  spontaneous  combustion,  has  made  it 

^eoesgaiy  to  limit  the  height  of  pile  to  suit  the  available  rehandling 

^Acilities,  as  the  first  step  in  handling  a  coal  fire  is  to  get  direct  access 

^  the  fire  by  rehandling  the  hundreds,  and  frequently  thousands,  of 

^^   of  coal  within  the  inverted  cone  tributary  to  the  small  area  at 

^®  bottom  of  the  pile,  where  the  fire  starts.     It  is  sometimes  also 

nece^gary  to  isolate  the  burning  area  to  prevent  the  fire  spreading. 

^^^^  the  fire  is  uncovered,  it  can  be  extinguished  by  the  use  of  water 

*^i    Ihe  rehandling  of  the  smoldering  or  burning  coal.    The  applica- 

tiotx    of  water,  however,  to  the  top  of  the  original  coal  pile  is  ordi- 

nariXy  useless  and  frequently  increases  the  fire.    While  the  liability 

to  ^;pontaneous  combustion  cannot  be  entirely  eliminated,  a  clean  dock 

8ur:f  ^ce  and  the  absence  of  combustible  foreign  matter  within  the  coal 

pi^,  and,  after  the  coal  is  in  storage,  careful  watching  and  prompt 

^^Hndling  upon  the  first  indication  of  heating,  reduce  the  liability 

^  a  minimum. 

95  Another  essential  condition,  which  is  being  complied  with 
^  an  increasing  degree,  is  the  safeguarding  of  employees  by  the  pro- 
^sion  of  sanitary  conditions  and  the  application  of  safety  appliances 
^0  the  dock  equipment.  For  the  removal  of  coal  dust  from  enclosures 
^here  it  is  produced  in  xmusual  quantities,  dust  exhaust  fans  are  being 
introduced  for  the  benefit  of  employes  and  to  facilitate  operations. 

96  The  use  of  electric  power  in  place  of  steam,  which  was  com- 
mon until  twelve  or  thirteen  years  ago,  has  several  very  marked  ad- 
vantages. Electric  power  can  easily  be  distributed,  with  compara- 
tively small  loss,  to  various  remote  centers  on  movable  equipment. 
Branch  lines  can  readily  be  cut  out  when  not  in  service,  and  there  is 
slight  loss  from  leakage  in  feeders  whether  the  motors  are  in  opera- 
tion or  idle.  Other  advantages  are  the  control  of  motors  by  means 
of  magnetic  switches  and  master  controllers,  and  the  ease  with  which 
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Fill.  41     HcHvLER  Mechanical  Plant  for  Retail  Yakd,  Cleveland  a 
PiTTsBUROH  Coal  Coupany's  Retail  Yard,  Cleveland,  Ohio 
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automatic  safety  devices  can  be  introduced  for  safeguarding  opera- 
tions of  hoisting  and  lowering  of  bucket,  and  traversing  of  man- 
trolleys  and  bridges.    Dynamic  braking  is  also  a  valuable  feature  in 
man-trolley  operation^  where  the  loads  are  heavy  and  high  speed  is 
attained.    Probably  the  greatest  disadvantage  in  the  use  of  electricity 
ia  place  of  steam  is  the  absence  of  steam  for  heating  purposes,  as 
while  the  uae  of  electric  heaters  is  feasible,  the  cost  is  excessive.    In 
hoisting  operations^  current  fluctuations  arc  excessive,  owing  to  peaks 
incident  to  accelerating  and  to  intermittent  operation  of  the  individual 
units.    When  conditions  warrant,  provision  is  made  for  equalizing  the 
load  on  the  generating  plant  by  the  installation  of  motor-generator 
flywheel  set  or  storage  battery. 

97    The  handling  of  coal  in  retail  yards  is  another  important 
branch  of  industry.     The  most  of  these  yards  simply  have  covered 
^heds,  into  which  coal  is  unloaded  from  cars  and  from  which  coal  is 
loaded  into  wagons  and  auto  trucks  by  hand  shoveling.    Where  the 
^'oJmne  of  business  warrants,  however,  elevator  and  conveyor  installa- 
tions for  unloading  and  stocking  coal  in  sheds  and  bins  are  coming 
^^to  more  general  use,  and  electric  portable  wagon  loaders,  shown  on 
^g-  40  for  taking  coal  from  storage  pile  at  ground  level  and  loading 
^^   delivery  trucks  are  being  more  generally  used.     An  increasing 
^^mber  of  plants  are  being  installed  for  mechanically  performing  all 
^he  operations  at  retail  yards  of  large  capacity,  with  3-  to  5-ton  auto 
^^Ucks  for  long  hauls.  Fig.  41. 

98  The  non-occurrence  of  high  grade  coals  in  this  scc^tion  of  the 
^untry,  and  the  high  cost  of  delivery  by  rail  incident  to  long  haul, 
^>iake  of  vital  importance  careful  consideration  of  the  subject  of  cheap 
*^ke  transportation,  and  the  development  of  mechanical  equipment 
Vhich  will  at  low  cost,  and  with  dispatch,  load,  unload,  and  deliver 
to  the  consumer  the  large  and  rapidly  increasing  tonnage  of  coal  re- 
f^uired  for  distribution  throughout  the  northwest. 

99  The  writer  wishes  to  acknowledge  the  courtesy  extended  in 
furnishing  information  for  this  article  by  the  management  of  the 
various  coal  companies  and  by  the  manufacturers  of  the  equipment 
herein  described. 
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In  the  popular  mind,  the  word  flour  is  as  intimately  associated 
with  the  name  Minneapolis  as  steel  is  with  Pittsburgh.  The  first 
naanufacturing  enterprise  in  Minneapolis  was  a  government  grist  mill 
built  in  1823  by  Colonel  Snelling  from  whom  Fort  Snelling  derives 
its  name.  He  sent,  under  Lieutenant  McCabe,  a  detachment  of  fifteen 
^Idiers  to  the  west  bank  of  the  Palls  of  St.  Anthony  and  on  the  site 
^^  the  present  mill  ''ly*  of  the  Northwestern  Consolidated  Milling 
Company,  the  first  mill  was  built.  It  was  a  crude  affair  about  20  ft. 
^tiare,  built  of  logs  and  containing  one  pair  of  mill  stones.  The 
J^wer  was  derived  from  a  log  flume  from  the  crest  of  the  Falls,  dis- 
charging into  a  flutter  wheel  at  the  mill. 

2  From  such  a  beginning  has  the  present  milling  industry  and 
^t;s  allied  interests  grown.  The  potential  possibilities  of  the  North- 
western territories  for  the  production  of  wheat  was,  at  that  time,  un- 
^ireamed  of.  The  water  power  was  evident  and  gave  the  first  incentive 
^or  the  building  of  grist  mills  and  lumber  mills  at  Minneapolis.  The 
Supply  of  wheat  in  that  time  was  the  most  serious  handicap.  The 
fitness  of  the  soil  in  the  immediate  vicinity  for  raising  wheat  was  not 
laiown.  The  soldiers  at  the  time  of  building  the  first  mill  tried  their 
liands  at  raising  wheat  and  as  very  light  crops  resulted,  they  were  soon 

discouraged  and  gave  it  up.    This  first  mill  ceased  grinding  wheat 

about  four  years  after  being  built. 

3  This  seemed  to  be  the  end  of  flour  milling,  for  nothing  was 
heard  of  the  government  mill  until  about  1849  when  the  town  of  St. 
Anthony  was  established  on  the  east  side  of  the  Falls.  The  first  court 
ever  held  in  Hennepin  County  convened  in  the  old  mill  in  1849.  The 
mill  was  apparently  the  only  place  available  at  that  time  for  court 
sittings.  It  is  a  far  cry  from  a  grist  mill  to  a  court  of  law,  and  serves 
to  show  how  dose  was  the  connection  of  the  flour  mill  with  the  early 
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3  This  seemed  to  be  the  end  of  flour  milling,  for  nothing  was 
>ard  of  the  government  mill  until  about  1849  when  the  town  of  St. 
jithony  was  established  on  the  east  side  of  the  Falls.  The  first  court 
7eT  held  in  Hennepin  County  convened  in  the  old  mill  in  1849.  The 
lill  was  apparently  the  only  place  available  at  that  time  for  court 
ittings.  It  is  a  far  cry  from  a  grist  mill  to  a  court  of  law,  and  serves 
o  show  how  close  was  the  connection  of  the  flour  mill  with  the  early 
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Smithy  Civil  Engineer  in  Billings,  Mont.,  was  installed  for  the  North- 
western Improvement  Company,  Boslyn,  Wash.  This  is  manufac- 
tured by  the  Dodge  Coal  Storage  Company  and  the  Ottnmwa  Boi 
Car  Loader  Company. 

80  In  1902,  the  Ottumwa  Box  Car  Loader  Company  deTetoped 
at  the  request  of  the  North  Western  Fuel  Company,  and  installed  oi 
their  Superior  Dock  No.  1,  the  first  portable  box  car  loader.  Thii 
was  a  steam  loader,  equipped  with  engine  and  boiler.  The  followinf 
year,  the  same  company,  also  at  the  request  of  the  North  Westen 
Fuel  Company,  developed  the  first  electric  loader,  which  was  installec 
on  the  same  dock.  iSince  that  time,  a  large  number  of  electric  portable 
loaders  of  this  make  have  been  installed  at  the  head  of  the  lakes.  L 
the  Ottumwa  loader,  the  coal  is  trimmed  in  the  cars  by  means  of  i 
reciprocating  cradle  and  pusher  traveling  therein  the  full  leng£h  o1 
the  cradle.  Fig.  36. 

81  During  the  same  period,  a  large  number  of  Christy  portabh 
electric  loaders  have  also  been  installed  on  the  docks  in  Dulnth  anc 
Superior.  The  distinctive  feature  in  this  loader  is  the  use  of  a  stee 
lagged  conveyor  for  trimming  coal  in  the  car,  the  speed  of  the  con 
veyor  being  xmder  control  to  suit  conditions  of  loading,  Fig.  37. 

BZ  In  1906,  a  .Smith  tilting  box  car  loader  was  installed  on  th< 
North  Western  Fuel  Company's  Dock  No.  1  by  the  Dodge  Coal  Stor 
age  Company,  with  rated  capacity  for  handling  100  cars  or  3000  torn 
of  anthracite  coal  in  ten  hours.  This  loader  tilts  the  car  endwise  oi 
the  cradle,  which  permits  the  flow  of  coal  alternately  to  each  end  oi 
the  car  by  gravity.  After  the  two  ends  are  loaded  the  car  is  bronghi 
to  level  position  and  the  middle  of  the  car  filled  without  hand  trim 
ming.  This  type  of  loader  permits  the  loading  of  a  large  tonnage  ai 
a  single  central  point,  and  is  used  for  handling  both  anthracite  anc 
bituminous  coal.  Smith  loaders  have  since  been  installed  on  ih< 
Philadelphia  &  Beading  dock  in  Superior  and  the  Cam^e  No.  i 
dock  in  Duluth,  Fig.  38. 

S3  For  the  purpose  of  handling  bituminous  screeningSy  then 
was  installed  on  the  North  Western  Fuel  Company's  No.  1  dock  ii 
1909  a  Fairmont  centrifugal  loader^  manufactured  by  the  Fairmoni 
Mining  Machinery  Company,  of  Fairmont,  W.  Va.  In  this  loadei 
the  coal  is  received  by  a  cylinder,  from  which  it  is  discharged  b] 
blades  attached  to  a  rotating  head. 

A4  Two  other  types  of  loaders  have  recently  been  developed  ii 
Milwaukee,  one  of  which,  the  Manierre  loader,  is  adapted  for  lianiilinj 
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■  3'4    OmnrwA  Steam  Box  Car  Loader,  installed  on  North  Weste&n 
>KK-   CoicrANT'sI>OOKNo.  1,  IN  1902.    First  Portable  Loader  EVER  Built 


^—    37    Chsutt  Box  Car  Loader  Compant's  Electric  Swivelino  Conveyor 

"^-■^uiiiR,  TOBTiOJLED  OH  North  Western  Fuel  Coupany  's  Dock  No.  1, 

Superior,  1913 
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Fio.  39    Mamubui  Conteiok  Loadeb,  mounted  on  BRmoE  Pies,  Cabn 
Coal  Oompant  's  Dock  No.  2,  Dvluth,  Uinn. 
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both  bitnininons  and  anthracite  coal.  The  Hanna  Coal  Company  in- 
stalled  two  of  these  loaders  in  1912  for  handling  anthracite.  Since 
then,  three  loaders  of  this  type  have  been  installed  on  the  bridge 
piers  on  the  Pittsburgh  Nos.  5  and  7  docks  for  handling  bituminous 
coaly  and  a  fourth  loader  for  anthracite  has  been  installed  on  No.  7 
dock.  This  is  a  stationary  type  of  loader,  located  on  the  same  side 
uf  the  car  as  the  loading  bin,  as  shown  by  Fig.  39.  The  distinctive 
feature  of  this  loader  is  the  swinging  supporting  arm,  to  the  outer 
end  of  which  the  conveyor  is  pivoted.  This  permits  conveyor  being 
extended  alternately  into  the  opposite  ends  of  the  car,  allowing  low 
(on  vcyor  speed  in  unloading. 

85  In  1911,  the  other  type  of  stationary  anthracite  conveyor 
loader  was  designed  by  John  Ecks,  (?hief  Engineer  of  the  Milwaukee- 
Western  Fuel  Company,  and  was  installed  on  one  of  the  docks  of  this 
company,  for  loading  anthracite  coal  to  box  cars  on  two  tracks  be- 
tween which  it  is  located.  The  distinctive  feature  of  this  loader  is 
the  reciprocating  motion  of  the  belt  conveyor,  permitting  it  to  travel 
toward  the  end  of  the  car  for  reducing  throw  of  the  coal  to  the  min- 
inaum,  thus  permitting  low  conveyor  speed. 

86  The  following  year,  one  of  thes(»  l(m<Iers  was  instalknl  for 
'fading  anthracite  coal  at  the  North  Western  Fuel  Company's  Su- 
P^tioT  Dock  No.  1. 

87  With  the  exception  of  a  few  of  tlic  earlier  steam  loaders,  the 
f^rtable  loaders  thus  far  installed  have  been  electrically  operated.    At 

*'^«  present  time,  however,  a  Christy  ^'Superior"  type  loader  is  under 
^instruction  for  the  North  Western  Fuel  Company's  Superior  Dock 
'^  0.  2,  in  which  a  gasoline  engine  will  furnish  power  for  the  travel  of 

^>e  loader  along  the  dock. 

88  Portable  loaders  serve  not  only  for  loading  eoal,  but  also  for 
^lie  switching  and  spotting  of  loaded  and  empty  cars. 

89  To    expedite    loading    operations,    the    spotting    and    local 
Switching  of  cars,  when  not  done  by  the  portable  loaders,  is  usually 
^one  at  the  receiving  docks  by  one  of  the  several  types  of  rope  haul- 
age or  carpuller  systems.     Gravity  tracks  are  also  frequently  used 
Mrhere  conditions  make  it  desirable.    At  the  car  dumpers  at  the  lower 
lake  ports,  it  is  customary  to  run  the  cars  down  grade  from  the 
storage  tracks  onto  a  kick-back  track,  after  which  they  are  run  onto 
the  cradle  of  the  car  dumper  by  means  of  a  small  car  attaclied  to  a 
haulage  rope,  variously  designated  as  a  ground  hog,  mule  or  pig. 

90  Cars  are  weighed  before  and  after  loading  on  railroad  scales 
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of  from  100  to  150  tons  capacity.  Both  the  overhead  and  pit  iyp 
of  scales  are  used  and  are  ordinarily  provided  with  dead  "tail.  Ant 
matic  scales  are  used  to  a  limited  extent,  and  where  this  type  of  sea 
is  not  in  use,  the  scales  are  of  recording  or  registering  beam  typ 
which  enables  the  weighmaster  to  retain  a  ticket  for  each  car,  wii 
the  net  and  gross  weights  stamped  thereon,  corresponding  to  the  pof 
tion  of  the  poise,  thus  avoiding  the  possibility  of  error  in  writii 
the  weights.  The  weighing  in  Minnesota  and  Wisconsin  is  done  1 
the  Western  Bailway  Weighing  Association.  Every  precaution 
taken  to  insure  accuracy  in  weighing  and  the  scales  are  given  frequei 
attention  and  are  regularly  inspected  by  the  dock  companies.  P 
riodically,  inspection  and  tests  are  made  by  the  state  scale  inspectoi 
for  which  purpose  a  special  test  car  is  used.  The  scales  at  the  rets 
yards  for  weighing  coal  delivered  by  auto  trucks  and  wagons  a 
given  the  same  attention.  Both  the  track  and  wagon  scales  a 
balanced  frequently  during  the  day,  while  in  service.  Smithing  oof 
which  is  sacked  for  shipment  in  comparatively  small  quantities, 
weighed  on  wheelbarrow  scales  during  the  process  of  sacking,  pri< 
to  taking  total  weight  on  wagon  or  track  scales. 

91  Conveyor  weighers,  by  which  the  weight  of  the  coal  beii 
handled  by  belt  conveyor  is  obtained  automatically  by  electrical  d 
vice,  have  been  in  use  for  several  years  to  a  limited  extent  by  pu 
chasers  of  coal  and  other  bulk  material,  and  also  for  check  weighin 
but  have  not  thus  far  been  used  on  the  coal  docks  at  the  receivii 
ports  for  determining  shipping  weights. 

CONDITIONS  KELATING  TO  THE  HANDLING  OP  COAL 

92  In  the  handling  and  storage  of  coal,  numerous  precautio] 
are  necessary  in  order  to  avoid  undue  breakage  or  degradation.  It 
necessary  to  break  bulk  as  few  times  as  possible  in  handling  the  co 
from  the  time  it  leaves  the  boat  until  it  is  loaded  to  cars  for  reahi 
ment  by  rail.  With  the  same  end  in  view,  it  is  also  necessary 
limit  the  free  fall  of  the  coal  and  the  velocity  of  the  flow  as  mu< 
as  practicable.  In  compliance  with  above  conditions,  coal  handled  1 
clams  or  other  buckets  should  be  lowered  to  pile  or  bin  before  beii 
discharged.  An  ideal  device  for  lowering  anthracite  and  other  smi 
sized  coal  vertically,  where  the  drop  would  be  large,  is  the  Humphr 
type  of  shelf  lowering  chute,  which  consists  of  a  vertical  shaft,  : 
which  the  shelves,  placed  alternately  on  opposite  sides,  are  so  arrangi 
that  the  coal  flows  over  itself  at  a  uniform  moderate  velocity,  regKt^ 
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less  of  fhe  distance  through  which  the  coal  is  lowered.  Where  it  is 
desired  to  lower  and  also  convey  the  coal  horizontally  by  gravity^  step 
chutes  bnilt  on  similar  principle  are  employed  to  advantage. 

93  The  deterioration  of  bituminons  coal  in  storage  is  slight, 
and  recent  experiments  show  it  to  be  less  than  it  is  commonly  sup- 
posed to  be.  Anthracite  coal  is  not  subject  to  any  appreciable  de- 
terioration even  though  stored  out  of  doors,  but  to  supply  the  demand 

for  bright  ooal  it  is  housed  in  buildings  for  protection  from  the 

weather. 

H    The  liability  of  bituminous  coal,  especially  screenings  and 

some  grades  of  run  of  pile,  to  spontaneous  combustion,  has  made  it 

necessary  to  limit  the  height  of  pile  to  suit  the  available  rehandling 

^cilities,  as  the  first  step  in  handling  a  coal  fire  is  to  get  direct  access 

^  the  fire  by  rehandling  the  hundreds,  and  frequently  thousands,  of 

^^  of  coal  within  the  inverted  cone  tributary  to  the  small  area  at 

^e  bottom  of  the  pile,  where  the  fire  starts.    It  is  sometimes  also 

neceasary  to  isolate  the  burning  area  to  prevent  the  fire  spreading. 

^^'^  the  fire  is  uncovered,  it  can  be  extinguished  by  the  use  of  water 

*fi4    the  rehandling  of  the  smoldering  or  burning  coal.    The  applica- 

"On     Qf  water,  however,  to  the  top  of  the  original  coal  pile  is  ordi- 

''*^iXy  useless  and  frequently  increases  the  fire.    While  the  liability 

^0  ^X^ntaneous  combustion  cannot  be  entirely  eliminated,  a  clean  dock 

^  ^^Lce  and  the  absence  of  combustible  foreign  matter  within  the  coal 

P^^»  and,  after  the  coal  is  in  storage,  careful  watching  and  prompt 

^^^ndling  upon  the  first  indication  of  heating,  reduce  the  liability 

^^  *^    minimum. 


^5    Another  essential  condition,  which  is  being  complied  with 

^    ^n  increasing  degree,  is  the  safeguarding  of  employees  by  the  pro- 

^^Xon  of  sanitary  conditions  and  the  application  of  safety  appliances 

^^   the  dock  equipment.    For  the  removal  of  coal  dust  from  enclosures 

y  *^€re  it  is  produced  in  unusual  quantities,  dust  exhaust  fans  are  being 

^^troduced  for  the  benefit  of  employes  and  to  facilitate  operations. 

96  The  use  of  electric  power  in  place  of  steam,  which  was  com- 
"J^on  until  twelve  or  thirteen  years  ago,  has  several  very  marked  ad- 
vantages. Electric  power  can  easily  be  distributed,  with  compara- 
tively small  loss,  to  various  remote  centers  on  movable  equipment. 
Branch  lines  can  readily  be  cut  out  when  not  in  service,  and  there  is 
sKght  loss  from  leakage  in  feeders  whether  the  motors  are  in  opera- 
tion or  idle.  Other  advantages  are  the  control  of  motors  by  means 
of  magnetic  switches  and  master  controllers,  and  the  ease  with  which 
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of  from  100  to  160  tons  capacity.  Both  the  overhead  and  pit  types 
of  scales  are  nsed  and  are  ordinarily  provided  with  dead  Tail.  Auto- 
matic scales  are  used  to  a  limited  extent^  and  where  this  type  of  scale 
is  not  in  use,  the  scales  are  of  recording  or  registering  beam  type, 
which  enables  the  weighmaster  to  retain  a  ticket  for  each  car^  with 
the  net  and  gross  weights  stamped  thereon,  corresponding  to  the  posi- 
tion of  the  poise,  thus  avoiding  the  possibility  of  error  in  writing 
the  weights.  The  weighing  in  Minnesota  and  Wisconsin  is  done  by 
the  Western  Bailway  Weighing  Association.  Every  precaution  is 
taken  to  insure  accuracy  in  weighing  and  the  scales  are  given  frequent 
attention  and  are  regularly  inspected  by  the  dock  companies.  Pe- 
riodically, inspection  and  tests  are  made  by  the  state  scale  inspectors, 
for  which  purpose  a  special  test  car  is  used.  The  scales  at  the  retail 
yards  for  weighing  coal  delivered  by  auto  trucks  and  wagons  are 
given  the  same  attention.  Both  the  track  and  wagon  scales  are 
balanced  frequently  during  the  day,  while  in  service.  Smithing  coal, 
which  is  sacked  for  shipment  in  comparatively  small  quantities,  is 
weighed  on  wheelbarrow  scales  during  the  process  of  sacking,  prior 
to  taking  total  weight  on  wagon  or  track  scales. 

91  Conveyor  weighers,  by  which  the  weight  of  the  coal  being 
handled  by  belt  conveyor  is  obtained  automatically  by  electrical  de- 
vice, have  been  in  use  for  several  years  to  a  limited  extent  by  pur- 
chasers of  coal  and  other  bulk  material,  and  also  for  check  weighing, 
but  have  not  thus  far  been  used  on  the  coal  docks  at  the  receiving 
ports  for  determining  shipping  weights. 

CONDITIONS  RELATING  TO  THE  HANDLINO  OF   COAL 

92  In  the  handling  and  storage  of  coal,  numerous  precautions 
are  necessary  in  order  to  avoid  undue  breakage  or  degradation.    It  is 
necessary  to  break  bulk  as  few  times  as  possible  in  handling  the  coaV 
from  the  time  it  leaves  the  boat  until  it  is  loaded  to  cars  for  reshii>— 
ment  by  rail.     With  the  same  end  in  view,  it  is  also  necessary 
limit  the  free  fall  of  the  coal  and  the  velocity  of  the  flow  as  mui 
as  practicable.    In  compliance  with  above  conditions,  coal  handled 
clams  or  other  buckets  should  be  lowered  to  pile  or  bin  before 
discharged.    An  ideal  device  for  lowering  anthracite  and  other 
sized  coal  vertically,  where  the  drop  would  be  large,  is  the  Hi 
type  of  shelf  lowering  chute,  which  consists  of  a  vertical 
which  the  shelves,  placed  alternately  on  opposite  sides,  ' 
that  the  coal  flows  over  itself  at  a  uniform  moderat 
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of  from  100  to  160  tons  capacity.  Both  the  overhead  and  pit  lypes 
of  scales  are  used  and  are  ordinarily  provided  with  dead  ^ail.  Anto- 
matic  scales  are  nsed  to  a  limited  extent,  and  where  this  type  of  scale 
is  not  in  use,  the  scales  are  of  recording  or  registering  beam  type, 
which  enables  the  weighmaster  to  retain  a  ticket  for  each  car,  with 
the  net  and  gross  weights  stamped  thereon,  corresponding  to  the  posi- 
tion of  the  poise,  thus  avoiding  the  possibility  of  error  in  writing 
the  weights.  The  weighing  in  Minnesota  and  Wisconsin  is  done  by 
the  Western  Bailway  Weighing  Association.  Every  precaution  is 
taken  to  insure  accuracy  in  weighing  and  the  scales  are  given  frequent 
attention  and  are  regularly  inspected  by  the  dock  companies.  Pe- 
riodically, inspection  and  tests  are  made  by  the  state  scale  inspectors, 
for  which  purpose  a  special  test  car  is  used.  The  scales  at  the  retail 
yards  for  weighing  coal  delivered  by  auto  trucks  and  wagons  are 
given  the  same  attention.  Both  the  track  and  wagon  scales  are 
balanced  frequently  during  the  day,  while  in  service.  Smithing  coal, 
which  is  sacked  for  shipment  in  comparatively  small  quantities,  is 
weighed  on  wheelbarrow  scales  during  the  process  of  sacking,  prior 
to  taking  total  weight  on  wagon  or  track  scales. 

91  Conveyor  weighers,  by  which  the  weight  of  the  coal  being 
handled  by  belt  conveyor  is  obtained  automatically  by  electrical  de- 
vice, have  been  in  use  for  several  years  to  a  limited  extent  by  pur- 
chasers of  coal  and  other  bulk  material,  and  also  for  check  weighing, 
but  have  not  thus  far  been  used  on  the  coal  docks  at  the  receiving 
ports  for  determining  shipping  weights. 

CONDITIONS  RELATING  TO  THE  HANDLING  OP  COAL 

92  In  the  handling  and  storage  of  coal,  numerous  precautions 
are  necessary  in  order  to  avoid  undue  breakage  or  degradation.  It  is 
necessary  to  break  bulk  as  few  times  as  possible  in  handling  the  coal 
from  the  time  it  leaves  the  boat  until  it  is  loaded  to  cars  for  reahip- 
ment  by  rail.  With  the  same  end  in  view,  it  is  also  necessary  to 
limit  the  free  fall  of  the  coal  and  the  velocity  of  the  flow  as  much 
as  practicable.  In  compliance  with  above  conditions,  coal  handled  by 
clams  or  other  buckets  should  be  lowered  to  pile  or  bin  before  being 
discharged.  An  ideal  device  for  lowering  anthracite  and  other  small 
sized  coal  vertically,  where  the  drop  would  be  large,  is  the  Humphrey 
type  of  shelf  lowering  chute,  which  consists  of  a  vertical  shaft,  in 
which  the  shelves,  placed  alternately  on  opposite  sides,  are  so  arranged 
that  the  coal  flows  over  itself  at  a  uniform  moderate  velocity,  regard- 


G.  H.  HX7TCHINS0N  33 

less  of  the  distance  through  which  the  coal  is  lowered.  Where  it  is 
desired  to  lower  and  also  convey  the  coal  horizontally  by  gravity^  step 
chutes  bnilt  on  similar  principle  are  employed  to  advantage. 

93  The  deterioration  of  bituminons  coal  in  storage  is  slight, 
and  recent  experiments  show  it  to  be  less  than  it  is  commonly  sup- 
posed to  be.  Anthracite  coal  is  not  subject  to  any  appreciable  de- 
terioration even  though  stored  out  of  doors,  but  to  supply  the  demand 
for  bright  coal  it  is  housed  in  buildings  for  protection  from  the 
weather. 

94  The  liability  of  bituminous  coal,  especially  screenings  and 
some  grades  of  run  of  pile,  to  spontaneous  combustion,  has  made  it 
Qecefisary  to  limit  the  height  of  pile  to  suit  the  available  rehandling 
facilities,  as  the  first  step  in  handling  a  coal  fire  is  to  get  direct  access 
to  the  fire  by  rehandling  the  hundreds,  and  frequently  thousands,  of 
^oxis  of  coal  within  the  inverted  cone  tributary  to  the  small  area  at 
*^€  bottom  of  the  pile,  where  the  fire  starts.     It  is  sometimes  also 
^^cessary  to  isolate  the  burning  area  to  prevent  the  fire  spreading, 
"^-^r  the  fire  is  imcovered,  it  can  be  extinguished  by  the  use  of  water 
^^d  the  rehandling  of  the  smoldering  or  burning  coal.    The  applica- 
tion of  water,  however,  to  the  top  of  the  original  coal  pile  is  ordi- 
^urily  useless  and  frequently  increases  the  fire.    While  the  liability 
^tD  spontaneous  combustion  cannot  be  entirely  eliminated,  a  clean  dock 
^tirface  and  the  absence  of  combustible  foreign  matter  within  the  coal 
^ile,  and,  after  the  coal  is  in  storage,  careful  watching  and  prompt 
>*ehandling  upon  the  first  indication  of  heating,  reduce  the  liability 
tx)  a  minimum. 

95  Another  essential  condition,  which  is  being  complied  with 
in  an  increasing  degree,  is  the  safeguarding  of  employees  by  the  pro- 
vision of  sanitary  conditions  and  the  application  of  safety  appliances 
to  the  dock  equipment.  For  the  removal  of  coal  dust  from  enclosures 
where  it  is  produced  in  unusual  quantities,  dust  exhaust  fans  are  being 
introduced  for  the  benefit  of  employes  and  to  facilitate  operations. 

96  The  use  of  electric  power  in  place  of  steam,  which  was  com- 
mon until  twelve  or  thirteen  years  ago,  has  several  very  marked  ad- 
vantages. Electric  power  can  easily  be  distributed,  with  compara- 
tively small  loss,  to  various  remote  centers  on  movable  equipment. 
Branch  lines  can  readily  be  cut  out  when  not  in  service,  and  there  is 
slight  loss  from  leakage  in  feeders  whether  the  motors  are  in  opera- 
tion or  idle.  Other  advantages  are  the  control  of  motors  by  means 
of  magnetic  switches  and  master  controllers,  and  the  ease  with  which 
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Fig.  40    Specialty    Snoineerino    Coupakt  's    Wagon    Ldadru,   Nokth 
Western  Fuel  Coupany's  Taed  No.  1,  St.  Paol,  1914 


Fio.  41    UcMyler  Mechanical  Plant  fob  Retail  Yabd,  Cletxland  ahp 
PiTTSBUROB  Coal  Cohpant's  Betail  Yard,  Clktelakd,  Omo 
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latic  safety  devices  can  be  introduced  for  safeguarding  opera- 
of  hoisting  and  lowering  of  bucket,  and  traversing  of  man- 
f8  and  bridges.  Dynamic  braking  is  also  a  valuable  feature  in 
rolley  operation,  where  the  loads  are  heavy  and  high  speed  is 
ed.  Probably  the  greatest  disadvantage  in  the  use  of  electricity 
toe  of  steam  is  the  absence  of  steam  for  heating  purposes,  as 
the  use  of  electric  heaters  is  feasible,  the  cost  is  excessive.  In 
Qg  operations,  current  fluctuations  are  excessive,  owing  to  peaks 
nt  to  accelerating  and  to  intermittent  operation  of  the  individual 

When  conditions  warrant,  provision  is  made  for  equalizing  the 
)n  the  generating  plant  by  the  installation  of  motor-generator 
iel  set  or  storage  battery. 

The  handling  of  coal  in  retail  yards  is  another  important 
b  of  industry.     The  most  of  these  yards  simply  have  covered 

into  which  coal  is  unloaded  from  cars  and  from  which  coal  is 
1  into  wagons  and  auto  trucks  by  hand  shoveling.  Where  the 
le  of  business  warrants,  however,  elevator  and  conveyor  installa- 
for  unloading  and  stocking  coal  in  sheds  and  bins  are  coming 
aore  general  use,  and  electric  portable  wagon  loaders,  shown  on 
0  for  taking  coal  from  storage  pile  at  groimd  level  and  loading 
livery  trucks  are  being  more  generally  used.  An  increasing 
2r  of  plants  are  being  installed  for  mechanically  performing  all 
aerations  at  retail  yards  of  large  capacity,  with  3-  to  5-tou  auto 

for  long  hauls.  Fig.  41. 

The  non-occurrence  of  high  grade  coals  in  this  section  of  the 
7,  and  the  high  cost  of  delivery  by  rail  incident  to  long  haul, 
of  vital  importance  careful  consideration  of  the  subject  of  cheap 
ransportation,  and  the  development  of  mechanical  equipment 

will  at  low  cost,  and  with  dispatch,  load,  unload,  and  deliver 

consumer  the  large  and  rapidly  increasing  tonnage  of  coal  re- 

for  distribution  throughout  the  northwest. 
The  writer  wishes  to  acknowledge  the  courtesy  extended  in 
hing  information  for  this  article  by  the  management  of  the 
s  coal  companies  and  by  the  manufacturers  of  the  equipment 

described. 
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automatic  safety  devices  can  be  introduced  for  safeguarding  opera- 
tions oC  hoisting  and  lowering  of  bucket,  and  traversing  of  man- 
trolleys  and  bridges.  Dynamic  braking  is  also  a  valuable  feature  in 
man-trolley  operation,  where  the  loads  are  heavy  and  high  speed  is 
attained.  Probably  the  greatest  disadvantage  in  the  use  of  electricity 
in  place  of  steam  is  the  absence  of  steam  for  heating  purposes,  as 
while  the  lue  of  electric  heaters  is  feasible,  the  cost  ia  excessive.  lu 
hoistiog  operations,  current  fluctuations  are  excessive,  owing  to  peaks 
incident  to  accelerating  and  to  intermittent  operation  of  the  individual 
units.  When  conditions  warrant,  provision  is  made  for  equalizing  the 
load  on  the  generating  plant  by  the  installation  of  motor-generator 
flywheel  set  or  storage  battery. 

9?     The  handling  of  coal  in  retail  yards  is  another  important 
branch  of  industry.     The  most  of  these  yards  simply  have  covered 
sheds,  into  which  coal  is  unloaded  from  cars  and  from  which  coal  is 
\uaded  into  wagons  and  auto  trucks  by  hand  shoveling.     Where  tlie 
vi>luine  of  business  warrants,  however,  elevator  and  conveyor  installa- 
tions for  unloading  and  stocking  coal  in  sheds  and  bins  are  coming 
into  more  general  use,  and  electric  portable  wagon  loaders,  shown  on 
^g.  40  for  taking  coal  from  storage  pile  at  ground  level  and  loading 
to  delivery  trucks  are  being  more  generally  used.     An  iiicreasiufr 
numljer  of  plants  are  being  installed  for  mechanically  performing  all 
the  operations  at  retail  yards  of  large  capacity,  with  3-  to  3-toii  auto 
f>'uclis  for  long  hauls.  Fig.  4,1. 

^'^    The  non-occurrence  of  high  grade  coals  in  this  nurtion  of  tlie 

t"     '  *"'^  *^^  ^S^  <^st  of  delivery  by  rail  incident  to  long  haul, 

/^,    ^  of  vital  importance  careful  consideration  of  the  subject  of  <:!iea|) 

^L.  ^ansportation,  and  the  development  of  meclianical  equipment 

to  f,      will  at  low  cost,  and  with  dispatch,  load,  unload,  and  deliver 

'"ijvu  coziHumer  the  large  and  rapidly  increasing  tonnage  of  coal  re- 

g^  for   distribution  throughout  the  northwest. 

les  to  acknowledge  the  courtesy  extended  in 
for  this  article  by  the  management  of  tlie 
and  by  the  manufacturers  of  the  equipment 
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Junior  Member  of  the  Society 

« 

[n  the  popular  Tnind,  the  word  flour  is  as  intimately  associated 
1  the  name  Minneapolis  as  steel  is  with  Pittsburgh.  The  first 
lufacturing  enterprise  in  Minneapolis  was  a  government  grist  mill 
t  in  1823  by  Colonel  Snelling  from  whom  Port  Snelling  derives 
lame.  He  sent,  under  Lieutenant  McCabe,  a  detachment  of  fifteen 
iers  to  the  west  bank  of  the  Palls  of  St.  Anthony  and  on  the  site 
he  present  mill  ^TV^  of  the  Northwestern  Consolidated  Milling 
ipany,  the  first  mill  was  built.  It  was  a  crude  affair  about  20  ft. 
xe,  built  of  logs  and  containing  one  pair  of  mill  stones.  The 
sr  was  derived  from  a  log  flume  from  the  crest  of  the  Palls,  dis- 
ging  into  a  flutter  wheel  at  the  mill. 

!  Prom  such  a  beginning  has  the  present  milling  industry  and 
llied  interests  grown.  The  potential  possibilities  of  the  North- 
ern territories  for  the  production  of  wheat  was,  at  that  time,  un- 
med  of.  The  water  power  was  evident  and  gave  the  first  incentive 
he  building  of  grist  mills  and  lumber  mills  at  Minneapolis.  The 
ly  of  wheat  in  that  time  was  the  most  serious  handicap.  The 
38  of  the  soil  in  the  immediate  vicinity  for  raising  wheat  was  not 
m.  The  soldiers  at  the  time  of  building  the  first  mill  tried  their 
8  at  raising  wheat  and  as  very  light  crops  resulted,  they  were  soon 
•uraged  and  gave  it  up.  This  first  mill  ceased  grinding  wheat 
t  four  years  after  being  built. 

This  seemed  to  be  the  end  of  flour  milling,  for  nothing  was 
i  of  the  government  mill  until  about  1849  when  the  town  of  St. 
lony  was  established  on  the  east  side  of  the  Palls.  The  first  court 
held  in  Hennepin  County  convened  in  the  old  mill  in  1849.  The 
was  apparently  the  only  place  available  at  that  time  for  court 
igs.  It  is  a  far  cry  from  a  grist  mill  to  a  court  of  law,  and  serves 
LOW  how  close  was  the  connection  of  the  flour  mill  with  the  early 

resented   at  the   Spring   Meeting,   St.    Paul-Minneapolis   1914,   of   Thi 
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omatic  safety  devices  can  be  introduced  for  safeguarding  opera- 
M  of  hoisting  and  lowering  of  bucket,  and  traversing  of  man- 
Ueys  and  bridges.  Dynamic  braking  is  also  a  valuable  feature  in 
n-troUey  operation^  where  the  loads  are  heavy  and  high  speed  is 
lined.  Probably  the  greatest  disadvantage  in  the  use  of  electricity 
place  of  steam  is  the  absence  of  steam  for  heating  purposes,  as 
Lie  the  use  of  electric  heaters  is  feasible,  the  cost  is  excessive.  In 
eting  operations,  current  fluctuations  are  excessive,  owing  to  peaks 
ident  to  accelerating  and  to  intermittent  operation  of  the  individual 
ts.  When  conditions  warrant,  provision  is  made  for  equalizing  the 
d  on  the  generating  plant  by  the  installation  of  motor-generator 
kvheel  set  or  storage  battery. 

97  The  handling  of  coal  in  retail  yards  is  another  important 
inch  of  industry.  The  most  of  these  yards  simply  have  covered 
mIs,  into  which  coal  is  unloaded  from  cars  and  from  which  coal  is 
ded  into  wagons  and  auto  trucks  by  hand  shoveling.  Where  tlie 
Lume  of  business  warrants,  however,  elevator  and  conveyor  installa- 
Bs  for  unloading  and  stocking  coal  in  sheds  and  bins  are  coming 
:o  more  general  use,  and  electric  portable  wagon  loaders,  shown  on 
g.  40  for  taking  coal  from  storage  pile  at  ground  level  and  loading 
delivery  trucks  are  being  more  generally  used.  An  increasing 
mber  of  plants  are  being  installed  for  mechanically  performing  all 
J  operations  at  retail  yards  of  large  capacity,  with  3-  to  5-ton  auto 
cks  for  long  hauls.  Fig.  41. 

J>8  The  non-occurrence  of  high  grade  coals  in  this  pcoUod  of  the 
ntry,  and  the  high  cost  of  delivery  by  rail  incident  to  long  haul, 
ce  of  vital  importance  careful  consideration  of  the  subject  of  (-heaji 
5  transportation,  and  the  development  of  mechanical  equipment 
ch  will  at  low  cost,  and  with  dispatch,  load,  unload,  and  deliver 
he  consumer  the  large  and  rapidly  increasing  tonnage  of  coal  re- 
red  for  distribution  througliout  the  northwest. 
99  The  writer  wishes  to  acknowledge  the  courtesy  extended  in 
lishing  information  for  this  article  by  the  management  of  the 
ous  coal  companies  and  by  the  manufacturers  of  the  equipment 
sin  described. 
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MINNEAPOLIS  FLOUR  MILLING 

Bt  Ohas.  a.  Lano,  Minnxapous,  Mink. 
Junior  Member  of  the  Society 

In  the  popular  mind,  the  word  flour  is  as  intimately  associated 
1  the  name  Minneapolis  as  steel  is  with  Pittsburgh.  The  first 
lufacturing  enterprise  in  Minneapolis  was  a  government  grist  mill 
t  in  1823  by  Colonel  Snelling  from  whom  Port  Snelling  derives 
lame.  He  sent,  under  Lieutenant  McCabe,  a  detachment  of  fifteen 
iers  to  the  west  bank  of  the  Falls  of  St.  Anthony  and  on  the  site 
he  present  mill  "IV'  of  the  Northwestern  Consolidated  Milling 
ipany,  the  first  mill  was  built.  It  was  a  crude  affair  about  20  ft. 
re,  built  of  logs  and  containing  one  pair  of  mill  stones.  The 
ir  was  derived  from  a  log  flume  from  the  crest  of  the  Falls,  dis- 
ging  into  a  flutter  wheel  at  the  mill. 

'  From  such  a  beginning  has  the  present  milling  industry  and 
lUied  interests  grown.  The  potential  possibilities  of  the  North- 
em  territories  for  the  production  of  wheat  was,  at  that  time,  im- 
med  of.  The  water  power  was  evident  and  gave  the  first  incentive 
;he  building  of  grist  mills  and  lumber  mills  at  Minneapolis.  The 
ily  of  wheat  in  that  time  was  the  most  serious  handicap.  The 
ss  of  the  soil  in  the  immediate  vicinity  for  raising  wheat  was  not 
m.  The  soldiers  at  the  time  of  building  the  first  mill  tried  their 
is  at  raising  wheat  and  as  very  light  crops  resxdted,  they  were  soon 
»uraged  and  gave  it  up.  This  first  mill  ceased  grinding  wheat 
t  four  years  after  being  built. 

This  seemed  to  be  the  end  of  fiour  milling,  for  nothing  was 
i  of  the  government  mill  until  about  1849  when  the  town  of  St. 
Lony  was  established  on  the  east  side  of  the  Falls.  The  first  court 
held  in  Hennepin  County  convened  in  the  old  mill  in  1849.  The 
was  apparently  the  only  place  available  at  that  time  for  court 
igs.  It  is  a  far  cry  from  a  grist  mill  to  a  court  of  law,  and  serves 
low  how  close  was  the  connection  of  the  fiour  mill  with  the  early 

resented   at  the   Spring  Meeting,   St.   Paul-Minneapolis   1914,   of   Thi 
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Smith,  Civil  Engineer  in  Billings,  Mont.,  was  installed  for  the  North- 
western Improvement  Company,  Boslyn,  Wash.  This  is  manufac- 
tured by  the  Dodge  Coal  Storage  Company  and  the  Ottnmwa  Boi 
Car  Loader  Company. 

80  In  1902,  the  Ottumwa  Box  Car  Loader  Company  developed 
at  the  request  of  the  North  Western  Fuel  Company,  and  installed  or 
their  Superior  Dock  No.  1,  the  first  portable  box  car  loader.  Thif 
was  a  steam  loader,  equipped  with  engine  and  boiler.  The  following 
year,  the  same  company,  also  at  the  request  of  the  North  Westen 
Fuel  Company,  developed  the  first  electric  loader,  which  was  installej 
on  the  same  dock.  (Since  that  time,  a  large  number  of  electric  portable 
loaders  of  this  make  have  been  installed  at  the  head  of  the  lakes.  Ii 
the  Ottumwa  loader,  the  coal  is  trimmed  in  the  cars  by  means  of  t 
reciprocating  cradle  and  pusher  traveling  therein  the  full  leng£h  oi 
the  cradle.  Fig.  36. 

81  During  the  same  period,  a  large  number  of  Christy  portable 
electric  loaders  have  also  been  installed  on  the  docks  in  Dxduth  and 
Superior.  The  distinctive  feature  in  this  loader  is  the  use  of  a  steel 
lagged  conveyor  for  trimming  coal  in  the  car,  the  speed  of  the  con- 
veyor being  under  control  to  suit  conditions  of  loading.  Fig.  37. 

82  In  1906,  a  Smith  tilting  box  car  loader  was  installed  on  the 
North  Western  Fuel  Compan/s  Dock  No.  1  by  the  Dodge  Coal  Stor- 
age Company,  with  rated  capacity  for  handling  100  cars  or  3000  ton* 
of  anthracite  coal  in  ten  hours.  This  loader  tilts  the  car  endwise  oi 
the  cradle,  which  permits  the  flow  of  coal  alternately  to  each  end  oi 
the  car  by  gravity.  After  the  two  ends  are  loaded  the  car  is  broughi 
to  level  position  and  the  middle  of  the  car  filled  without  hand  trim- 
ming. This  type  of  loader  permits  the  loading  of  a  large  tonnage  ai 
a  single  central  point,  and  is  used  for  handling  both  anthracite  and 
bituminous  coal.  Smith  loaders  have  since  been  installed  on  the 
Philadelphia  &  Beading  dock  in  Superior  and  the  Cam^e  No.  2 
dock  in  Duluth,  Fig.  38. 

83  For  the  purpose  of  handling  bituminous  screeningi^  theif 
was  installed  on  the  North  Western  Fuel  Company's  No.  1  dock  id 
1909  a  Fairmont  centrifugal  loader,  manufactured  by  the  Fairmont 
Mining  Machinery  Company,  of  Fairmont,  W.  Va.  In  this  loadei 
the  coal  is  received  by  a  cylinder,  from  which  it  is  discharged  b] 
blades  attached  to  a  rotating  head. 

84  Two  other  types  of  loaders  have  recently  been  developed  in 
Milwaukee,  one  of  which,  the  Manierre  loader,  is  adapted  for 
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^^-  36    O^nncwA  Steak  Box  Cab  Loadxb,  installed  on  North  Westebh 
^"dBj  Compamt's  Dock  No.  1,  in  1902.    Fibst  Poetable  Loader  eteb  Built 


l^o.  37    Chbistt  Box  Cab  Loadeb  Company  's  Electric  Swiveliso  Conteyob 
LoAD^  iNSTAij.li>  ON  NoBTH  Westebh  Fuel  Company's  Dock  No.  1, 
;,  1913 
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10.  as    Smith    Tu.tino    Box    Cab    Loader,    Built    by    the    Dodge   Coai 
Storaqb  Coup  any 


Fra.  3S    Manikbbx  Conyxyob  Loadbb,  mounted  on  BsioaB  Pidc,  GAKMaan 
Coal  Coiipant  'b  Dock  No.  £,  DuLura,  Uimn, 
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li  bituminous  and  anthracite  coal.  The  Hanna  Coal  Company  in- 
lied  two  of  these  loaders  in  1912  for  handling  anthracite.  Since 
n,  three  loaders  of  this  type  have  been  installed  on  the  bridge 
rs  on  the  Pittsburgh  Nos.  5  and  7  docks  for  handling  bituminous 
1,  and  a  fourth  loader  for  anthracite  has  been  installed  on  No.  7 
•\l.  This  is  a  stationary  type  of  loader,  ]o(;atcd  on  the  same  side 
the  car  as  the  loading  bin,  as  shown  by  Fig.  39.  The  distinctive 
ture  of  this  loader  is  the  swinging  supporting  arm,  to  the  outer 
1  of  which  the  conveyor  is  pivoted.  This  permits  conveyor  being 
ended  alternately  into  the  oj)posite  ends  of  the  car,  allowing  low 
ivcyor  speed  in  unloading. 

85  In  1911,  the  other  type  of  stationary  anthracite  conveyor 
.<ler  was  designed  by  John  Ecks,  Chief  Engineer  of  the  Milwaukee- 
-'stern  Fuel  Company,  and  was  installed  on  one  of  the  docks  of  tliis 
riipany,  for  loading  anthracite  coal  to  box  cars  on  two  tracks  hc- 
een  which  it  is  located.  Tlie  distinctive  feature  of  this  loader  is 
e  reciprocating  motion  of  the  belt  conveyor,  permitting  it  to  travel 
w-ard  the  end  of  the  car  for  reducing  throw  of  the  coal  to  the  min- 
ium, thus  permitting  low  conveyor  speed. 

86  The  following  year,  one  of  these  loaders  was  instalknl  for 
^ding  anthracite  coal  at  the  North  Western  Fuel  Company's  Su- 
tioT  Dock  No.  1. 

87  With  the  exception  of  a  few  of  the  earlier  steam  loaders,  the 
liable  loaders  thus  far  installed  have  been  electrically  operated.  At 
e  present  time,  however,  a  Christy  "Superior"  type  loader  is  under 
nstruction  for  tlie  North  Western  Fuel  Company's  Superior  Dock 
).  2,  in  which  a  gasoline  engine  will  furnish  j)ower  for  the  travel  of 
>  loader  along  the  dock. 

88  Portable  loaders  serve  not  only  for  loading  coal,  but  also  for 
switching  and  spotting  of  loaded  and  empty  cars. 

89  To  expedite  loading  operations,  the  spotting  and  local 
tching  of  cars,  when  not  done  by  the  portable  loaders,  is  usually 
le  at  the  receiving  docks  by  one  of  the  several  types  of  rope  haul- 
j  or  carpuller  systems.  Gravity  tracks  are  also  frequently  used 
ere  conditions  make  it  desirable.  At  the  car  dumpers  at  the  lower 
:e  ports,  it  is  customary  to  run  the  cars  down  grade  from  the 
rage  tracks  onto  a  kick-back  track,  after  which  they  are  run  onto 
;  cradle  of  the  car  dumper  by  means  of  a  small  car  attached  to  a 
ulage  rope,  variously  designated  as  a  ground  hog,  mule  or  pig. 

90  Cars  are  weighed  before  and  after  loading  on  railroad  scales 
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of  from  ,100  to  160  tons  capacity.  Both  the  overhead  and  pit 
of  scales  are  used  and  are  ordinarily  provided  with  dead  ^ail.  Auto — 
matic  scales  are  used  to  a  limited  extent^  and  where  this  type  of  scales 
is  not  in  use^  the  scales  are  of  recording  or  registering  beam  type^^ 
which  enables  the  weighmaster  to  retain  a  ticket  for  each  car,  witlk^ 
the  net  and  gross  weights  stamped  thereon,  corresponding  to  the  posi — 
tion  of  the  poise,  thus  avoiding  the  possibility  of  error  in  writing" 
the  weights.  The  weighing  in  Minnesota  and  Wisconsin  is  done  bj — 
the  Western  Bailway  Weighing  Association.  Every  precaution  is^ 
taken  to  insure  accuracy  in  weighing  and  the  scales  are  given  frequent= 
attention  and  are  regularly  inspected  by  the  dock  companies.  Pe — 
riodically,  inspection  and  tests  are  made  by  the  state  scale  inspectors^.. 

for  which  purpose  a  special  test  car  is  used.    The  scales  at  the  retail 

yards  for  weighing  coal  delivered  by  auto  trucks  and  wagons 
given  the  same  attention.  Both  the  track  and  wagon  scales 
balanced  frequently  during  the  day,  while  in  service.  Smithing  ooal,  ^ 
which  is  sacked  for  shipment  in  comparatively  small  quantities,  is-^ 
weighed  on  wheelbarrow  scales  during  the  process  of  sacking,  prior  " 
to  taking  total  weight  on  wagon  or  track  scales. 

91  Conveyor  weighers,  by  which  the  weight  of  the  coal  being 
handled  by  belt  conveyor  is  obtained  automatically  by  electrical  de- 
vice, have  been  in  use  for  several  years  to  a  limited  extent  by  pur- 
chasers of  coal  and  other  bulk  material,  and  also  for  check  weighing, 
but  have  not  thus  far  been  used  on  the  coal  docks  at  the  receiving 
ports  for  determining  shipping  weights. 

CONDITIONS  RELATING  TO  THE  HANDLING  OP  COAL 

92  In  the  handling  and  storage  of  coal,  numerous  precautions 
are  necessary  in  order  to  avoid  undue  breakage  or  degradation.  It  is 
necessary  to  break  bulk  as  few  times  as  possible  in  handling  the  coal 
from  the  time  it  leaves  the  boat  until  it  is  loaded  to  cars  for  reship- 
ment  by  rail.  With  the  same  end  in  view,  it  is  also  necessary  to 
limit  the  free  fall  of  the  coal  and  the  velocity  of  the  flow  as  much 
as  practicable.  In  compliance  with  above  conditions,  coal  handled  by 
clams  or  other  buckets  should  be  lowered  to  pile  or  bin  before  being 
discharged.  An  ideal  device  for  lowering  anthracite  and  other  small 
sized  coal  vertically,  where  the  drop  would  be  large,  is  the  Humphrey 
type  of  shelf  lowering  chute,  which  consists  of  a  vertical  shaft^  in 
which  the  shelves,  placed  alternately  on  opposite  sides,  are  so  arranged 
that  the  coal  flows  over  itself  at  a  uniform  moderate  velocity^  regard- 
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less  of  the  distance  throngh  which  the  coal  is  lowered.  Where  it  is 
desired  to  lower  and  also  convey  the  coal  horizontally  by  gravity^  step 
cbixites  built  on  similar  principle  are  employed  to  advantage. 

93  The  deterioration  of  bituminous  coal  in  storage  is  slight^ 
and  recent  experiments  show  it  to  be  less  than  it  is  commonly  sup- 
posed to  be.  Anthracite  coal  is  not  subject  to  any  appreciable  de- 
tex-ioration  even  though  stored  out  of  doors,  but  to  supply  the  demand 
foxr  bright  ooal  it  is  housed  in  buildings  for  protection  from  the 
weather. 

H  The  liability  of  bituminous  coal,  especially  screenings  and 
some  grades  of  run  of  pile,  to  spontaneous  combustion,  has  made  it 
necessary  to  limit  the  height  of  pile  to  suit  the  available  rehandling 
facilities,  as  the  first  step  in  handling  a  coal  fire  is  to  get  direct  access 
to  the  fire  by  rehandling  the  hundreds,  and  frequently  thousands,  of 
tons  of  coal  within  the  inverted  cone  tributary  to  the  small  area  at 
^he  bottom  of  the  pile,  where  the  fire  starts.  It  is  sometimes  also 
necessary  to  isolate  the  burning  area  to  prevent  the  fire  spreading. 
-^ter  the  fire  is  uncovered,  it  can  be  extinguished  by  the  use  of  water 
^^d  the  rehandling  of  the  smoldering  or  burning  coal.  The  applica- 
"^n  of  water,  however,  to  the  top  of  the  original  coal  pile  is  ordi- 
'^arily  useless  and  frequently  increases  the  fire.  While  the  liability 
^^  spontaneous  combustion  cannot  be  entirely  eliminated,  a  clean  dock 
^^^ace  and  the  absence  of  combustible  foreign  matter  within  the  coal 
r^ile,  and,  after  the  coal  is  in  storage,  careful  watching  and  prompt 
^^handling  upon  the  first  indication  of  heating,  reduce  the  liability 
^o  a  minimum. 

95  Another  essential  condition,  which  is  being  complied  with 
in  an  increasing  degree,  is  the  safeguarding  of  employees  by  the  pro- 
\iBion  of  sanitary  conditions  and  the  application  of  safety  appliances 
to  the  dock  equipment.  For  the  removal  of  coal  dust  from  enclosures 
where  it  is  produced  in  unusual  quantities,  dust  exhaust  fans  are  being 
introduced  for  the  benefit  of  employes  and  to  facilitate  operations. 

96  The  use  of  electric  power  in  place  of  steam,  which  was  com- 
mon imtil  twelve  or  thirteen  years  ago,  has  several  very  marked  ad- 
vantages. Electric  power  can  easily  be  distributed,  with  compara- 
tively small  loss,  to  various  remote  centers  on  movable  equipment. 
Branch  lines  can  readily  be  cut  out  when  not  in  service,  and  there  is 
slight  loss  from  leakage  in  feeders  whether  the  motors  are  in  opera- 
tion or  idle.  Other  advantages  are  the  control  of  motors  by  means 
of  magnetic  switches  and  master  controllers,  and  the  ease  with  which 
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[.  40    Specialty    Ekoineerino    Coupant  'b    Wagon    Loadbii,   Noktu 
Westbbn  Fuel  Coupany'b  Yaed  No.  1,  St.  Paul,  1914 


F[Q.  41    UcHyler  Ueciianical  Plant  fob  Bbtail  Yabd,  Clktkland  ako 
PiiFFSBUHOH  Coal  Company's  Betail  Yakd,  CLmLANv,  Ohio 
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automatic  safety  devices  can  be  introduced  for  safeguarding  opera- 
tions of  hoisting  and  lowering  of  bucket^  and  traversing  of  man- 
trolleys  and  bridges.  Dynamic  braking  is  also  a  valuable  feature  in 
man-trolley  operation^  where  the  loads  are  heavy  and  high  speed  is 
attained.  Probably  the  greatest  disadvantage  in  the  use  of  electricity 
in  place  of  steam  is  the  absence  of  steam  for  heating  purposes^  as 
^hile  the  use  of  electric  heaters  is  feasible,  the  cost  is  excessive.  In 
ioisting  operations,  current  fluctuations  are  excessive,  owing  to  peaks 
neident  to  accelerating  and  to  intermittent  operation  of  the  individual 
iiiits.  When  conditions  warrant,  provision  is  made  for  equalizing  the 
oad  on  the  generating  plant  by  the  installation  of  motor-generator 
ly  wheel  set  or  storage  battery. 

97  The  handling  of  coal  in  retail  yards  is  another  important 
•ranch  of  industry.  The  most  of  these  yards  simply  have  covered 
heds,  into  which  coal  is  unloaded  from  cars  and  from  which  coal  is 
^^ded  into  wagons  and  auto  trucks  by  hand  shoveling.  Where  the 
^lume  of  business  warrants,  however,  elevator  and  conveyor  installa- 
'ons  for  unloading  and  stocking  coal  in  sheds  and  bins  are  coming 
^to  more  general  use,  and  electric  portable  wagon  loaders,  shown  on 
'  Xg.  40  for  taking  coal  from  storage  pile  at  ground  level  and  loading 
•^  delivery  trucks  are  being  more  generally  used.  An  increasing 
Vmiber  of  plants  are  being  installed  for  mechanically  performing  all 
be  operations  at  retail  yards  of  large  capacity,  with  3-  to  5-ton  auto 
tucks  for  long  hauls.  Fig.  41. 

1>8  The  non-occurrence  of  high  grade  coals  in  this  section  of  the 
ountry,  and  the  high  cost  of  delivery  by  rail  incident  to  long  haul, 
lake  of  vital  importance  careful  consideration  of  the  subject  of  ehejij) 
ike  transportation,  and  the  development  of  mechanical  equipment 
hich  will  at  low  cost,  and  with  dispatch,  load,  unload,  and  deliver 
>  the  consumer  the  large  and  rapidly  increasing  tonnage  of  coal  re- 
uired  for  distribution  throughout  the  northwest. 

99  The  writer  wishes  to  acknowledge  the  courtesy  extended  in 
umishing  information  for  this  article  by  the  management  of  the 
arious  coal  companies  and  by  the  manufacturers  of  the  equipment 
terein  described. 
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MINNEAPOLIS  FLOUR  MILLING 

By  Chas.  a.  Lano,  Minnxapous,  Mink. 
Junior  Member  of  the  Society 

In  the  popular  mind,  the  word  flour  is  as  intimately  associated 
''ith  the  name  Minneapolis  as  steel  is  with  Pittsburgh.  The  first 
laimfacturing  enterprise  in  Minneapolis  was  a  government  grist  mill 
uilt  in  1823  by  Colonel  Snelling  from  whom  Port  Snelling  derives 
ts  name.  He  sent,  under  Lieutenant  McCabe^  a  detachment  of  fifteen 
oldiers  to  the  west  bank  of  the  Palls  of  St.  Anthony  and  on  the  site 
^  the  present  mill  *Ty'  of  the  Northwestern  Consolidated  Milling 
ompany,  the  first  mill  was  built.  It  was  a  crude  affair  about  20  ft. 
^viare,  built  of  logs  and  containing  one  pair  of  mill  stones.  The 
■^^er  was  derived  from  a  log  flume  from  the  crest  of  the  Palls,  dis- 
^wging  into  a  flutter  wheel  at  the  mill. 

2  Prom  such  a  beginning  has  the  present  milling  industry  and 
^  allied  interests  grown.  The  potential  possibilities  of  the  North- 
'«stem  territories  for  the  production  of  wheat  was,  at  that  time,  rm- 
I'eamed  of.  The  water  power  was  evident  and  gave  the  first  incentive 
>r  the  building  of  grist  mills  and  lumber  mills  at  Minneapolis.  The 
ipply  of  wheat  in  that  time  was  the  most  serious  handicap.  The 
tness  of  the  soil  in  the  immediate  vicinity  for  raising  wheat  was  not 
aown.  The  soldiers  at  the  time  of  building  the  first  mill  tried  their 
inds  at  raising  wheat  and  as  very  light  crops  resulted,  they  were  soon 
Lscoiu^aged  and  gave  it  up.  This  first  mill  ceased  grinding  wheat 
>out  four  years  after  being  built. 

3  This  seemed  to  be  the  end  of  fiour  milling,  for  nothing  was 
eard  of  the  government  mill  until  about  1849  when  the  town  of  St. 
Lnthony  was  established  on  the  east  side  of  the  Palls.  The  first  court 
ver  held  in  Hennepin  County  convened  in  the  old  mill  in  1849.  The 
dill  was  apparently  the  only  place  available  at  that  time  for  court 
ittings.  It  is  a  far  cry  from  a  grist  mill  to  a  court  of  law,  and  serves 
0  show  how  close  was  the  connection  of  the  fiour  mill  with  the  early 
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MINNEAPOLIS  FLOUR  MILLING 

Bt  Chab.  a.  Lano,  Miknxjlpous,  Uink. 
Junior  Member  of  the  Bociety 

In  the  popnloT  mind,  the  word  flonr  is  ae  intimately  associated 
with  the  name  Minneapolis  aa  steel  is  with  Pittsburgh.    The  first 
manufacturing  enterprise  in  Minneapolis  was  a  government  grist  mill 
built  in  1833  by  Colonel  Snelling  from  whom  Fort  Snelling  deriveE 
its  name.    He  sent,  under  Lieutenant  McCabe,  a  detachment  of  fifteen 
Boldiers  to  the  west  bank  of  the  Falls  of  St.  Anthony  and  on  the  site 
of  the  present  mill  "D"  of  the  Northwesteni  Consolidated  Milling 
Company,  the  first  mill  was  built.    It  was  a  crnde  affair  about  20  ft. 
aquare,  built  of  logs  and  containing  one  pair  of  mill  stones.     The 
power  was  derived  from  a  log  flume  from  the  crest  of  the  Fells,  dis- 
charging into  a  flatter  wheel  at  the  mill. 

Z  From  such  a  beginning  has  the  present  milling  industry  and 
its  allied  interests  grown.  The  potential  posaibilities  of  the  North- 
ffestem  territories  for  the  production  of  wheat  was,  at  that  time,  un- 
i^reMned  of.  The  water  power  was  evident  and  gave  the  first  incentive 
for  the  building  of  grist  mills  and  lumber  miUs  at  Minneapolis.  The 
supply  of  wheat  in  that  time  was  the  most  serious  haDdicap.  The 
fitness  of  the  soil  in  the  immediate  vicinity  for  raising  wheat  was  not 
blown.  The  soldiers  at  the  time  of  building  the  first  mill  tried  their 
hutds  at  raising  wheat  and  as  very  light  crops  resulted,  they  were  soon 
^Bcouraged  and  gave  it  up.  This  first  mill  ceased  grinding  wheat 
about  four  years  atier  being  built. 

3  This  seemed  to  he  the  end  of  flour  milling,  for  nothing  was 
heard  of  the  government  mill  until  about  1S49  when  the  town  of  St. 
sast  side  of  the  Falls.  The  first  court 
mvened  in  the  old  mill  in  1819.  The 
ace  available  at  that  time  for  court 
rist  mill  to  a  court  of  law,  and  serves 
Btion  of  the  flour  mill  with  the  early 
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In  the  popular  mind,  the  word  flour  is  as  intimately  associated 
'^^tt  the  name  Minneapolis  as  steel  is  with  Pittsburgh.  The  first 
^^^^uufacturing  enterprise  in  Minneapolis  was  a  government  grist  mill 
^^^It  in  1823  by  Colonel  Snelling  from  whom  Fort  Snelling  derives 
t^  name.  He  sent,  imder  Lieutenant  McCabe,  a  detachment  of  fifteen 
'^Idlers  to  the  west  bank  of  the  Falls  of  St.  Anthony  and  on  the  site 
J^  the  present  mill  'TV'  of  the  Northwestern  Consolidated  Milling 
--Ompany,  the  first  mill  was  built.  It  was  a  crude  affair  about  20  ft. 
^^are,  built  of  logs  and  containing  -one  pair  of  mill  stones.  The 
^wer  was  derived  from  a  log  flume  from  the  crest  of  the  Falls,  dis- 
-<^arging  into  a  flutter  wheel  at  the  mill. 

2  From  such  a  beginning  has  the  present  milling  industry  and 
tis  allied  interests  grown.  The  potential  possibilities  of  the  North- 
western territories  for  the  production  of  wheat  was,  at  that  time,  un- 
Ireamed  of.  The  water  power  was  evident  and  gave  the  first  incentive 
'or  the  building  of  grist  mills  and  lumber  mills  at  Minneapolis.  The 
mpply  of  wheat  in  that  time  was  the  most  serious  handicap.  The 
itness  of  the  soil  in  the  immediate  vicinity  for  raising  wheat  was  not 
cnown.  The  soldiers  at  the  time  of  building  the  first  mill  tried  their 
lands  at  raising  wheat  and  as  very  light  crops  resulted,  they  were  soon 
discouraged  and  gave  it  up.  This  first  mill  ceased  grinding  wheat 
Ekbout  four  years  after  being  built. 

3  This  seemed  to  be  the  end  of  flour  milling,  for  nothing  was 
heard  of  the  government  mill  imtil  about  1849  when  the  town  of  St. 
Anthony  was  established  on  the  east  side  of  the  Falls.  The  first  court 
ever  held  in  Hennepin  County  convened  in  the  old  mill  in  1849.  The 
mill  was  apparently  the  only  place  available  at  that  time  for  court 
sittings.  It  is  a  far  cry  from  a  grist  mill  to  a  court  of  law,  and  serves 
to  show  how  close  was  the  connection  of  the  flour  mill  with  the  early 
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history  of  the  settlementB  which  were  to  form  the  future  city  of 
Minneapolis.  The  west  Bide  of  the  river  at  the  Falls  was  still  a 
government  reservation.  Upon  this  ground  now  stands  what  ia  known 
as  the  milling  diBtrict  and  is  the  center  of  the  fiour  manufactaring 
industry  in  Minneapolis. 

4     The  history  of  the  various  mills  as  they  were  developed  from 
the  time  of  the  old  government  mill  is  too  long  a  story  to  go  into  at. 
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this  time,  covering  a«  it  does,  a  period  of  some  )<0  years.  This  history 
in  itself  covers  practically  every  development  and  invention  that  gave 
rise  to  the  present  system  of  American  milling.  It  is  not  a  record  tit 
success  in  every  venture,  for  mills  were  destroyed  by  flood  and  fire 
.  and  rebuilt  in  continuously  increasing  size  and  completeness.  Some 
men  made  fortunes  and  others  failed.  With  them  all  there  was  the 
belief  that  Minneapolis  would  be  a  great  milling  center.  Transporta- 
tion facilities  were  crude  and  uncertain ;  the  difGeulticB  of  getting  the 
grain  to  their  mills  and  their  product  to  the  markets  of  the  world 
made  many  give  up  the  field.  Mills  were  dismantled,  built  and  rebuilt 
to  take  advantage  of  some  newly  invented  system  of  milling,  and 
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money  was  spent  by  some  with  a  lavish  hand  to  improve  the  quality  of 
their  product  over  that  of  their  competitors.    It  became  a  question  of 
the  survival  of  the  fittest.    One  mill  would  receive  a  shipment  of  ma- 
chinery and  try  to  hide  the  fact  from  the  other  mills.    The  mill  would 
he  closely  guarded  while  this  new  machinery   was  installed  and 
operated.    It  would  be  but  a  short  time  before  one  of  the  employees 
^ould  go  to  some  other  mill  and  the  secret  become  common  property. 
There  is  no  doubt  but  that  this  keen  rivalry  between  the  various  mills 
ui  raising  the  standard  of  the  product  of  all  the  mills^  gave  Minne- 
apolis its  Btanding  to  the  point  where  Minneapolis  Patent  Flour  is 
the  standard  by  which  all  are  judged. . 

5  The  great  mill  explosion  of  May  2,  1878,  which  destroyed  the 
W^ashbum  "A,**  Pettit,  Galaxy,  Humboldt,  Diamond  and  Zenith  Mills, 
t^^i^eatened  to  bring  Minneapolis  milling  to  a  sudden  end.  Instead  of 
^^^a.t,  the  industry  was  many  times  strengthened  by  new  and  better 
^^lls  erected  on  the  site  of  the  ruins.  In  the  new  mills,  the  mistakes 
^^  the  past  were  corrected  and  the  possibility  of  a  second  dust  ex- 
f*lusion  greatly  lessened  by  the  use  of  air  suction  systems  for  removing 
^ci  dust  as  it  was  created  in  the  machines  and  before  it  could  fill  the 
^^:r  of  the  mill.  This  great  explosion  occurred  in  the  Washburn  "A'^ 
^^(1  WBB  80  yiolent  that  it  is  said  that  hardly  one  stone  was  left  on 
^p  of  another.  The  walls  of  the  surrounding  mills  were  wrecked  so 
^liat  the  fire,  which  followed,  quickly  completed  their  ruin.  A  second 
^re  occurred  in  1881,  which  destroyed  the  Pillsbury  "B,"  Excelsior, 
Empire  and  Minneapolis  Mills,  the  latter  exploding  as  a  result  of  the 
^re.  The  rebuilding  of  these  mills  marked  the  passing  of  the  old 
tailling  district. 

6     From  that  time  up  to  the  present,  the  operations  have  been 

too  re  in  the  increasing  of  capacity  and  the  improving  of  milling 

systems  than  in  the  building  of  new  plants.     The  larger  companies 

have  improved  their  grain  handling  facilities  by  the  building  of  large 

terminal  elevators  in  connection  with  their  mills.    This  grain  storage 

assures  a  imiform  supply  of  the  various  grades  of  wheat  and  puts  it 

in  the  proper  condition  for  delivery  to  the  mill.    The  building  of  these 

elevators  as  well  as  the  increase  of  capacity  of  the  mills,  called  for 

increased  power.    To  meet  this  condition  large  central  steam  power 

stations  have  been  built  and  hydraulic  turbines  of  increased  power 

and  efficiency  installed,  so  that  in  the  present  milling  district  is  seen 

some  of  the  most  modem  and  up  to  date  power  apparatus  that  the 

market  affords.    As  an  example,  at  the  present  writing,  there  is  being 
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installed  by  two  milliDg  oompaoies,  two  pairs  of  42-in.  hydraulic 
turbines  of  1800-h.p.  capacity,  to  bare  in  their  settings  a  goaranteed 
efficiency  of  8?  per  cent.  All  of  the  larger  mills  have  their  water 
power  supplemented  by  steam  power  or  electric  motors  driTen  from 
the  central  steam  stations.  Where  formerly  each  mill  liad  its  indi- 
vidual steam  plant  for  relay,  most  of  these  have  been  abandoned  in 
favor  of  the  electric  drive  from  central  stations.    The  consolidation  of^ 
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the  various  mills  into  the  present  three  large  companies  made  it  pos- 
sible for  each  to  centralize  its  power. 

7  The  present  capacity  of  the  Minneapolis  mills  is  84,000  bbl. 
of  fiour  every  84  hoars.  There  are  33  mills,  which  makes  the  average 
capacity  3600  bbl.  per  mill.  The  largest  mill  in  the  world,  the  Pills- 
bury  "A,"  has  a  record  of  having  made  16,125  bbl.  in  one  day,  al- 
though its  capacity  is  ratod  at  about  11,000  bbl.  The  mills  vary  in 
size  from  this  to  experimental  mills  of  a  few  hundred  barrels  capacity. 
Flour  mills  ran  24  hoars  a  day,  sometimes  for  many  weeks  without 
stopping.  The  usual  running  time  is  from  Monday  morning  to  the 
following  Sunday  morning. 
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THE  MINNEAPOLIS  WATER  POWER 

8  The  Falls  of  the  St.  Anthony  have  played  so  prominent  a  part 

in  the  development  of  milling  in  Minneapolis^  that  they  deserve  special 

mention.    The  present  developed  power  is  approximately  60,000  h.p. 

under  an  average  fall  of  47  ft.    This  power,  with  the  exception  of 

12,000  h.p.  in  the  Hennepin  Island  station  used  by  the  Street  Railway 

Company,  is  practically  all  taken  by  the  flour  mills.    The  races  from 

the  mills  and  this  island  station  discharge  into  the  pond  of  what  is 

("ailed  the  Lower  Dam.    This  gives  another  fall  of  18  ft.  and  is  used 

entirely  in  a  second  plant  where  10,000  h.p.  is  generated  for  use  of 

the  Street  Bailway  Company.    The  Hennepin  Island  Station  is  an 

6^  cess  plant  and  is  run  only  when  the  demands  of  all  other  users  of 

Po^er  are  satisfied. 

9  The  unit  of  measurement  is  the  mill  power  defined  as  30  cu.  ft. 
i^^r  second  under  a  fall  of  22  ft.,  or  approximately  75  h.p.  gross.  The 
^iU  powers  are  numbered  from  1  to  48,  there  being  in  many  cases 
^Veral  having  the  same  number.  Under  conditions  of  limited  water 
*^ jply  such  as  occur  in  the  winter  months,  the  mill  powers  are  cut  off 
"^  the  inverse  order  of  their  priority  number.  That  is.  Series  No.  48 
^t)a]d  be  taken  off  first  and  so  on  down  until  a  balance  was  reached 
^^tween  the  available  supply  and  the  amount  used.  It  is  under  such 
-Auditions  that  the  steam  relays  have  to  be  used.  Early  in  the  history 
^f  the  mills,  these  mill  powers  were  owned  or  leased  by  the  various 
WU  owners  in  proportion  to  the  power  they  used,  and  the  water  power 
Company  was  something  in  the  nature  of  a  cooperative  organization. 
The  rental  of  the  early  powers  was  but  nominal,  which  gave  so  little 
!or  dividends  that  free  powers  were  given  instead.  These  free  powers 
md  also  the  leased  powers  are  perpetual  and  non-assessable.  As  the 
ralue  of  the  power  began  to  be  appreciated,  the  rental  increased  when 
aew  leases  were  made  to  where  $1000  per  year  was  charged  for  Series 
STo.  48. 

10  In  the  water  power  development  of  the  main  falls,  there  is 
nothing  that  could  rightly  be  called  a  dam.  Underlying  both  sides 
of  the  river  and  the  falls,  is  a  limestone  ledge  which  is  about  12  ft. 
thick  on  the  downstream  edge  and  which  tapers  in  thickness  as  it 
extends  up  stream  to  where  it  stops  some  1200  ft.  above  the  Falls. 
In  fact,  it  is  like  a  shingle  with  its  thin  edge  lying  up  stream.  The 
downstream  edge  of  the  ledge  is  in  the  form  of  a  great  hollow  square 
or  horseshoe  whose  sides  extend  down  stream.    At  the  upper  end  of 
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the  hollow  eqnare  tn  the  center,  is  the  spillway.  This  is  an  apron 
which  protects  the  face  of  the  ledge  and  slopes  from  the  top  of  the 
ledge  to  the  pool  below.  Starting  from  either  end  of  the  apron,  ei- 
tendiDg  np  stream  and  built  on  top  of  the  ledge  in  an  elongated  U 
shape,  is  a  dam  which  gives  a  depth  of  water  of  14  ft.  above  the  ledg^ 
fonning  the  mill  pond,  from  which  the  water  is  taken  in  canals  tc^ 
the  mills.    The  water  spills  over  this  dam  on  to  the  ledge  and  dowtr^ 
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over  the  apron.  From  ends  of  the  apron  and  forming  a  continuation 
of  the  dam,  are  walls  built  on  top  of  and  following  tiic  edges  of  the 
ledge  downstream.  These  walls  form  the  river  side  of  the  main  head 
races  to  the  mills,  one  on  either  side  of  the  river.  The  mills  on  the 
river  side  of  the  head  race  have  their  front  walls  built  on  the  wall  of 
the  canal  and  their  back  walls  extending  down  to  tail  race  level, 
making  them  some  three  stories  higher  in  the  back  than  in  the  front. 
These  mills  take  their  water  supply  through  penstocks  and  the  water- 
wheels  discharge  directly  into  the  main  tail  race.  The  mills  on  the 
other  side  of  the  head  race  take  their  water  through  canals  from  the 
head  race  into  open  flume  waterwheel  settings.  These  wheels  di*- 
oharge  through  holes  cut  through  the  ledge.     From  these  wheel  pits 
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Dels  are  cut  under  the  ledge  to  the  main  tail  race.  The  formation 
•w  the  ledge  is  a  tightly  compressed  white  sand  which  just  misses 
ig  sandstone^  and  it  is  through  this  that  the  tail  races  are  cut. 
;t  of  these  races  are  lined  with  concrete  or  brick  up  to  the  ledge, 
ledge  making  the  roof. 

11  The  water  power  development  in  its  present  state  was  not 
hed  without  as  many  serious  mishaps  as  befell  the  mills  in  their 
ution.     The  earlier  retaining  walls  and  canals  were  timber  and 

structures  and  there  were  many  wash-outs,  even  carrying  entire 
s  away.  In  1870  the  most  severe  wash-out  occurred.  Through  a 
ik  on  the  east  side,  almost  the  entire  river  ran  under  the  ledge,  and 
)oked  as  if  the  Minneapolis  water  power  were  a  thing  of  the  past. 
was  then  that  the  federal  authorities  were  called  upon  for  help, 
gress  appropriated  over  half  a  million  dollars  and  with  this  a  dike 
;ut-ofiE  wall  was  built  across  the  river  under  the  ledge. 

12  In  the  early  days  there  was  no  attempt  made  to  maintain  a 
form  head  of  water  by  limiting  the  amount  each  mill  could  use. 
en  the  water  was  low  it  was  just  a  grand  scramble  to  see  who 
lid  get  enough  to  keep  their  mill  running.  Stories  are  told  of 
,  when  there  would  be  but  two  or  three  feet  of  water  in  the  canal, 
crew  in  one  mill  would  build  dikes  of  sand  bags  and  boards  to 
rt  the  water  into  their  wheel  pit.  Then  the  crew  from  the  mill 
w  them  would  try  to  tear  out  the  dike  so  they  could  get  the  water, 

a  fight  would  ensue  with  material  damage  to  the  heads  of  the 
y  having  the  smallest  number  of  picks  and  shovels.  The  power 
he  east  side  of  the  river  was  controlled  by  the  St.  Anthony  Falls 
3r  Power  Company,  and  on  the  west  side  by  the  Minneapolis  Mill 
pany.  While  these  two  companies  still  exist,  they  are  now  under 
(ame  management. 

THE   MILLING   PROCESS 

2  Probably  the  oldest  known  mechanical  process  is  the  reduction 
teds  or  grain  to  meal.  The  prehistoric  man  may  have  had  a  loom 
veaving  his  cloth,  but  he  did  not  leave  one  for  us  to  see.  He  did 
I  us  the  hollowed  out  .boulder  to  testify  to  the  fact  that  he  ground 
«rild  seeds  that  they  might  be  made  more  suitable  as  food  for 
an  beings.  He  discovered  the  fact  that  his  digestive  apparatus 
not  effective  in  penetrating  the  outer  protective  coating  of  the 
J  so  that  the  meat  within  might  be  assimilated  and  give  him 
igth.  His  mental  processes  may  have  been  as  crude  as  his  time, 
they  were  concerned  chiefly  in  getting  food  and  clothing — mostly 
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/ood— and  he  seems  to  have  solved  the  problem  for  many  following 
^fenerations. 

13  For  centories  the  mortar  and  pestle  were  the  mills  for  the 
grinding  of  grain.  It  is  still  nsed  in  the  less  civilized  countries.  Then 
»me  the  stones  which  were  too  large  to  be  easily  used  by  hand  and 
rere  turned  by  animal  or  man  power  in  treadmill  style  witii  a  long 
weep  attached  to  the  upper  stone.  The  French  Buhr  stone  of  the 
resent  day  is  the  same  idea  except  that  the  upper  stone  is  driven  by 

vertical  shaft  which  passes  down  through  the  hole  or  eye  of  the 
>w6r  or  stationary  stone.  This  type  of  mill  is  not  entirely  obsolete 
lit  is  used  in  some  of  the  present  day  mills  for  finishing  certain  of 
le  purified  streams  or  middlings. 

14  In  l>S3d  came  the  next  step  when  cast-iron  rollers  began  to 
e  used  in  Budapest.  The  first  successful  machine  used  there  was  the 
ulzberger  cast-iron  roller  machine.  About  this  same  time  the  Hun- 
Arian  millers  began  to  use  the  ^adual  reduction  process  which  came 
^  1)6  known  as  the  Hungarian  process.  The  term  Hungarian  process 
^  xnisused  when  it  is  given  to  cover  the  use  of  chilled  iron  rolls,  and 
^ch  is  often  the  case.  This  process  can  be  carried  out  on  Buhr  stones 
^  irell  as  on  rolls. 

15  The  next  improvement  was  the  purifier  which  was  developed 
^  Minneapolis,  and  is  distinctively  an  American  contribution  to 
MUing,  altiiough  some  attempts  had  been  made  in  France  to  use  such 

machine.  The  purifier  is  a  machine  which  in  simple  terms  can  be 
escribed  as  a  reciprocating  sieve  over  which  passes  certain  of  the 
:ream8  of  mill  stock  and  through  which  is  drawn  a  current  of  air 
hich  removes  the  dust  that  would  cause  discoloration  in  the  finished 
>tir. 

16  The  old-time  method  of  making  flour  was  to  reduce  the  wheat 
»rry  in  one  grinding  operation  to  as  nearly  the  fineness  of  the  finished 
roduct  as  was  possible.  That  part  of  the  bran  or  husk  which  was 
^t  at  the  same  time  reduced  to  an  equal  fineness  to  the  fiour^  was 
smoved  by  sifting.  The  flour  obtained  by  such  a  process  was  inferior 
I  color,  containing  as  it  did  a  large  percentage  of  finely  ground  bran 
ad  dust  from  the  crease  in  the  wheat  berry. 

17  The  Hungarian,  or  gradual  reduction  process,  is  the  system 
a  which  the  wheat  passes  through  numerous  grinding  operations  in 
eries  before  its  final  reduction  to  flour.  The  first  grinding  operation, 
(t  first  break,  as  it  is  called,  lays  the  berry  open.  The  next  or  second 
»rea^  cuts  off  some  of  the  inside  of  the  berry  left  exposed  by  the  first 
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break.  The  third  break  takes  off  some  more,  and  so  on  to  the  fifth 
and  final  break  where  nothing  but  the  bran  is  left  in  its  familiar 
flattened  condition.  The  pieces  of  the  inside  of  the  berry  cut  off  by 
the  break  rolls,  are  called  middlings  and  are  what  are  finally  reduced 
to  flour.  The  middlings  are  passed  over  the  purifiers  and  the  dust 
caused  by  the  grinding  is  removed.  Dust  cannot  be  removed  from 
flour^  and  therein  lies  the  advantage  of  the  gradual  reduction  process 
in  producing  clean,  white  flour.  The  term  cut  is  used  in  describing 
the  action  of  the  break  rolls,  as  these  rolls  have  knife-like  corrugations 
on  their  surfaces,  and  actually  do  cut  rather  than  grind. 

18  The  color  of  finished  flour,  aside  from  its  being  free  from 
impurities,  is  obtained  by  granulation.  A  piece  of  glass  reduced  to 
powder  is  pure  white.  This  is  because  the  light  which  it  reflects  is 
broken  up  by  the  facets  of  the  minute  particles.  So  it  is  with  flour. 
The  inside  of  the  hard  spring  wheat  berry  is  an  opaque,  flint-like  sub- 
stance, slightly  yellow  in  color.  When  reduced  to  the  fineness  of  flour, 
the  more  granular  or  sharp  the  particles,  the  whiter  the  color. 

19  The  wheat  from  the  different  sections  of  the  country  tributary 
to  any  mill  is  by  no  means  the  same  in  characteristics  or  quality. 
Again  the  wheat  grown  on  a  certain  piece  of  land  this  year,  will  in  its 
milling  value  or  strength,  be  very  different  from  that  grown  last  year, 
even  though  the  same  seed  be  used.  The  quality  of  the  wheat  is  a 
variable  but  the  quality  of  the  flour  must  be  a  constant.  The  color  of 
the  flour  must  be  the  same  this  year  as  it  was  last  year;  the  gluten 
must  be  of  a  certain  percentage  and  quality,  and  its  ability  to  absorb 
water  must  not  vary.  The  modern  mill  has  a  well-equipped  labora- 
tory, and  it  is  here  that  the  various  kinds  of  wheat  are  tested  as  to 
their  value  for  making  flour.  A  large  part  of  the  available  supply  of 
wheat  may  be  inferior  in  color  or  low  in  gluten.  A  stronger  wheat 
must  be  found  to  blend  with  it,  that  the  product  may  be  uniform. 

20  The  various  kinds  of  wheat  are  delivered  to  the  mill  elevator 
loaded  in  bulk  in  box  cars.  These  cars  may  come  from  the  large 
terminal  grain  storage  elevators  or  directly  from  the  small  farmers' 
elevators  that  are  scattered  along  the  lines  of  railroads  that  tap  the 
wheat  producing  country.  The  wheat  is  taken  out  of  the  car  by  power 
shovels  and  drops  through  a  grating  into  a  receiving  hopper.  From 
here  it  is  elevated  to  the  top  floor  of  the  elevator  and  discharged  into 
a  gamer  which  is  large  enough  to  hold  the  contents  of  the  largest  car, 
6r  about  2,000  bu.  The  gamer  opens  into  the  hopper  of  the  reoeiving 
scale,  and  the  car  load  is  weighed  in  one  draft.    The  wheat  then  falla 
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into  vhat  is  called  a  receiving  separator  which  is  a  machine  having 

a  nnmber  of  reciprocating  sieves  of  perforated  metal.    This  removes 

the  coarse  refuse  such  as  pieces  of  wood^  coal,  iron  ore,  straw  joints 

and  eYen  an  occasional  Ingersoll  watch.    It  is  then  ready  for  storage 

and  drops  on  conveyor  belts  which  discharge  directly  into  the  storage 

bins.   This  wheat  having  been  inspected  and  graded  before  imload- 

ing  is  carded  to  go  to  bin  No.  20,  for  instance.    Bin  No.  20  contains 

^be^i  of  the  same  grade  or  of  the  same  value  for  milling  purposes. 

The  advantage  of  a  large  mill  elevator  lies  in  this  ability  to  take  care 

of  many  kinds  of  wheat  and  store  them  in  quantities  that  insure  a 

naiform  mixture. 

21  In  the  basement  under  the  storage  bins  is  a  conveyor  belt 
having  spouts  leading  to  it  from  the  bins.  By  means  of  graduated 
slides  in  these  spouts,  a  predetermined  percentage  of  wheat  from  any 
bin  may  be  drawn  on  to  the  conveyor.  A  number  of  bins  may  be 
drawn  upon  in  this  manner  to  get  a  wheat  mixture  that  is  right  for 
'filing.  The  mixing  conveyor  discharges  into  an  elevator  which  takes 
^^o  wheat  again  to  the  top  of  the  elevator  where  it  passes  through 
^^other  weighing  process  on  its  way  to  the  bins  in  the  Tnill  proper. 

22  This  wheat  is  still  far  from  being  in  condition  for  grinding. 
^Veiy  bushel  contains  from  one  to  two  pounds  of  foreign  seeds,  such 
*^  oats,  cockle,  mustard,  grass,  flax,  etc.  These  are  removed  by  pass- 
^^  over  numerous  sieves  in  the  milling  separators.    These  seeds,  after 

^e  removal  of  the  mustard,  are  pulverized  and  sold  as  stock  food  or 
§>ound  screeings. 

23     The  next  step  is  the  cleaning  process.    There  are  two  different 
Methods  in  use,  the  wet  and  the  dry.    In  the  wet  process  the  wheat, 
together  with  a  stream  of  water,  passes  into  a  washing  machine,  or 
^whizzer.*'     This  machine  has  a  rapidly  revolving  cylinder  which 
Violently  agitates  the  wheat  in  the  flowing  water.    As  the  wheat  passes 
further  along  in  the  machine,  the  water,  together  with  the  impurities, 
is  thrown  oflE  by  the  centrifugal  force,  partially  drying  the  grain  at 
the  same  time.     The  wheat  has  to  be  dried  further  by  dropping 
through  large  cylinders  having  baffles  to  retard  the  flow,  while  hot, 
dry  air  is  blown  upward  through  the  cylinder,  thus  completing  the 
drying.    The  dry  process  cleans  the  wheat  by  dry  scouring  many  times 
in  series.     The  scouring  machines  used  have  cylinders  made  up  of 
chilled  iron  plates  having  very  narrow  openings  or  vents.    Inside  of 
the  cylinders  are  rapidly  revolving  paddles  or  beaters  that  keep  throw- 
ing the  wheat  against  the  cylinder.    At  the  same  time  a  strong  current 
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of  air  is  drawn  out  through  the  vents  in  the  cylinder,  which  r 
the  dust  and  material  that  is  ecoured  oS  the  wheat.  Each  machine 
gives  nine  separate  scourings  and  four  or  five  machines  are  used  ia 
seiiee.  This  scouriag  ie  so  complete  that  the  outer  coating  of  the  bna 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  broken, 
or  bruised,  but  emerges  in  a  smooth,  polished  coadition. 

Zi    After  having  had  so  much  air  drawn  through  the  wheat,  ih& 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  roll^ 
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in  this  oonditiun,  this  hrnii  would  pulverise  and  become  impossible 
of  Beparatiun  from  the  flour.  To  correct  tJUB,  the  wheat  is  dampened, 
after  which  it  is  allowed  to  stand  for  a  luimbpr  of  liours  in  a  bin,  that 
the  moisture  may  penetrate  the  bran.  After  coming  from  the  bin, 
the  stream  of  wheat  is  passed  through  live  steam  wliich  still  further 
toughens  the  bran  by  driving  the  moisture  in.  This  is  called  the 
tempering  process. 

85  The  tempered  wheat  is  now  ready  for  grinding  and  flows 
directly  to  the  first  break  rolls  where  tlie  berry  is  opened  up.  The 
stock  then  passes  to  the  scalping  process,  which  is  the  separatioD 
of  what  flour  and  middlings  are  made  by  the  first  grinding  from  the 
bran,  which  has  practically  all  of  the  inside  of  the  wheat  beiry  ad- 
hering to  it.     The  scalping  is  done  on  revolving  cylinders  of  wire 


CHARLES  A.   LANG  363 

doth  called  reels,  or  on  large  gyrating  sifters  having  a  number  of 
flat  sieves  of  wire  cloth.  As  small  an  amount  of  flour  is  made  on  the 
first  break  as  possible,  as  this  flour,  containing  as  it  does  some  of  the 
dust  from  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
any  vashing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  flour  made  on  the  break  rolls. 

26  The  first  break  stock  after  scalping  passes  to  the  second 
break  rolls.  It  is  on  these  rolls  that  a  large  amount  of  middlings  are 
made.  This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
same  manner  as  that  from  the  first  break,  after  which  it  passes  to  the 
third  break.  The  process  is  continued  to  the  fourth  and  fifth  breaks 
when  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 
^he  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 
what  flour  has  adhered  to  it.  The  bran  duster  is  somewhat  on  the 
SMtte  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 

• 

instead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 
18  brushed,  is  of  wire  screen.  This  finishes  the  bran  so  far  as  the 
milling  process  is  concerned  and  it  is  ready  to  pack  out. 

^7    The  middlings  made  by  the  break  rolls  vary  in  size  from  that 
^^  a  coarse  quartz  sand  to  a  fineness  that  is  hardly  different  from 
^hat  of  finished  flour.     These  middlings  are  graded  or  sifted  into 
SIX  difFerent  sizes,  so  that  each  resulting  stream  contains  granular 
P^iticles  of  practically  the  same  size.    This  sifting  is  done  througli 
^^ire  or  silk  gauze  having  very  accurately  spaced  meshes.     These 
^^^eams  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
^^Urrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
^^e  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  tlie 
^>anular  particles  falling  through.    The  coarser  middlings  then  pass 
^  reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 
^olJs,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 
dlings.   The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
V)eing  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
Sour  in  the  process.     From  these  rolls  the  grading  and  purifying 
process,  followed  by  further  roll  reduction,  is  continued  until  all  the 
streams  of  middlings  have  been  reduced  to  very  nearly  the  fineness 
of  flour. 

28  The  flnal  reduction  of  middlings  to  flour  is  on  smooth  rolls 
where  the  action  is  more  truly  a  grinding  one.  The  stock  passing  to 
these  rolls  is  so  very  flne  grained  that  this  action  extends  still  further 
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of  air  ia  drawn  out  through  the  vents  in  the  cyliuder,  which  rem 
the  duet  and  material  that  Is  scoured  oS  the  wheat.  Each  nuci 
gives  nine  separate  scouriiigs  and  four  or  five  machinea  are  use* 
Beries.  This  scouring  is  so  complete  that  the  outer  coating  of  the  1 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  ia  not  brc 
or  bruised,  but  emerges  iu  a  smooth,  polished  condition. 

fii    After  having  had  so  much  air  drawn  through  the  wheat, 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  i 
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in  this  condition,  this  bran  would  pulvcriKo  and  licuomo  imposi 
of  separation  from  tlie  flour.  To  correct  tlii.';,  tlio  wlioat  is  dampe 
after  which  it  is  allowed  to  stand  for  a  nnmbor  of  liours  in  a  bin, 
the  moisture  may  penetrate  the  bran.  After  coming  from  the 
the  stream  of  wheat  is  passed  through  live  stcnni  which  still  fur 
toughens  the  bran  by  driving  tlic  moisture  in.  This  is  called 
tempering  process. 

85     The  tempered  wheat  is  now  ready  for  grinding  and  f 
directly  to  the  first  break  rolls  where  tlic  berry  is  opened  up, 
stock  then  passes  to  the  scalping  process,  which   is  the  sepan 
of  what  flour  and  middlings  are  made  by  the  first  grinding  t 
bran,  which  has  practically  all  of  the  inside  of  the  i ' 
hering  to  it.    The  scalping  ia  done  on  revolvi 
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cloth  called  reels,  or  on  large  gyrating  sifters  having  a  number  of 
flat  sieves  of  wire  cloth.  As  small  an  amount  of  flour  is  made  on  the 
first  break  as  possible,  as  this  flour,  containing  as  it  does  some  of  the 
dust  bom  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  flour  made  on  the  break  rolls. 

26  The  first  break  stock  after  scalping  passes  to  the  second 
hreak  rolls.  It  is  on  these  rolls  that  a  large  amount  of  middlings  are 
fliade.  This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
>ame  manner  as  that  from  the  first  break,  after  which  it  passes  to  the 
^d  break.  The  process  is  continued  to  the  fourth  and  fifth  breaks 
ien  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 
tie  bran  then  goes  to  a  machine  called  a  bran  duster  wliich  removes 
ia.t  flour  has  adhered  to  it.  The  bran  duster  is  somewhat  on  the 
Qie  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
stead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 

brushed,  is  of  wire  screen.     This  finishes  the  bran  so  far  as  the 
illing  process  is  concerned  and  it  is  ready  to  pack  out. 

27  The  middlings  made  by  the  break  rolls  vary  in  size  from  that 
a  coarse  quartz  sand  to  a  fineness  that  is  hardly  different  from 

La.t  of  finished  flour.  These  middlings  are  graded  or  sifted  into 
3c  different  sizes,  so  that  each  resulting  stream  contains  granular 
atiH;icles  of  practically  the  same  size.  This  sifting  is  done  through 
ire  or  silk  gauze  having  very  accurately  spaced  meshes.  These 
Teams  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
irrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
^e  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 
fanular  particles  falling  through.  The  coarser  middlings  then  pass 
>  reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 
>ll8,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 
lings.  The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
^ing  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
lour  in  the  process.  From  these  rolls  the  grading  and  purifying 
^Tocess,  followed  by  further  roll  reduction,  is  continued  until  all  the 
HtxeaiOB  of  middlings  have  been  reduced  to  very  nearly  the  fineness 

final  reduction  of  middlings  to  flour  is  on  smooth  rolls 

m  is  more  truly  a  grinding  one.    The  stock  passing  to 

fine  grained  that  this  action  extends  still  further 
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of  air  is  drawn  out  through  the  vente  in  the  cylinder,  which  rem 
the  dust  and  material  that  ie  scoured  oS  the  wheat.  Each  nud 
gives  nine  separate  scourings  and  four  or  five  machineB  are  aaet 
series.  This  scouring  is  so  complete  that  the  outer  coating  of  the  I 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  hrc 
or  bruised,  but  emerges  in  a  smooth,  polished  condition. 

24    After  having  had  so  much  air  drawn  through  the  wheat, 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  t 
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in  this  condition,  tills  bran  would  puivori/.c  and  Wconic  impose 
of  separation  from  the  flour.  To  correct  this,  the  wheat  is  dampe: 
after  which  it  is  allowed  to  stand  fur  u  number  of  liours  in  a  bin, 
the  moisture  may  penetrate  the  bran.  After  enming  from  the 
the  stream  of  wheat  is  passed  througli  live  steam  which  still  fur 
toughens  the  bran  by  driving  the  moisture  in.  This  is  called 
tempering  process. 

85     The  tempered  wheat  is  now  ready  for  grinding  and  fl 
directly  to  the  first  break  rolls  where  the  berry  is  opened  up. 
stock  then  passes  to  the  scalping  process,   which   is  the  separa' 
of  what  flour  and  middlings  are  made  by  the  first  grinding  from 
bran,  which  has  practically  all  of  the  inside  of  the  wheat  I 
hering  to  it.    The  scalping  is  done  on  revolving  i^lii 


niiuiug  inim 
wheat  ^^ 
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lied  reels^  or  on  large  gyrating  sifters  having  a  number  of 
68  of  wire  cloth.  As  small  an  amount  of  flour  is  made  on  the 
ak  as  possible,  as  this  flour,  containing  as  it  does  some  of  the 
m  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
thing  or  scouring  process,  is  inferior  in  color  and  must  be 
to  the  lower  grade  products.  This  applies  to  practically  all 
our  made  on  the  break  rolls. 

The  first  break  stock  after  scalping  passes  to  the  second 
lis.  It  is  on  these  rolls  that  a  large  amount  of  middlings  are 
This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
amer  as  that  from  the  first  break,  after  which  it  passes  to  the 
eak.  The  process  is  continued  to  the  fourth  and  fifth  breaks 
I  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 
Q  then  goes  to  a  machine  called  a  bran  duster  which  removes 
ur  has  adhered  to  it.  The  bran  duster  is  somewhat  on  the 
indple  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
>f  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 
ed,  is  of  wire  screen.  This  finishes  the  bran  so  far  as  the 
process  is  concerned  and  it  is  ready  to  pack  out. 

The  middlings  made  by  the  break  rolls  vary  in  size  from  that 
LTse  quartz  sand  to  a  fineness  that  is  hardly  different  from 
finished  flour.  These  middlings  are  graded  or  sifted  into 
rent  sizes,  so  that  each  resulting  stream  contains  granular 

of  practically  the  same  size.    This  sifting  is  done  through 

silk  gauze  having  very  accurately  spaced  meshes.  These 
of  graded  middlings  then  pass  to  purifiers  where  strong  air 

are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
lies  of  which  are  of  a  spacing  that  does  not  permit  of  the 
'  particles  falling  through.  The  coarser  middlings  then  pass 
ting  rolls  having  finer  teeth  or  corrugations  than  the  break 
ese  corrugations  being  still  finer  for  the  smaller  sized  mid- 

The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
le  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
I  the  process.  From  these  rolls  the  grading  and  purifying 
,  followed  by  further  roll  reduction,  is  continued  until  all  the 
J  of  middlings  have  been  reduced  to  very  nearly  the  fineness 
r. 

The  final  reduction  of  middlings  to  fiour  is  on  smooth  rolls 
jtion  is  more  truly  a  grinding  one.  The  stock  passing  to 
fine  grained  that  this  action  extends  still  further 
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of  air  Ib  drawn  oat  through  the  ventf  in  the  cylinder,  which  rem 
the  dust  and  material  that  is  stioured  oS  the  wheat.  Each  mad 
gives  Dine  separate  scouriiigs  and  four  or  five  machines  are  use 
series.  This  scouring  is  so  complete  that  the  outer  coating  of  the  I 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  brc 
or  bruised,  but  emerges  iu  a  smooth,  polished  condition. 

S4    After  having  had  so  much  air  drawn  through  the  wheat, 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  i 
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in  this  condition,  this  bran  would  puivcrizc  iind  become  impost 
of  separation  from  the  flour.  To  correct  this,  the  wheat  is  dampe. 
after  which  it  is  allowed  to  stand  for  a  tiumbcr  of  Iiouts  iu  a  bin, 
the  moisture  may  penetrate  tho  bran.  After  ciinilng  from  the 
the  stream  of  wheat  is  passed  through  live  steam  wliich  still  fur 
toughens  the  bran  by  driving  the  moisture  in.  This  is  called 
tempering  process. 

25  The  tempered  wheat  is  now  ready  for  Rrinding  and  fl 
directly  to  the  first  break  rolls  when'  the  berry  is  opened  up. 
stock  then  passes  to  the  scalping  process,  which  is  the  separa 
of  what  flour  and  middlings  arc  made  by  the  first  grinding  from 
bran,  which  has  practically  all  of  the  inside  of  the  wheat  beny 
hering  to  it.     The  scalping  is  done  on  revolving  cylinderijid 
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cloth  called  reels^  or  on  large  gyrating  sifters  having  a  number  of 
flat  sieves  of  wire  cloth.  As  small  an  amount  of  flour  is  made  on  the 
flist  break  as  possible,  as  this  flour,  containing  as  it  does  some  of  the 
dust  bom  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
3f  the  flour  made  on  the  break  rolls. 

^6  The  first  break  stock  after  scalping  passes  to  the  second 
i^  rolls.  It  is  on  these  rolls  that  a  large  amount  of  middlings  are 
Ade.  This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
Die  manner  as  that  from  the  first  break,  after  which  it  passes  to  the 
Td  break.  The  process  is  continued  to  the  fourth  and  fifth  breaks 
en  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 
e  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 
at  flour  has  adhered  to  it.  The  bran  duster  is  somewhat  on  the 
ae  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
tead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 
brushed,  is  of  wire  screen.  This  finishes  the  bran  so  far  as  the 
Lling  process  is  concerned  and  it  is  ready  to  pack  out. 

27  The  middlings  made  by  the  break  rolls  vary  in  size  from  that 
a  coarse  quartz  sand  to  a  fineness  that  is  hardly  different  from 
^t  of  finished  flour.  These  middlings  are  graded  or  sifted  into 
1  different  sizes,  so  that  each  resulting  stream  contains  granular 
rticles  of  practically  the  same  size.  This  sifting  is  done  through 
re  or  silk  gauze  having  very  accurately  spaced  meshes.  These 
'earns  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
rrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
'  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 
Uiular  particles  falling  through.  The  coarser  middlings  then  pass 
Inducing  rolls  having  finer  teeth  or  corrugations  than  the  break 
Is,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 
ti^.  The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
ng  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
or  in  the  process.  From  these  rolls  the  grading  and  purifying 
oceas,  followed  by  further  roll  reduction,  is  continued  until  all  the 
teams  of  middlings  have  been  reduced  to  very  nearly  the  fineness 
i  flour. 

28    The  final  reduction  of  middlings  to  flour  is  on  smooth  rolls 
action  is  more  truly  a  grinding  one.    The  stock  passing  to 
so  very  fine  grained  that  this  action  extends  still  further 
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of  air  JB  dr&wn  out  through  the  vents  in  the  cylinder,  which  r 
the  duflt  and  material  that  is  scoured  o&  the  wheat.  Each  i 
gives  nine  separate  scourings  and  four  or  five  machines  are  used  in. 
series.  This  scouring  ia  so  complete  that  the  outer  coating  of  the  bran. 
and  the  "beard"  of  the  wheat  ia  removed,  yet  the  berry  is  not  broken, 
or  bruised,  but  emerges  iu  a  smooth,  polished  condition. 

S4    After  having  had  so  much  air  drawn  through  the  wheat,  tb^ 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  roll^ 
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in  this  condition,  this  bran  would  pulverize  and  become  impossible* 
of  separation  from  the  flour.  To  correct  this,  the  wheat  is  dampened, 
after  which  it  is  allowed  to  stand  for  a  number  of  Jiours  in  a  bin,  that 
the  moisture  may  penetrate  the  bran.  After  coming  from  the  bin, 
the  stream  of  wheat  ia  passed  through  live  steam  which  still  further 
toughens  the  bran  by  driving  the  moisture  in.  This  is  called  the 
tempering  process. 

25  The  tempered  wheat  is  now  ready  for  grinding  and  flows 
directly  to  the  first  break  rolls  where  the  berry  ia  opened  up.  The 
stock  then  passes  to  the  scalping  process,  which  is  the  separation 
of  what  flour  and  middlings  are  made  by  the  first  grinding  from  the 
bran,  which  has  practically  all  of  the  inside  of  the  wheat  berry  ad- 
hering to  it.     The  scalping  is  done  on  revolving  cylinders  of  win 
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cloth  called  reels,  or  on  large  gyrating  sifters  having  a  number  of 
flat  sieves  of  wire  cloth.  As  small  an  amount  of  flour  is  made  on  the 
fiist  break  as  possible,  as  this  flour,  containing  as  it  does  some  of  the 
dust  from  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  flour  made  on  the  break  rolls. 

26  The  first  break  stock  after  scalping  passes  to  the  second 

break  rolls.    It  is  on  these  rolls  that  a  large  amount  of  middlings  are 

made.   This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 

same  manner  as  that  from  the  flrst  break,  after  which  it  passes  to  the 

third  break.    The  process  is  continued  to  the  fourth  and  fifth  breaks 

when  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 

^he  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 

vhat  flour  has  adhered  to  it.     The  bran  duster  is  somewhat  on  the 

^*Qie  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 

^^^stead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 

'^  brushed,  is  of  wire  screen.     This  finishes  the  bran  so  far  as  the 

billing  process  is  concerned  and  it  is  ready  to  pack  out. 

27  The  middlings  made  by  the  break  rolls  vary  in  size  from  that 

^  a  coarse  quartz  sand  to  a  fineness  that  is  hardly  different  from 

y^«t  of  fimshed  flour.     These  middlings  are  graded  or  sifted  into 

^^  different  sizes,  so  that  each  resulting  stream  contains  granular 

^^rtides  of  practically  the  same  size.  This  sifting  is  done  through 
^^  or  silk  gauze  having  very  accurately  spaced  meshes.  These 
^^treams  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
"^lirrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
^lie  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 
^anular  particles  falling  through.  The  coarser  middlings  then  pass 
tu>  reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 
^olls,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 
dlings. The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
being  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
flour  in  the  process.  From  these  rolls  the  grading  and  purifying 
process,  followed  by  further  roll  reduction,  is  continued  until  all  the 
streams  of  middlings  have  been  reduced  to  very  nearly  the  fineness 
of  flour. 

28  The  final  reduction  of  middlings  to  fiour  is  on  smooth  rolls 
where  the  action  is  more  truly  a  grinding  one.  The  stock  passing  to 
these  rolls  is  so  very  fine  grained  that  this  action  extends  still  further 
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the  hollow  square  in  the  center,  is  the  spillway.  Thie  ie  an  apron 
which  protects  the  face  of  the  ledge  and  slopes  from  the  top  of  the 
ledge  to  the  pool  below.  Starting  from  either  end  of  the  apron,  ei- 
tending  up  stream  and  built  on  top  of  the  ledge  in  an  elongated  IT 
shape,  is  a  dam  which  gives  a  depth  of  water  of  14  ft.  above  the  ledge^ 
forming  the  mill  pond,  from  which  the  water  is  taken  in  canals  to 
the  mills.    The  water  spills  over  this  dam  on  to  the  ledge  and  dowr* 
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over  the  apron.  From  ends  of  the  apron  and  forming  a  i-ontin nation 
of  the  dam,  are  walls  built  on  top  of  and  following  tlic  edges  of  the 
ledge  downstream.  These  walls  form  the  ri\er  side  of  the  main  head 
races  to  the  mills,  one  on  either  side  of  tlic  river.  The  mills  on  the 
river  side  of  the  head  race  have  their  front  walls  built  on  the  wall  of 
the  canal  and  their  back  walls  extending  down  to  tail  race  level, 
making  them  some  three  stories  higher  in  the  back  than  in  the  front 
These  mills  take  their  water  supply  through  penstocks  and  the  water- 
wheels  discharge  directly  into  the  main  tail  race.  The  mills  on  the 
other  side  of  the  head  race  take  their  water  through  canals  from  the 
head  race  into  open  flume  waterwheel  settings.  These  wheels  dis- 
charge thtongb  holes  cut  through  the  ledge.    From  these  wheel  pits 
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tunnek  are  cut  under  the  ledge  to  the  main  tail  race.  The  formation 
belov  the  ledge  is  a  tightly  compressed  white  sand  which  just  misses 
being  sandstone,  and  it  is  through  this  that  the  tail  races  are  cut. 
Most  of  these  races  are  lined  with  concrete  or  brick  up  to  the  ledge, 
the  ledge  making  the  roof. 

11  The  water  power  development  in  its  present  state  was  not 

reached  without  as  many  serious  mishaps  as  befell  the  mills  in  their 

evolution.     The  earlier  retaining  walls  and  canals  were  timber  and 

trib  structures  and  there  were  many  wash-outs,  even  carrying  entire 

niills  away.    In  1H70  the  most  severe  wash-out  occurred.    Through  a 

break  on  the  east  side,  almost  the  entire  river  ran  under  the  ledge,  and 

it  looked  as  if  the  Minneapolis  water  power  were  a  thing  of  tlie  past. 

It   vas  then  that  the  federal  authorities  were  called  upon  for  help. 

Congress  appropriated  over  half  a  million  dollars  and  with  this  a  dike 

or  cut-oflE  wall  was  built  across  the  river  under  the  ledge. 

12  In  the  early  days  there  was  no  attempt  made  to  maintain  a 

uniform  head  of  water  by  limiting  the  amount  each  mill  could  use. 

W'hen  the  water  was  low  it  was  just  a  grand  scramble  to  see  who 

^ould  get  enough  to  keep  their  mill  running.    Stories  are  told  of 

how,  when  there  would  be  but  two  or  three  feet  of  water  in  the  canal, 

the  crew  in  one  mill  would  build  dikes  of  sand  bags  and  boards  to 

'^"V'ert  the  water  into  their  wheel  pit.    Then  the  crew  from  the  mill 

'*€low  them  would  try  to  tear  out  the  dike  so  they  could  get  the  water, 

^nd    a  f}g}j(;  would  ensue  with  material  damage  to  the  heads  of  the 

Part^  having  the  smallest  number  of  picks  and  shovels.    The  power 

*^'^  the  east  side  of  the  river  was  controlled  by  the  St.  Anthony  Falls 

^t^r  Power  Company,  and  on  the  west  side  by  the  Minneapolis  Mill 
"^^ipany.  While  these  two  companies  still  exist,  they  are  now  under 
^^  same  management. 

THE   MILLING   PROCESS 

12  Probably  the  oldest  known  mechanical  process  is  the  reduction 
'^f  seeds  or  grain  to  meal.  The  prehistoric  man  may  have  had  a  loom 
tor  weaving  his  cloth,  but  he  did  not  leave  one  for  us  to  see.  He  did 
leave  us  the  hollowed  out  .boulder  to  testify  to  the  fact  that  he  ground 
his  wild  seeds  that  they  might  be  made  more  suitable  as  food  for 
human  beings.  He  discovered  the  fact  that  his  digestive  apparatus 
was  not  eflfective  in  penetrating  the  outer  protective  coating  of  the 
seeds  so  that  the  meat  within  might  be  assimilated  and  give  him 
strength.  His  mental  processes  may  have  been  as  crude  as  his  time, 
but  they  were  concerned  chiefly  in  getting  food  and  clothing — ^mostly 
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food— and  he  seems  to  have  solved  the  problem  for  many  following 

generations. 

13  For  centuries  the  mortar  and  pestle  were  the  mills  for  the 
grinding  of  grain.  It  is  still  nsed  in  the  less  civilized  countries.  Then 
»me  the  stones  which  were  too  large  to  be  easily  used  by  hand  and 
rere  turned  by  animal  or  man  power  in  treadmill  style  witii  a  long 
weep  attached  to  the  upper  stone.  The  French  Buhr  stone  of  the 
•resent  day  is  the  same  idea  except  that  the  upper  stone  is  driven  by 

vertical  shaft  which  passes  down  through  the  hole  or  eye  of  the 
)wer  or  stationary  stone.  This  type  of  mill  is  not  entirely  obsolete 
ut  is  used  in  some  of  the  present  day  mills  for  finishing  certain  of 
le  purified  streams  or  middlings. 

14  In  1S3S  came  the  next  step  when  cast-iron  rollers  began  to 
e  used  in  Budapest.  The  first  successful  machine  used  there  was  the 
Sulzberger  cast-iron  roller  machine.  About  this  same  time  the  Hun- 
arian  millers  began  to  use  the  gradual  reduction  process  which  came 

0  be  known  as  the  Hungarian  process.  The  term  Hungarian  process 
3  misused  when  it  is  given  to  cover  the  use  of  chilled  iron  rolls,  and 
uch  is  often  the  case.  This  process  can  be  carried  out  on  Buhr  stones 
a  veil  as  on  rolls. 

15  The  next  improvement  was  the  purifier  which  was  developed 
^  Minneapolis,  and  is  distinctively  an  American  contribution  to 
■^^illing,  although  some  attempts  had  been  made  in  France  to  use  such 
'  machine.  The  purifier  is  a  machine  which  in  simple  terms  can  be 
^^scribed  as  a  reciprocating  sieve  over  which  passes  certain  of  the 
^^^eams  of  mill  stock  and  through  which  is  drawn  a  current  of  air 
^luch  removes  the  dust  that  would  cause  discoloration  in  the  finished 

16  The  old-time  method  of  making  flour  was  to  reduce  the  wheat 
"^TTj  in  one  grinding  operation  to  as  nearly  the  fineness  of  the  finished 
Product  as  was  possible.  That  part  of  the  bran  or  husk  which  was 
[ot  at  the  same  time  reduced  to  an  equal  fineness  to  the  flour,  was 
amoved  by  sifting.    The  flour  obtained  by  such  a  process  was  inferior 

1  color,  containing  as  it  did  a  large  percentage  of  finely  ground  bran 
id  dust  from  the  crease  in  the  wheat  berry. 

17  The  Hungarian,  or  gradual  reduction  process,  is  the  system 
I  which  the  wheat  passes  through  numerous  grinding  operations  in 
iries  before  its  flnal  reduction  to  flour.  The  first  grinding  operation, 
r  first  break,  as  it  is  called,  lays  the  berry  open.  The  next  or  second 
reak,  cats  off  some  of  the  inside  of  the  berry  left  exposed  by  the  first 
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break.  The  third  break  takes  off  some  more,  and  so  on  to  the  fifth 
and  final  break  where  nothing  but  the  bran  is  left  in  its  familiar 
fiattened  condition.  The  pieces  of  the  inside  of  the  berry  cut  oflE  by 
the  break  rolls,  are  called  middlings  and  are  what  are  finally  reduced 
to  flour.  ^  The  middlings  are  passed  over  the  purifiers  and  the  dust 
caused  by  the  grinding  is  removed.  Dust  cannot  be  removed  from 
flour,  and  therein  lies  the  advantage  of  the  gradual  reduction  process 
in  producing  clean,  white  flour.  The  term  cut  is  used  in  describing 
the  action  of  the  break  rolls,  as  these  rolls  have  knife-like  corrugations 
on  their  surfaces,  and  actually  do  cut  rather  than  grind. 

18  The  color  of  finished  fiour,  aside  from  its  being  free  from 
impurities,  is  obtained  by  granulation.  A  piece  of  glass  reduced  to 
powder  is  pure  white.  This  is  because  the  light  which  it  reflects  is- 
broken  up  by  the  facets  of  the  minute  particles.  So  it  is  with  flour. 
The  inside  of  the  hard  spring  wheat  berry  is  an  opaque,  flint-like  sub- 
stance, slightly  yellow  in  color.  When  reduced  to  the  fineness  of  fiour, 
the  more  granular  or  sharp  the  particles,  the  whiter  the  color. 

19  The  wheat  from  the  different  sections  of  the  country  tributary 
to  any  mill  is  by  no  means  the  same  in  characteristics  or  quality. 
Again  the  wheat  grown  on  a  certain  piece  of  land  this  year,  will  in  its 
milling  value  or  strength,  be  very  different  from  that  grown  last  year, 
even  though  the  same  seed  be  used.  The  quality  of  the  wheat  is  a 
variable  but  the  quality  of  the  flour  must  be  a  constant.  The  color  of 
the  flour  must  be  the  same  this  year  as  it  was  last  year;  the  gluten 
must  be  of  a  certain  percentage  and  quality,  and  its  ability  to  absorb 
water  must  not  vary.  The  modem  mill  has  a  well-equipped  labora- 
tory, and  it  is  here  that  the  various  kinds  of  wheat  are  tested  as  to 
their  value  for  making  flour.  A  large  part  of  the  available  supply  of 
wheat  may  be  inferior  in  color  or  low  in  gluten.  A  stronger  wheat 
must  be  found  to  blend  with  it,  that  the  product  may  be  xmiform. 

W  The  various  kinds  of  wheat  are  delivered  to  the  mill  elevator 
loaded  in  bulk  in  box  cars.  These  cars  may  come  from  the  large 
terminal  grain  storage  elevators  or  directly  from  the  small  farmers' 
elevators  that  are  scattered  along  the  lines  of  railroads  that  tap  the 
wheat  producing  coimtry.  The  wheat  is  taken  out  of  the  car  by  power 
shovels  and  drops  through  a  grating  into  a  receiving  hopper.  From 
here  it  is  elevated  to  the  top  floor  of  the  elevator  and  discharged  into 
a  gamer  which  is  large  enough  to  hold  the  contents  of  the  largest  car, 
6r  about  2,000  bu.  The  gamer  opens  into  the  hopper  of  the  reoeiving 
scale,  and  the  car  load  is  weighed  in  one  draft.    The  wheat  then  falla 
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into  what  is  called  a  receiving  separator  which  is  a  machice  having 
a  number  of  reciprocating  sieves  of  perforated  metal.  This  removes 
the  coarse  refuse  such  as  pieces  of  wood,  coal,  iron  ore,  straw  joints 
and  even  an  occasional  IngersoU  watch.  It  is  then  ready  for  storage 
and  drops  on  conveyor  belts  which  discharge  directly  into  the  storage 
bins.  This  wheat  having  been  inspected  and  graded  before  unload- 
ing is  carded  to  go  to  bin  No.  20,  for  instance.  Bin  No.  20  contains 
wheat  of  the  same  grade  or  of  the  same  value  for  milling  purposes. 
The  advantage  of  a  large  mill  elevator  lies  in  this  ability  to  take  care 
of  many  kinds  of  wheat  and  store  them  in  quantities  that  insure  a 
uniform  mixture. 

21  In  the  basement  under  the  storage  bins  is  a  conveyor  belt 

having  spouts  leading  to  it  from  the  bins.    By  means  of  graduated 

slides  in  these  spouts,  a  predetermined  percentage  of  wheat  from  any 

bin  may  be  drawn  on  to  the  conveyor.    A  number  of  bins  may  be 

<ii*awn  upon  in  this  manner  to  get  a  wheat  mixture  that  is  right  for 

^^ling.    The  mixing  conveyor  discharges  into  an  elevator  which  takes 

^^e  wheat  again  to  the  top  of  the  elevator  where  it  passes  through 

^^other  weighing  process  on  its  way  to  the  bins  in  the  mill  proper. 

22  This  wheat  is  still  far  from  being  in  condition  for  grinding. 

^Veiy  bushel  contains  from  one  to  two  pounds  of  foreign  seeds,  such 

.^^   oats,  cockle,  mustard,  grass,  flax,  etc.    These  are  removed  by  pass- 

^^€  over  numerous  sieves  in  the  milling  separators.    These  seeds,  after 

^^  removal  of  the  mustard,  are  pulverized  and  sold  as  stock  food  or 
S^ound  screeings. 

23  The  next  step  is  the  cleaning  process.  There  are  two  different 
^^ethods  in  use,  the  wet  and  the  dry.  In  the  wet  process  the  wheat, 
^  ^gather  with  a  stream  of  water,  passes  into  a  washing  machine,  or 

Vhizzer.*'     This  machine  has  a  rapidly  revolving  cylinder  which 
^  iolently  agitates  the  wheat  in  the  flowing  water.    As  the  wheat  passes 
^  iirther  along  in  the  machine,  the  water,  together  with  the  impurities, 
^B  thrown  off  by  the  centrifugal  force,  partially  drying  the  graiu  at 
t:he  same  time.     The  wheat  has  to  be  dried  further  by  dropping 
tiirough  large  cylinders  having  baffles  to  retard  the  flow,  while  hot, 
dry  air  is  blown  upward  through  the  cylinder,  thus  completing  the 
drying.    The  dry  process  cleans  the  wheat  by  dry  scouring  many  times 
in  series.     The  scouring  machines  used  have  cylinders  made  up  of 
chilled  iron  plates  having  very  narrow  openings  or  vents.    Inside  of 
the  cylinders  are  rapidly  revolving  paddles  or  beaters  that  keep  throw- 
ing the  wheat  against  the  cylinder.    At  the  same  time  a  strong  current 
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of  air  U  drawn  out  tlirough  the  vents  in  the  cylinder,  which  i 
the  dust  and  material  that  is  scoured  oS  the  wheat.  Each  i 
gives  nine  separate  scourings  and  four  or  five  machines  are  nsed  ita. 
series.  This  scouring  is  so  complete  that  the  outer  coating  of  the  bruK. 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  broken 
or  bruised,  but  emerges  in  a  smooth,  polished  condition. 

24    After  having  had  so  much  air  drawn  through  the  wheat,  th.^ 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  rolls 
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in  this  condition,  this  bran  would  pulverl/o  mid  become  inipossibl 
of  separation  from  the  iiour.  To  correct  this,  the  wheat  is  darapene<r'~' 
after  which  it  is  allowed  to  stand  for  a  number  of  hours  in  a  bin,  tha^^ 
the  moisture  may  penetrate  the  bran.  After  coming  from  the  bin,- — ' 
the  stream  of  wheat  is  passed  through  live  steam  which  still  furthet;^^ 
toughens  the  bran  by  driving  the  moisture  in.  This  is  called  th^^ 
tempering  process. 

25  The  tempered  wheat  is  now  ready  for  grinding  and  flows* 
directly  to  the  first  break  rolls  wliero  the  berry  is  Opened  up.  The 
stock  then  passes  to  the  scalping  process,  which  is  the  separation 
of  what  Sour  and  middlings  are  made  by  the  iirst  grinding  from  the 
bran,  which  has  practically  all  of  the  inside  of  the  wheat  berry  ad- 
hering to  it.     The  scalping  is  done  on  revolving  cylinders  of  wire 
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cloth  called  reels^  or  on  large  gyrating  sifters  having  a  number  of 
flat  sieves  of  wire  cloth.  As  small  an  amount  of  flour  is  made  on  the 
first  break  as  possible,  as  this  flour,  containing  as  it  does  some  of  the 
dust  from  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  flour  made  on  the  break  rolls. 

26  The  first  break  stock  after  scalping  passes  to   the  second 

break  rolls.    It  is  on  these  rolls  that  a  large  amount  of  middlings  are 

made.   This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 

same  manner  as  that  from  the  first  break,  after  which  it  passes  to  the 

third  break.    The  process  is  continued  to  the  fourth  and  fifth  breaks 

when  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 

The  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 

what  flour  has  adhered  to  it.     The  bran  duster  is  somewhat  on  the 

^&Qie  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 

^tead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 

'fi  brushed,  is  of  wire  screen.     This  finishes  the  bran  so  far  as  the 

billing  process  is  concerned  and  it  is  ready  to  pack  out. 

27  The  middlings  made  by  the  break  rolls  vary  in  size  from  that 
*^*  a  coarse  quartz  sand  to  a  fineness  that  is  hardly  different  from 

^«t  of  finished  flour.     These  middlings  are  graded  or  sifted  into 
^^  different  sizes,  so  that  each  resulting  stream  contains  granular 
^^rtidee  of  practically  the  same  size.    This  sifting  is  done  through 
^^  or  silk  gauze  having  very  accurately  spaced  meshes.     These 
*^t:ream8  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
^Xirrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
^)ie  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 
%ranular  particles  falling  through.    The  coarser  middlings  then  pass 
^  reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 
t'oUs,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 
dlings.   The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
being  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
flour  in  the  process.     From  these  rolls  the  grading  and  purifying 
process,  followed  by  further  roll  reduction,  is  continued  until  all  the 
streams  of  middlings  have  been  reduced  to  very  nearly  the  fineness 
of  flour. 

28  The  flnal  reduction  of  middlings  to  flour  is  on  smooth  rolls 
where  the  action  is  more  truly  a  grinding  one.  The  stock  passing  to 
these  rolls  is  so  very  fine  grained  that  this  action  extends  still  further 
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of  air  U  drawn  out  through  the  veais  in  the  cylinder,  which  renu 
the  duEt  and  material  that  is  scoured  oH  the  wheat.  Each  mad 
gives  nine  separate  scouriugy  aud  four  or  five  machines  are  used 
series.  This  scouring  is  bo  complete  that  the  outer  coating  of  the  b 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  bro 
or  braised,  but  emerges  in  a  smooth,  polished  condition. 

24    After  having  had  so  much  air  drawn  through  the  wheat, 
shell  or  bran  has  become  dried  out  aud  is  so  brittle  that  if  put  over  r 
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in  this  condition,  this  bnii  would  pulvcTizi;  mid  beuome  imposs 
of  separation  from  the  flour.  To  correct  this,  the  wheat  is  dampei 
after  which  it  is  allowed  to  stand  for  a  iiuiiiIkt  of  hours  in  a  bin,  t 
the  moisture  may  penetrate  the  bran.  After  (■()tiiing  from  the  I 
the  stream  of  wheat  is  passed  tlirougli  live  stoaiu  wliich  still  furt 
toughens  the  bran  by  driving  the  myisture  in.  This  is  called 
tempering  process. 

25  The  tempered  wheat  is  now  rcndy  for  grinding  and  1 
directly  to  the  first  break  rolls  when*  the  bfrry  is  opened  iip.jl 
stock  then  passes  to  the  scalping  process,  which  is  the  ( 
of  what  flour  and  middlings  are  made  by  the  Ja|_grindi 
bran,  which  has  practically  all  of  the  inp'  A 

beriog  to  it.    The  scalping  is  done  c 
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cloth  called  reels,  or  on  large  gyrating  sifters  having  a  niunber  of 
flat  sJevee  of  wire  cloth.  As  small  an  amuunt  of  flour  is  made  on  the 
first  break  as  possible,  as  tliis  flour,  containing  an  it  Jot's  some  of  the 
duat  from  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
vij  vuhing  or  Bcouiiug  process,  is  inferior  in  color  and  mast  be 
iliferted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  floor  made  on  the  break  rolle. 

2(i  The  first  break  stock  after  scalping  passes  to  the  second 
''roak  rolls.  It  is  on  these  rolls  that  a  large  anionut  of  middlings  are 
Mde.  This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
atae  manner  as  that  from  the  first  break,  after  whicli  it  passes  to  the 
!iird  break.  The  process  is  continued  to  the  fourth  and  fifth  breaks 
hen  all  of  the  ineide  of  the  berry  has  beoii  removed  from  tlic  bran. 
he  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 
bat  flour  has  adhered  to  it.  The  bran  duster  is  somewhat  on  the 
me  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
stead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 
brushed,  is  of  wire  screen.  This  finishes  the  bran  so  far  as  the 
illing  process  is  concerned  and  it  is  ready  to  pack  out. 

21    The  middliDga  made  by  the  break  rolls  vary  in  size  from  that 
'    a  coarse  quarts  sand  to  a  fineness  that  is  hardly  different  from 
lat  of  finished  flour.     These  middlings  are  graded  or  sifted  into 
X   different  sizes,  so  that  eacii  resulting  stream  contains  granular 
articles  of  practically  the  same  size.     This  sifting  is  done  through 
'ire  or  silk  gauze  having  very  accurately  spaced   meshes.     These 
treams  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
lAirrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
ihe  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 
granular  particles  falling  through.    The  coarser  middlings  then  pass 
to  reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 
rolls,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 
dlings.   The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
being  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
ise  rolls  the  grading  and  purifying 
reduction,  is  continued  until  all  the 
reduced  to  very  nearly  the  fineness 

liddlings  to  flour  is  on  smooth  rolls 
grinding  one.  The  stock  passing  to 
that  this  action  extends  still  farther 
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of  air  18  drawn  out  through  the  veutB  in  the  cylinder,  which  remo 
the  dust  and  material  that  is  scoured  oS  the  wheat.  Each  mach 
gives  nine  separate  scourings  and  four  or  Sve  machines  are  used 
aeries.  This  scouring  is  so  complete  that  the  outer  coating  of  the  bi 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  brol 
or  bruised,  but  emerges  in  a  eniooth,  polished  condition. 

Zi    After  having  had  so  much  air  drawn  through  the  wheat, 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  n 
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in  this  ooiiiUtioti,  thJN  brnn  would  puhcrize  and  boL'ome  impossi 
of  separation  from  tJie  flour.  To  L-orrc(;t  t\us,  tlic  wheat  is  dampen 
after  which  it  is  allowed  tu  stand  fur  n  unmber  of  liours  in  a  bin,  t 
the  moisture  may  penetrate  the  bran.  After  coming  from  the  I 
the  stream  of  wheat  is  passed  through  live  stouni  which  still  furt 
toughens  the  bran  by  driving  tlie  moisture  in.  This  is  called 
tempering  process. 

25     The  tempered  wheat  is  now  ready  for  grinding  and  it 
directly  to  the  first  break  roils  whore  the  licrry  is  opened  np.  • 
stock  then  passes  to  the  scalping  process,  which  is  the  ( 
of  what  flour  and  middlings  are  made  by  the  first  grindlogj 
bran,  which  has  practically  all  of  the  inside  c 
hering  to  it. '  The  scalping  is  done  c 


CHARLES  A.    LANG  353 

doth  called  reels,  or  on  large  gyrating  Bifters  having  a  number  of 
flat  sieves  of  wire  cloth.  As  small  an  amount  of  flour  its  made  on  the 
fint  break  as  possible,  as  this  flour,  aintaining  ati  it  docs  Hunie  of  the 
duat  from  the  erease  iu  the  wheat  berry,  which  canuul  be  removed  by 
any  waahing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
ol  tJie  flour  made  on  the  break  roUe. 

2G  The  first  break  stock  after  scalping  passoii  to  tlie  second 
Wak  rolls.  It  is  on  these  rolls  that  a  targe  amount  of  middlings  are 
DiaJe.  This  stock  is  treated  to  remove  the  middlings  and  flour  iu  tlie 
fuae  manner  as  that  from  the  first  break,  after  which  it  passi'S  to  llie 
tliirc]  break.  The  process  is  continued  to  the  fourtli  and  fifth  breaks 
Then  all  of  the  inside  of  the  berry  has  been  removed  from  tlic  bran. 
rile  bran  then  goes  to  a  machine  called  a  bran  duatcr  wliiuh  removes 
vliat  dour  has  adhered  to  it.  The  bran  duster  is  somewhut  uti  the 
HTXxe  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
instead  of  paddles  or  beaters,  and  the  cylinder  against  wiiicli  the  bran 
is  brushed,  is  of  wire  screen.  This  finishes  the  bran  so  far  as  the 
milliug  process  is  coQcemed  and  it  is  ready  to  pack  out. 

27    The  middlings  made  by  the  break  rolls  vary  in  size  from  that 

iif   a  coarse  quarts  sand  to  a  fineness  that  is  hardly  different  from 

tiiat  of  finished  flour.     These  middlings  are  grado<l  or  sifted  into 

six  different  sizes,  so  that  each  resulting  stream  contains  granular 

particles  of  practically  the  same  size.     This  sifting  is  done  througli 

wire  or  siUt  gauze  having  very  accurately  spaced  meshes.     TJiese 

ttrnms  of  graded  middlings  ihea  pass  to  purifiers  where  strong  air 

I'urrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 

ihe  meshes  of  which  are  of  a  spacing  that  does  not  jicrniit  of  the 

giuml&r  particles  falling  through.    The  coarser  middlings  then  pass 

to  reducing  rolls  having  finer  teeth  or  corrugations  Uiau  the  break 

Tolls,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 

'"'"""     ™ redociiig  rolls  is  still  a  cutting  action,  it 

T  middlings  of  coarser,  and  not  to  make 
a  these  rolls  the  grading  and  purifying 
Toll  reduction,  is  continued  until  all  the 
been  reduced  to  very  nearly  the  fineness 

of  middlings  to  flour  is  on  smooth  rolls 
1^  a  grinding  one.  The  stock  passing  to 
lined  that  this  action  extends  still  further 
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of  air  is  drawn  out  through  the  vente  in  the  cylinder,  which  rem 
the  dust  and  material  that  ie  scoured  ofiE  the  wheat.  Each  mac 
gives  nine  separate  Ecouringii  and  four  or  five  machines  are  UBe< 
aeriefl.  This  acouring  is  so  complete  that  the  outer  coating  of  the  I 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  br< 
or  bruised,  but  emerges  in  a  smooth,  polished  condition. 

^    After  having  had  so  much  air  drawn  through  the  wheat, 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  i 
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in  this  condition,  this  liran  would  pulvorizu  and  lipi'onio  im|>osi 
of  separation  from  tlic  flour.  To  correct  tin!-,  tJic  wheat  is  dampc. 
after  which  it  is  allowed  to  stand  for  a  mimbcr  of  liours  in  a  bin, 
the  moisture  may  penetrate  tlic  bran.  After  ciuuing  from  the 
the  stream  of  wheat  is  pa.ssod  through  live  slcain  which  still  fur 
toughens  the  bran  by  driving;  tlie  moisture  in.  This  is  called 
tempering  process. 

25     The  tempered  wheat  is  now  ready  r<)r  grinding  and  £ 
directly  to  the  first  break  rolls  whcro  tiin  biTry  is  opened  up. 
stock  then  passes  to  the  scalping  process,  which   is  the  t 
of  what  flour  and  middlings  are  made  by  the  first  grinding  £ 
bran,  which  has  practically  all  of  the  inside  of  the  wheat  I 
hering  to  it.     The  scalping  ie  done  on  revoljj'""" 
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cloth  called  reels,  or  on  large  gyrating  sifters  having  a  number  of 
flat  sieves  of  wire  cloth.  As  small  an  amount  uf  Aour  in  made  on  the 
lirst  break  as  possible,  as  this  flour,  containing  an  it  Ooc^  same  of  tlic 
dust  from  the  crease  iu  the  wheat  berry,  which  cannot  be  removed  by 
any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  flour  made  on  the  break  rolls. 

26  The  first  break  stock  after  scalping  passes  to  tlie  setond 
lireak  rolls.  It  is  on  these  rolls  that  a  large  amount  of  middlings  are 
made.  This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
atan  manner  as  that  from  the  first  break,  after  which  it  passes  to  the 
third  break.  The  process  is  continued  to  the  fourth  and  fifth  breaks 
when  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 
The  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 
vhat  flour  has  adhered  to  it.  The  bran  duster  is  soinewhiit  on  the 
same  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
instead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 
is  brushed,  is  of  wire  screen.  This  finishes  the  bran  bo  far  as  the 
milhtig  process  is  concerned  and  it  is  ready  to  pack  out. 

i1    The  middlings  made  by  the  break  rolls  vary  in  size  from  that 
tt  a  coarse  quartz  sand  to  a  fineness  that  is  hardly  dilforeut  from 
tliat  of  finished  flour.     These  middlings  are  graded  or  sifted  into 
aix  different  sizes,  so  that  each  resulting  stream  contains  granular 
particles  of  practically  the  same  size.    This  sifting  is  done  through 
wire  or  silk  gauze  having  very  accurately  spucLil   incshcs.     These 
streams  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
I'UTTents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
t!ie  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 
granular  particles  falling  tbrongb.    The  coarser  middliugs  then  pass 
to  reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 
tqIIb,  these  corrugations  being  atUl  finer  for  the  smaller  sized  mid- 
filings.    The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
"^ing  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
flour  in  the  process.     From  theae  rolls  the  grading  and  purifying 
Toll  reduction,  is  continued  until  all  the 
been  reduced  to  very  nearly  the  fineness 

of  middlings  to  flour  is  on  smooth  rolls 
1^  a  grinding  one.  The  stock  passing  to 
linad  that  this  action  extends  still  further 
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of  air  is  drawn  out  through  the  vente  io  the  cylinder,  which  remoT 
the  dust  and  material  that  is  scoured  off  the  wheat.  Each  machii 
gives  nine  separate  scuuriiigs  and  four  or  five  machines  are  used 
series.  This  scouring  is  so  complete  that  the  outer  coating  of  the  bn 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  broki 
or  bruised,  bat  emerges  in  a  smooth,  polished  condition. 

34    After  having  had  so  much  air  drawn  through  the  wheat,  t 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  rol 
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in  this  coutlition,  tlir^i  lirnii  would  jiohoriiii-  iukI  bct'onit?  impossi^ 
of  separation  frcmi  the  flour.  To  corrci't  tlii.*,  tlic  wlioat  is  dampen* 
after  which  it  is  allowed  to  stand  for  u  iiuiuIxt  of  ln'iirs  in  a  bin,  tV 
the  moisture  may  penetrate  the  Ijraii.  After  t-nming  from  the  b: 
the  stream  of  wheat  is  pa.ssed  through  live  steam  which  still  furtl^ 
toughens  the  bran  by  driving  tlie  nmisturu  in.  This  is  called  t 
tempering  process. 

S5  The  tempered  wheat  is  now  ready  for  grinding  and  flo' 
directly  to  the  first  break  rolls  when'  llio  Iwrry  is  opened  up.  T 
stock  then  passes  to  the  scalping  process,  which  ia  the  separatl< 
of  what  flour  and  middlings  are  raatlc  by  the  first  grinding  fro 
brtn,  which  has  practically  all  of  the  inside  of  tlio  wheat  b 
hering  to  it.     The  scalping  is  done  on  revoUiaa  cylii 
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oloth  called  reels,  or  on  large  gyrating  siitere  having  a  number  of 
flat  sieves  of  vire  cloth.  As  small  an  amount  uf  flaur  is  made  on  the 
lirst  break  as  possible,  as  this  flour,  containing  as  it  t\(n-s  isonie  "f  tiiu 
dust  from  the  crease  iu  the  wheat  berry,  whit^h  cauuol  be  removed  by 
any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  flour  made  on  the  break  rolls. 

m  The  first  break  stock  after  si'alping  passes  to  ilie  si't-oiiil 
lireak  toWb.  It  is  on  these  rolls  that  a  large  amount  of  middlings  are 
made.  This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
tame  manner  as  that  from  the  flrst  break,  after  nliicli  it  pssses  tu  the 
third  break.  The  process  is  continued  to  the  fourth  and  liftli  breaks 
when  all  of  the  inside  of  the  berry  has  been  removuil  from  tlic  bran. 
The  bran  then  goes  to  a  machine  called  a  bran  dusUT  wliitli  removes 
That  flour  has  adhered  to  it.  The  bran  duster  is  somewhat  on  the 
.^axxie  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
instead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 
is  brushed,  is  of  wire  Bcrccn,  This  finishes  the  bran  so  fiir  as  the 
milling  process  is  concerned  and  it  is  ready  to  pack  out. 

ST  The  middhngB  made  by  the  break  rolls  vary  in  size  from  that 
"f  a  coarse  quartz  sand  to  a  fineness  that  is  liardly  dilfercnt  from 
that  of  finiahed  flour.  These  middlings  are  graded  or  sifted  into 
six  different  sizes,  so  that  each  resulting  stream  (untains  granular 
particles  of  practically  tlie  same  size.  This  sifting  is  done  through 
'*'ire  or  silk  gauze  having  very  accurately  spacLiI  meshes.  These 
^tTeaojg  of  graded  middlings  then  pass  to  purifiers  where  strong  air 
'Urrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 
•he  meahea  of  which  are  of  a  spacing  that  does  not  permit  of  t!ie 
B<'anular  particles  falling  through.  The  coarser  middlings  tlieu  pass 
^o  reducing  rolls  having  finer  teeth  or  corrugations  tiian  the  break 
rolls,  these  corrugationa  being  atill  finer  for  the  smaller  sized  mid- 
<)ling8.  The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 
Viemg  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 
&OUT  in  the  process,  i^om  these  rolls  the  grading  and  purifying 
^locCBB,  followed  by  further  Toll  reduction,  is  continued  until  aU  the 
^jeiiai  of  middlings  hare  been  reduced  to  vcrv'  nearly  the  fineness 

ion  of  middlings  to  flour  is  ou  smooth  rolls 
truly  a  grinding  one.  The  stock  passing  to 
gnined  that  this  action  extends  still  further 
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of  air  is  drawn  out  through  the  vente  in  the  cylinder,  which  removetB 
the  dust  and  material  that  is  scoured  off  the  wheat.  Each  machine 
gives  nine  separate  scourings  and  four  or  five  machines  are  uaed  in 
series.  This  scouring  is  so  complete  that  the  outer  coating  of  the  braci 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berrj  is  not  brokeo. 
or  bruised,  but  emerges  in  a  smooth,  polished  condition. 

34i    After  having  had  so  much  air  drawn  through  the  wheat,  tb^ 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  roU^ 
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in  this  condition,  this  bran  would  pulverixe  and  become  impossible 
of  separation  from  the  flour.  To  correct  tliis,  the  wheat  is  dampened, 
after  which  it  is  allowed  to  stand  for  a  luinibcr  of  hours  in  a  bin,  thai 
the  moisture  may  penetrate  the  bran.  After  coming  from  the  bin, 
the  stream  of  wheat  is  passed  through  live  steam  which  still  further 
toughens  the  bran  by  driving  the  moisture  in.  This  ia  called  the 
tempering  process. 

85  The  tempered  wheat  is  now  ready  for  grinding  and  flows 
directly  to  the  first  break  rolls  where  the  berry  is  opened  up.  The 
stock  then  passes  to  the  scalping  process,  which  is  the  separation 
of  what  flour  and  middlings  are  made  by  the  first  grinding  from  the 
bran,  which  baa  practically  all  of  the  inside  of  the  wheat  berry  ad- 
hering to  it.     The  scalping  is  done  on  revolving  cylinders  of  wire 
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^~        cloth  called  reels,  or  on  large  gyrating  sifters  having  a  number  of 

^       flat  sieves  of  wire  cloth.    As  small  an  amount  of  flour  is  made  on  the 

~-|       first  break  as  possible,  as  this  flour,  containing  as  it  docs  some  of  the 

-I       dust  from  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 

any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 

diverted  to  the  lower  grade  products.    This  applies  to  practically  all 

of  the  flour  made  on  the  break  rolls. 

m 

;  26    The  first  break   stock  after  scalping  passes  to  the  second 

i        J^reak  rolls.    It  is  on  these  rolls  that  a  large  amount  of  middlings  are 

iiiade.    This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 

same  manner  as  that  from  the  flrst  break,  after  which  it  passes  to  the 

third  break.    The  process  is  continued  to  the  fourth  and  fifth  breaks 

vhea  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 

The  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 

^hat  fiour  has  adhered  to  it.     The  bran  duster  is  somewhat  on  the 

^^oxe  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 

^^istead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 

IS  brushed,  is  of  wire  screen.     This  finishes  the  bran  so  far  as  the 

billing  prooess  is  concerned  and  it  is  ready  to  pack  out. 

^7    The  middlings  made  by  the  break  rolls  vary  in  size  from  that 

^^  &  coarse  quartz  sand  to  a  fineness  that  is  hardly  different  from 

that   of  finished  flour.     These  middlings  are  graded  or  sifted  into 

s^     different  sizes,  so  that  each  resulting  stream  contains  granular 

P^^ticles  of  practically  the  same  size.    This  sifting  is  done  through 

^i*"^  or  silk  gauze  having  very  accurately  spaced  meshes.     These 

^^^ams  of  graded  middlings  then  pass  to  purifiers  where  strong  air 

^'^^^^^ents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 

^^^    meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 

S^^^Kiular  particles  falling  through.    The  coarser  middlings  then  pass 

^   reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 

^^^Is,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 

^^ings.    The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 

^eing  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 

flour  in  the  process.     From  these  rolls  the  grading  and  purifying 

process,  followed  by  further  roll  reduction,  is  continued  until  all  the 

streams  of  middlings  have  been  reduced  to  very  nearly  the  fineness 

ot  flour. 

S8  The  final  reduction  of  middlings  to  fiour  is  on  smooth  rolls 
where  the  action  is  more  truly  a  grinding  one.  The  stock  passing  to 
these  Tolls  is  so  very  fine  grained  that  this  action  extends  still  further 
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the  granulation  process  and  instead  of  flattening  or  rounding  up  th^ 
particles,  the  flour  obtained  is  sharp  and  granular.  Not  all  of  the 
middlings  are  reduced  by  the  first  passage  through  the  smooth  rolls 
to  the  proper  fineness  for  flour,  so  the  stream  must  pass  again  to  a. 
reel  where  the  finished  flour  sifts  through  the  silk  cloth  covering  and 
the  middlings  that  are  separated  out  are  sent  again  to  the  smooth  rolls 
for  reduction.  This  process  is  continued  imtil  all  the  stock  is  dressed 
or  sifted  to  flour.  From  wheat  to  flour  there  are  about  2il  reductions 
in  the  process. 

2d  The  second  grade  of  flour  made  in  the  process  is  called 
^^bakers^'  or  flrst  clear.  This  is  composed  of  the  cleaner  flour  from 
the  break  rolls  and  part  of  the  flour  made  in  the  reduction  of  the 
middlings,  including  that  taken  out  of  the  middlings  by  the  air 
purifying  process.  This  flour  is  not  as  white  as  the  First  Patent  and 
while  high  in  its  percentage  of  gluten,  this  gluten  does  not  have  the 
expansive  power  of  that  in  the  Patent  Flour.  The  expansion  of  the 
gluten  is  what  makes  large,  flrm  loaves  of  bread,  while  its  quality 
determines  the  lightness  of  the  loaf  and  to  a  certain  extent,  its  color. 

30  The  next  lower  grade  of  flour  is  the  iSecond  Clear,  and  is 
made  up  of  all  the  rest  of  the  by-product  flour  that  is  "dear''  of  fine 
particles  of  bran.  Every  machine  in  a  mill,  roller  mills,  bolters, 
purifiers,  reels  and  elevators,  has  an  air  suction  connected  to  it.  This 
suction  system  yields  a  large  part  of  the  lower  grade  by-product  flour. 

31  The  next  product  is  known  as  "Eed  Dog''  and  consists  of 
that  part  of  the  flour  which  contains  very  small  particles  of  bran  that 
cannot  be  separated  from  it.  It  is  the  dividing  line  in  the  mill  pro- 
ducts, being  a  mixture  of  flour  and  bran. 

33  Then  comes  the  "Shorts"  which  consists  of  finely  divided 
particles  of  bran.  While  it  is  the  idea  in  milling  to  keep  the  bran 
intact,  there  are  many  small  particles  broken  off  in  the  process.  The 
ones  that  are  large  enough  to  be  sifted  out,  go  to  shorts. 

33  A  great  many  adjustments  in  milling  machinery  are  pro- 
vided for.  Slides  and  valves  in  the  spouting  enable  various  streams 
of  mill  stocks  to  be  combined  or  divided  at  will,  or  switched  from 
one  machine  to  another.  There  is  a  continual  changing  of  the  flow 
of  a  mill  that  the  fiour  may  be  uniform.  On  a  damp,  rainy  day,  the 
fiour  absorbs  moisture  and  does  not  bolt  or  sift  through  the  silk  cloths 
as  freely  as  on  a  clear,  dry  day.  At  least  once  an  hour,  the  flour  is 
tested  by  wetting  a  sample  and  comparing  with  a  standard  sample 
which  is  of  imvarying  quality.    The  wetting  emphasizes  any  tendency 
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^{       to  a  change  in  color.    It  may  be  that  the  test  shows  that  some  of  the 
stock  going  to  the  First  Patent  should  be  diverted  to  the  second  grade 
or  Bakers,  and  a  change  in  the  flow  is  made  accordingly.    If  the  stock 
bolts  too  freely,  the  flour  will  be  too  coarse.     A  reel  having  a  light 
'I        load  bolts  more  freely  than  one  having  a  larger  stream  passing 
through,  and  the  tendency  to  coarseness  in  the  flour  must  be  corrected 
by  shifting  a  larger  stream  to  the  lightly  loaded  reel.     Aside  from 
these  tests  made  in  the  mills,  the  mill  laboratory  plays  an  important 
part  in  keeping  the  product  uniform.    In  companies  having  several 
^ilfi,  samples  are  taken  every  day  of  the  run  of  each  mill  and  baked 
into  test  loaves  of  bread.     The  millers  from  the  various  mills  come 
^?ether  at  bake  room  time  and  judge  the  bread  according  to  size  of 
'oaf,  texture  and  color.    This  keeps  the  flour  from  each  mill  in  the 
^up  the  same  as  that  from  the  others.    At  the  same  time  are  seen 
^^fliples  of  the  gluten  with  its  percentage,  samples  of  dough  which  is 
another  guide  to  color  and  test  for  moisture  in  the  various  mill  pro- 
aucte.    Tests  for  ash  which  give  the  mineral  salts  content  are  made 
^  i^torts.     This  is  another  indication  of  the  strength  of  the  wheat 
*^i    expansion  of  the  gluten.     In  fact  every  possible  test  is  made 
^^t;  leads  to  a  complete  knowledge  of  wheat  and  mill  products.    Mod- 
^^^     Jbnerican  milling  in  its  highest  development  is  a  scientific  pro- 
^^®*^    and  not  guess  work  as  was  the  older  process.    Absolute  uniformity 
I>:rodiict  is  assured  whether  made  in  one  mill  or  several. 

S4    It  may  not  be  out  of  place  to  give  some  idea  of  the  power 
to  drive  a  flour  mill.    With  1000  h.p.  the  average  modem 
win  make  2500  bbl.  of  flour  per  24  hours.    This  gives  a  power 
^^^^nmption  of  a  little  less  than  10  h.p.-hr.  per  bbl.    Taking  1000 
•^^^  as  a  basis,  there  is  one  mill  in  this  country  that  makes  3500  to 
*^Oo  barrels  or  a  power  consumption  of  6  h.p.-hr.  per  bbl.    Another 
^''^"ll  makes  1200  bbl.  with  the  same  power.    These  two  mills  may  be 
^^l^led  the  extremes.     The  first  mill  has  power  transmission  ma- 
^tiinery  that  cannot  be  excelled  by  any  manufacturing  plant,  and  the 
^U  building  is  of  steel  and  concrete  which  assures  perfect  align- 
ment of  shafting.    The  second  mill  is  a  freak  in  that  it  has  two  or 
Biore  times  the  amount  of  milling  machinery  than  another  mill  of 
the  same  capacity  would  have.     As  the  friction  load  is  38  to  40  per 
cent  of  the  total,  perfection  in  the  transmission  machinery  or  the 
amount  of  mill  machinery  are,  very  largely,  the  deciding  factors  in 
the  power  eflSdency  of  the  mill. 
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35  In  the  average  mill^  the  distribution  of  power  to  the  yarious 
classes  of  machinery  is  as  follows : 

Per  Cent 

Wheat  cleaning 35 

Smooth  rolls    25 

Break  and  middling  rolls 14 

Bolting)  purifying,  etc 26 

100 

This  includes  the  transmission  and  friction  losses  including  that  CP^ 
the  machines  themselves. 

36  Flour  mills,  in  general,  are  driven  as  a  imit  from  a  singl^ 
source  of  power.  The  process  from  start  to  finish  is  a  continuou--^^ 
one,  and  the  various  streams  must  not  be  stopped.  If  troubles  occ 
through  breakage  of  machinery  the  entire  mill  must  shut  down,  e 
the  choking  up  of  spouting  and  machines  would  cause  more  dela; 
than  the  accident  itself.  There  are  a  few  mills  having  group  drivi 
by  motors  where  the  roll  floor  is  driven  by  one  motor,  the  bol 
machinery  by  another,  etc.  With  such  a  drive,  remote  push  butto; 
control  is  necessary  to  stop  and  start  all  motors  at  the  same  instan 
to  prevent  choking.  Aside  from  this  an  interlocking  system  on  th< 
trip  and  no  voltage  release  coils  should  be  used,  so  tiiat  if  one  moto: 
were  cut  out  by  an  overload  or  no  voltage,  all  the  motors  would 
released  at  the  same  time.  The  advantage  of  such  a  system  over  xmi 
control  is  doubtful.  The  grain-machinery  in  the  storage  elevator  an< 
the  flour  packing  machinery  is  very  often  used  with  individual  drivi 

37  A  flour  mill  offers  almost  ideal  conditions  for  cheap  produe 
tion  of  power.     The  load  is  uniform  and  steady,  so  that  the  1 
factor  is  practically  unity. 

38  The  writer  is  indebted  to  the  Northwestern  Miller  for 
relating  to  the  history  of  milling  in  Minneapolis. 
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MEETINGS  SEPTEMBER-DECEMBER 

MEETINGS  IN  LO€AL  CENTERS 

8AN  FRANCISCO,  SEPTEMBER   10 

Quarterly  meeting.    Lecture :    The  Large  Spaulding  Dam  of  the 
^^nun  Hydroelectric  Installation,  by  John  A.  Britton. 

CINCINNATI,  SEPTEMBER  17 

Address:    Electrical  Wires  and  Cables,  by  Charles  R.  Sturdevant, 
American  Steel  &  Wire  Company,  Worcester,  Mass. 

ATLANTA,  SEPTEMBER  19 

^Second  annual  barbecue  of  the  affiliated  technical  societies  of  the 
City  of  Atlanta.  Addresses  by  A.  M.  Schoen,  Paul  H.  Norcross, 
T.  IP,  Branch,  J.  T.  Brogden,  Gabriel  R.  Solomon,  Frederick  Kloepper, 
H.    P.  Wood,  R.  D.  Kneale,  and  Dan  Cary. 

PHILADELPHIA,   OCTOBER   8 

Joint  meeting  with  The  Franklin  Institute.    Paper:   Recent  De- 
velopments in  Cast  Iron  Manufacture,  by  J.  E.  Johnson,  Jr. 

BOSTON,   OCTOBER   14 

Subject:  Means  and  Methods  of  Measuring  the  Flow  of  Fluids 
^*^  their  Application  to  Industrial  and  Engineering  ProbJems,  with 
^^Jers  by  Frederick  N.  Connet,  E.  L.  Brown,  and  D.  R.  Yarnall. 

CINCINNATI,   OCTOBER   15 

Joint  meeting  with  the  Engineers  Club.     Address:    Testing  of 
Uie  Motor  Vehicle,  by  Frederick  R.  Huttoii. 
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liJlectridi?,  by  Mr.  Flynn  of  the  Boyal  Typewriter  Com- 
ford,  and  Charles  R.  Unelcrhill  of  the  Acme  Wire  Com- 

Taven;  The  Electric  Motor  in  Manufaeturing  Plants,  by 

jan  of  the  Weatinghouse  Company.  Following  the  after- 
there  was  a  dcmonBtration   in  the  laboratory  of  the 

1  hydraulic  transmission  manufactured  by  the  Water- 

ompany  of  New  Britain. 

BUFFALO,    MOVEMBRB    19 

Appearance  as  a  Factor  in  Design,  l)y  D.  S.  Kimball. 

OINOIKNATl,    NOVEMBER    19 

iting  with  the  Engineers  Club.  Address :  The  Devclop- 
Uachine  Tool  Industry  in  Cincinnati,  by  Frud  A.  (leier, 

ST.   PAUL,    NOVEMBER    19 

_     Coal  Testing,  by  V.  H.  Boerich,  City  Chemist. 

CHIOAOO,    NOVEMBER   20 

•ner  meeting,  with  the  following  papers:     Construntion  and 
ion  of  a  New  High-Preseure  Boiler,  by  W.  H.  Winslow;  Boiler 

ocy  Meters  and  European  Boiler  Practice,  by  W.  A.  Blouck; 

inical  PUters,  by  Walter  H,  Green. 

PHILADELPHIA,    NOVBMBKU  21 

Joint  meeting  with  the  Engineers  Club.     Paper;     Bituminous 
il«;  Predetermination  of  their  Clinkering  Action  by  Jjaboratory 

'^M,  by  F.  C.  Huhley,  assistant  engineer  of  the  American  Bridge 

k-anpftny. 

RUFFAIX),   DECEMBEIt   3 

Address:   Practical  versus  Theoretical  Ideals  in  Mofor  Trnck  in- 
Mllation,  by  Ellis  L.  Howland,  automobile  editor  of  the  Journal  of 
e  of  New  York. 


BAN   FRANCISCO,    DECEMBER   8 

Paper:  A  Rational  Method  for  the  Treatment  of  Boiler  Peed- 
nter,  by  A.  H.  Babcock,  consulting  electrical  engineer.  Southern 
^Kific  Company. 

BOSTON,    DECEMBER  9 

Paper:   Technology  uf  Paper  Making,  by  Mr.  Nunez.  ^^ 
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NEW  YORK,  OCTOBRB  21 

Paper :    Panic  Economies  and  Emergency  Problems,  with 
Beference  to  the  Present  Industrial  Situation,  by  F.  A.  W 
This  paper  and  discussion  appear  in  The  Journal  for  Decembe 

BUFFALO,   OCTOBER   2& 

Address:  Engineers  and  Public  Service,  by  Charles  ^ 
Baker. 

ST.   PAUL,   OCTOBER    22 

Paper :  Power  Developments  on  the  Mississippi  River  betw 
Paul  and  Minneapolis,  by  Adolph  F.  Meyer.    Published  in  thi 

LOS   ANGELES,  OCTOBER  28 

Organization  meeting.    Paper :    Local  Transportation,  by 
A.  Damon,  Dean  of  Throop  College  of  Technology. 

ST.   LOUIS,   OCTOBER   28 

Paper :    The  Development  of  the  Central  Station,  by  John  I 

BUFFALO,   NOVEMBER   5 

Address:  Industrial  Ventilating  and  Cooling  Equipment 
Irvine  Lyle. 

NEW    YORK,   NOVEMBER   10 

Paper:  The  Development  of  the  By- Product  Gas  Produ< 
dustry  in  Europe,  by  Arthur  H.  Lymn,  London,  England. 

BOSTON,    NOVEMBER    18 

Joint  meeting  with  the  Boston  .Society  of  Civil  Engineers  f 
American  Institute  of  Electrical  Engineers.  Paper:  Th( 
Commission-Manager  Form  of  City  Government,  by  Henry  M. 

NEW   HAVEN,    NOVEMBER   18 

Pall  meeting,  with  afternoon  and  evening  sessions.  Papers 
tricily  in  Industry,  by  Charles  F.  Scott;  Motor  Applicatioi 
Welding,  Heat  Treatment,  by  W.  L.  Merrill;  short  addresses  * 
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plic8tion8  of  Electricity,  by  Mr.  Flynn  of  the  Royal  Typewriter  Com- 
pany (rf  Hartford,  and  Charles  R.  XJnderhill  of  the  Acme  Wire  Com- 
pany, New  Haven ;  The  Electric  Motor  in  Manufacturing  Plants,  by 
S.  S.  J.  Worgan  of  the  Westinghouse  Company.  Following  the  after- 
noon session  there  was  a  demonstration  in  the  laboratory  of  the 
variable-speed  hydraulic  transmission  manufactured  by  the  Water- 
feuiy  Tool  Company  of  New  Britain. 

BUFFALO,   NOVEMBEB    19 

Paper :   Appearance  as  a  Factor  in  Design,  by  D.  S.  Kimball. 

CINCINNATI,   NOVEMBER   19 

Joint  meeting  with  the  Engineers  Club.  Address :  The  Develop- 
ment of  the  Machine  Tool  Industry  in  Cincinnati,  by  Fred  A.  Geier. 

ST.   PAUL,   NOVEMBER   19 

Paper:     Coal  Testing,  by  V.  H.  Roerich,  City  Chemist. 

CHICAGO,  NOVEMBER  20 

Dinner  meeting,  with  the  following  papers:  Construction  and 
p^ration  of  a  New  High-Pressure  Boiler,  by  W.  H.  Winslow;  Boiler 
Kciency  Meters  and  European  Boiler  Practice,  by  W.  A.  Blouck; 
eohanical  Filters,  by  Walter  H.  Green. 

PHILADELPHIA,    NOVEMBER  21 

Joint  meeting  with  the  Engineers  Club.  Paper:  Bituminous 
>^l8;  Predetermination  of  their  Clinkering  Action  by  Laboratory 
— ^ts,  by  F.  C.  Hubley,  assistant  engineer  of  the  Ameri(*an  Bridge 
^lupany. 

BUFFALO,   DECEMBER   3 

Address:  Practical  versus  Theoretical  Ideals  in  Motor  Truck  lii- 
■^Jlation,  by  Ellis  L.  Rowland,  automobile  editor  of  the  Journal  of 
^^mmerce  of  New  York. 

SAN   FRANCISCO,   DECEMBER   8 

Paper:  A  Rational  Method  for  the  Treatment  of  Boiler  Feed- 
^ater,  by  A.  H.  Babcock,  consulting  electrical  engineer,  Southern 
^adfic  Company. 

BOSTON,   DECEMBER  9 

Paper:   Technology  of  Paper  Making,  by  Mr.  Nunez. 


.1  S.VirTT  A.TT\IK5 

« 

niV    VXNV.VL  MEETIXC. 


.     .1 


\     '  V      .  <^*N 


>C.>Cv 


•  . :.     L--  :^  ::  rlie  Society,  held  Decern 

•  ■' .-.^   >i  j::.t>  Building,  }sevr  York,  \ 

.rs    :.  ..r-.ier  of  professional  papers  t 

I..    i.:>.  ..>?:on  of  the  preliminar}-  rep 

T..-.  "*r.   ::-•-•?  latter  alone  extending  throi 

-  %.     ■:   -*  papers  were  read,   hesides 

--..^    ,7   Tuesday  evening,  and  lo  sessi 

•  ^      ?   -:.:    Boiler  Code,  there  being  soi 
-  ^>«i  .:?  v.::der  wav,  and  on  Thursday  afl 

-Na<  1    :\t  same  time.     The  papers  cove 
.  >   i.r-i  wore  effective   in   drawing  a   la 
i"  :::o  meeting  was  the  largest  in 
.'.A.  registration  being  1367,  of  which  i 


-.i*'  •: 


—  »*.      *. 


■  •■;  mooting,  under  the  supervision  of 
•».    v*o:umittce  on  Meetings  of  the  Society 
^v  V  i"..'.  well  attended.    The  usual  president 
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rvv-.*::oti  and  the  dansant  given  by  the  Ladi 
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V  ,'^v'^J  i»ronio!on  sociability  to  the  greatest  possit 
k       V      .\-*c^iful  orrasinn  was  the  luncheon  tendered 
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IIW^  J^  ,,   iintvtHl  lo'be  another  interesting  featur 
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In  connection  with  the  meetings  the  engineering  alumni  of  nine 
colleges  held  reunions  on  Friday  evening,  following  the  practice  of 

last  year. 

PBOGBAM 

Tuesday  Evening,  December  1 

Opening  session.  President's  address:  The  Human  Element  the  Key 
TO  EooNOMio  Problems,  James  Hartness.  Beport  of  tellers  of  eleetion  of 
officers  and  introduction  of  the  President-elect. 

Beception  by  the  Society  to  the  President,  President-elect,  ladies,  members, 
^d  guests. 

Wednesday  Morning,  December  2 

BVBIKBflB   MkBTZNO 

Report  of  the  Council  sjid  Standing  Committees.    Amendment  to  the  Con- 
^tution.    Progress  Beport  of  the  Boiler  Specifications  Committee. 

PaOFESaiONAL  SXBSION 

^LOOB  Surfaces  in  Fireproof  Buildings,  Sanford  £.  Thompson. 

(Contributed  by  the  Sub-Committee  on  Industrial  Building.) 

I>iflcuflBed  by  R.  F.  Tucker.  L.  C.  Waaon.  Q.  S.  Walker.  W.  S.  Timmii.  Q.  P.  Hemetreet. 

Heinfobcsd-Concrete  Factory  Buildings,  F.  W.  Dean. 

(Contributed  by  the  Sub-Committee  on  Textiles.) 
I>iacuB8ed  by  G.  C.  Stone.  J.  P.  H.  Perry.  W.  F.  Ballinger. 

Wednesday  Afternoon 

PROrESSIONAL   SESSION 

^Measuring  Efficiency,  H.  L.  Gkmtt. 

]>i0cuand  by  H.  E.  Harris.  F.  J.  Miller.  H.  K.  Hathaway.  H.  H.  Suplee.  W.  A.  Polakov.  F.  A. 
>n. 

Standardization  in  the  Factory,  C.  B.  Auel. 

<Contributed  by  the  Sub-Committee  on  Machine  Shop  Practice.) 
I>iacui8ed  by  H.  B.  Lange.  L.  D.  Burlingame. 

Operation  of  Grinding  Wheels  in  Machine  Grinding,  George  I.  Alden. 

Discussed  by  C.  H.  Norton,  M.  D.  Hersey. 

^Friction  Losses  in  the  Univsrsal  Joint,  P.  F.  Walker  sjid  W.  J. 
^C^^Jcolmson. 

Discussed  by  C.  W.  Spicer,  F.  H.  Sibley.  R.  R.  Potter. 

RaILBOAD  SsSSION  (SlMUZ;rANXOU8) 

Steam  Locomotives  of  Today  :    Beport  of  the  Sub-Committee  on  Bailroads. 

DiseoBsed  by  F.  F.  Gaines,  F.  J.  Cole,  C.  D.  Young,  J.  T.  Anthony,  H.  B.  MaoFarland,  C.  E. 
^^^^^mmbers,  G.  L.  Bourne.  C.  J.  Mellin,  H.  H.  Vaughan,  J.  P.  Neff,  G.  W.  Rink,  W.  E.  Woodard, 
^  y.  Wille,  Clement  F.  Street,  E.  A.  Averill,  J.  E.  Muhlfeld.  G.  R.  Henderson,  J.  B.  Ennis. 

Wednesday  Afternoon 

Beception  and  Th6  Dansant  given  by  the  Ladies  Committee  in 
^t  the  Sodetj. 
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THE  ANNUAL  MEETING 

The  thirty-fifth  Annual  Meeting  of  the  Society,  held  Deeemh 
1-4,  1914,  in  the  Engineering  Societies  Building,  New  York,  W! 
notable  for  its  unusually  large  number  of  professional  papers  ai 
technical  sessions,  and  for  the  discussion  of  the  preliminary  repo 
of  the  Boiler  Code  Committee,  the  latter  alone  extending  throng 
six  sessions.  In  all  a  total  of  27  papers  were  read,  besides  t 
address  of  President  Hartness  on  Tuesday  evening,  and  15  sessio 
were  held,  including  those  on  the  Boiler  Code,  there  being  soib 
times  three  simultaneous  sessions  under  way,  and  on  Thursday  aft< 
noon  four  were  in  progress  at  the  same  time.  The  papers  cover 
a  wide  range  of  subjects  and  were  effective  in  drawing  a  lar 
audience.  The  attendance  at  the  meeting  was  the  largest  in  t 
history  of  the  Society,  the  total  registration  being  1367,  of  which  81 
were  members. 

The  social  features  of  the  meeting,  under  the  supervision  of  t 
House  Committee  and  the  Committee  on  Meetings  of  the  Society 
New  York,  were  attractive  and  well  attended.  The  usual  presidenti 
reception  was  held  in  the  Society  rooms  on  Tuesday  evening  with 
large  attendance,  and  on  Wednesday  afternoon  the  rooms  were  t 
scene  of  a  successful  reception  and  the  dansant  given  by  the  Ladi( 
Committee,  Mrs.  Edward  Van  Winkle,  Chairman.  The  chief  sod 
event  came  on  Thursday  evening  at  the  Hotel  Astor,  where  the  anni] 
reunion  took  the  form  of  a  dinner  dance.  More  than  300  cov€ 
were  laid  in  the  grand  ball  room,  the  guests  progressing  from  tal 
to  table  for  the  various  courses.  There  was  dancing  between  coun 
as  well  as  at  the  conclusion  of  the  dinner.  This  dinner  dance  was  i 
innovation  which  apparently  was  very  pleasant  to  every  one  and  mi^ 
expressed  the  hope  that  it  might  be  made  a  permanent  feature 
the  Annual  Meetings.  Unlike  the  usual  dinner  or  formal  receptio 
it  gave  every  person  present  an  opportunity  to  meet  a  large  numb 
of  others  and  the  event  promoted  sociability  to  the  greatest  possil 
degree.  Another  delightful  occasion  was  the  luncheon  tendered 
the  ladies  of  the  Society  on  Thursday  in  the  Orangerie  of  the  Hoi 
Astor  by  Mrs.  Harrington  Emerson,  whicli  was  attended  by  about  l-S 

The  presentation  of  the  Jolin  Fritz  Medal  on  Wednesday  evenin 
together  with  the  interesting  addresses  given  by  Dr.  James  Dougli 
Honorary  Member  and  Past- President  of  the  American  Institute 
Mining  Engineers,  and  Dr.  S.  V/.  Stratton,  director  of  the  Burei 
of  Standards  at  Washington,  proved  to^e  another  interesting  featiu 
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In  oonnection  with  the  meeting,  the  engineering  alumni  of  nine 
colleges  held  reimions  on  Friday  evening,  following  the  practice  of 
las-t  year. 

PROGRAM 

Tuesday  Evening,  December  1 

Opening  sesuon.  President's  address:  The  Human  Element  the  Key 
TO  EcoNOMio  Problems,  James  Hartness.  Report  of  tellers  of  election  of 
oflS.cer8  and  introduction  of  the  President-elect. 

See^tion  by  the  Society  to  the  President,  President-dect,  ladies,  members, 
iLxx^  gaests. 

Wednesday  Morning,  December  2 

BVBZNBSB  MkBTZNO 

Xeport  of  the  Council  and  Standing  Committees.    Amendment  to  the  Con- 
s^fci.tation.    Progress  Report  of  the  Boiler  Specifications  Committee. 

PBOFESaiONAL  SXBSION 

Floor  Survacss  in  Firepboof  Buildings,  Sanford  E.  Thompson. 

(Contributed  by  the  Sub-Committee  on  Industrial  Building.) 

IKseaand  by  R.  F.  Tucker.  L.  C.  Waaon,  Q.  S.  Walker.  W.  S.  Timmie.  G.  P.  Hemstreet. 

Hkintoboed-Ooncretb  Factory  Buildings,  F.  W.  Dean. 

(Contributed  by  the  Sub-Committee  on  Textiles.) 
Diecuand  by  G.  C.  Stone.  J.  P.  H.  Perry.  W.  F.  Ballinger. 

Wednesday  Afternoon 
Pbofessional  Session 

^easurino  EmciSNCY,  H.  L.  Gkmtt. 

by  H.  E.  Harris,  F.  J.  Miller,  H.  K.  Hathaway.  H.  H.  Suplee.  W.  A.  Polakov.  F.  A. 


Standardization  in  the  Factory,  C.  B.  Auel. 

(Contributed  by  the  Sub-Committee  on  Machine  Shop  Practice.) 
TTHeniMod  by  H.  B.  Lange,  L.  D.  Burlingame. 

Operation  or  Grinding  Wheels  in  Machine  Grinding,  George  I.  Alden. 

TliB<  iiMffid  by  C.  H.  Norton,  M.  D.  Hersey. 

^tecnoN  Losses  in  the  Universal  Joint,  P.  F.  Walker  and  W.  J. 
^^^colmson. 

3>iMunad  by  C.  W.  Spioer,  F.  H.  Sibley.  R.  R.  Potter. 

Railboad  Ssssion  (Simultansgus) 

Steam  Locomotives  of  Today  :    Beport  of  the  Sub-Committee  on  Railroads. 

DiKOHed  by  F.  F.  Oainee.  F.  J.  Cole,  C.  D.  Young,  J.  T.  Anthony.  H.  B.  MaoFarland,  C.  E. 
Q^^ynhiiri.  O.  L.  Boume,  C.  J.  Mellin,  H.  H.  Vaughan,  J.  P.  Neff,  G.  W.  Rink.  W.  E.  Woodard, 
B-   ^V".  WQb,  dement  F.  Street,  E.  A.  Averill,  J.  E.  Muhlfeld,  G.  R.  Henderson,  J.  B.  Ennb. 

Wednesday  Afternoon 

deception  and  Th6  Dansant  given  by  the  Ladies  Committee  in  tbi^ 
0*    thefioeie^y. 
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of  air  is  drawn  ont  through  the  vents  in  the  cylinder,  which  removes 
the  dmt  and  material  that  is  scoured  oS  the  wheat.  Each  machine 
gives  nine  separate  scourings  and  four  or  five  machines  are  used  in 
series.  This  scouring  is  so  complete  that  the  outer  coating  of  the  bran 
and  the  "beard"  of  the  wheat  is  removed,  yet  the  berry  is  not  brolcen 
or  bruised,  but  emerges  in  a  smooth,  polished  coudition. 

m    After  having  had  so  much  air  drawn  through  the  wheat,  the 
shell  or  bran  has  become  dried  out  and  is  so  brittle  that  if  put  over  rolls 
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in  this  condition,  this  bran  would  pulvcrizt^  and  become  impossible 
of  Beparatioii  from  tlie  flour.  To  correct  this,  the  wheat  is  dampened, 
after  which  it  is  allowed  to  stand  for  a  number  of  hours  in  a  bin,  that 
the  moisture  may  penetrate  the  bran.  After  coming  from  the  bin, 
the  stream  of  wheat  is  passed  through  li\e  steam  which  still  further 
toughens  the  bran  by  driving  the  moisture  in.  This  is  called  the 
tempering  process. 

26  The  tempered  wheat  is  now  ready  for  grinding  and  flows 
directly  to  the  first  break  rolls  where  the  berry  is  opened  up.  The 
stock  then  passes  to  the  scalping  process,  which  is  the  separation 
of  what  flour  and  middlings  are  made  by  the  first  grinding  from  the 
br&n,  which  has  practically  all  of  the  inside  of  tlie  wheat  berry  ad- 
hering to  it.     The  scalping  is  done  on  revolving  cylinders  of  win 
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doth  called  reels,  or  on  large  gyrating  sifters  having  a  number  of 
&t  sieves  of  wire  cloth.  As  small  an  amount  of  flour  is  made  on  the 
first  break  as  possible,  as  this  flour,  containing  as  it  does  some  of  the 
dust  from  the  crease  in  the  wheat  berry,  which  cannot  be  removed  by 
any  washing  or  scouring  process,  is  inferior  in  color  and  must  be 
diverted  to  the  lower  grade  products.  This  applies  to  practically  all 
of  the  flour  made  on  the  break  rolls. 

26  The  first  break  stock  after  scalping  passes  to  the  second 
break  rolls.  It  is  on  these  rolls  that  a  large  amount  of  middlings  are 
made.  This  stock  is  treated  to  remove  the  middlings  and  flour  in  the 
sanxe  manner  as  that  from  the  first  break,  after  which  it  passes  to  the 
third  break.  The  process  is  continued  to  the  fourth  and  fifth  breaks 
when  all  of  the  inside  of  the  berry  has  been  removed  from  the  bran. 
The  bran  then  goes  to  a  machine  called  a  bran  duster  which  removes 
what  flour  has  adhered  to  it.  The  bran  duster  is  somewhat  on  the 
same  principle  as  the  wheat  scourer,  except  that  soft  brushes  are  used 
instead  of  paddles  or  beaters,  and  the  cylinder  against  which  the  bran 
is  brushed,  is  of  wire  screen.  This  finishes  the  bran  so  far  as  the 
niilling  process  is  concerned  and  it  is  ready  to  pack  out. 

27    The  middlings  made  by  the  break  rolls  vary  in  size  from  that 

^^    WL  coarse  quartz  sand  to  a  fineness  that  is  hardly  different  from 

tlia,t  of  finished  flour.     These  middlings  are  graded  or  sifted  into 

SIX    different  sizes,  so  that  each  resulting  stream  contains  granular 

P^x^cles  of  practically  the  same  size.     This  sifting  is  done  through 

^ix^  or  silk  gauze  having  very  accurately  spaced  meshes.     These 

s^^^^ams  of  graded  middlings  then  pass  to  purifiers  where  strong  air 

t-xxxrents  are  drawn  upward  through  them  as  they  pass  over  the  sieves, 

^*^^  meshes  of  which  are  of  a  spacing  that  does  not  permit  of  the 

S^**^nular  particles  falling  through.    The  coarser  middlings  then  pass 

^^     reducing  rolls  having  finer  teeth  or  corrugations  than  the  break 

''^lls,  these  corrugations  being  still  finer  for  the  smaller  sized  mid- 

~^  1^  ings.    The  action  of  the  reducing  rolls  is  still  a  cutting  action,  it 

^ing  the  idea  to  make  finer  middlings  of  coarser,  and  not  to  make 

^-^ur  in  the  process.     Prom  these  rolls  the  grading  and  purifying 

^^>oces8,  followed  by  further  roll  reduction,  is  continued  until  all  the 

^'kreams  of  middlings  have  been  reduced  to  very  nearly  the  fineness 

^i  flour. 

28  The  final  reduction  of  middlings  to  fiour  is  on  smooth  rolls 
>rhere  the  action  is  more  truly  a  grinding  one.  The  stock  passing  to 
these  rolls  is  so  very  fine  grained  that  this  action  extends  still  further 
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the  granulation  process  and  instead  of  flattening  or  rounding  up  1 
particles,  the  flour  obtained  is  sharp  and  granular.  Not  all  of  1 
middlings  are  reduced  by  the  first  passage  through  the  smooth  n 
to  the  proper  fineness  for  fiour,  so  the  stream  must  pass  again  U 
reel  where  the  finished  flour  sifts  through  the  silk  cloth  covering  s 
the  middlings  that  are  separated  out  are  sent  again  to  the  smooth  it 
for  reduction.  This  process  is  continued  imtil  all  the  stock  is  dresi 
or  sifted  to  flour.  From  wheat  to  flour  there  are  about  21  reducti< 
in  the  process. 

29  The  second  grade  of  flour  made  in  the  process  is  cal 
^^bakers''  or  first  clear.    This  is  composed  of  the  cleaner  flour  fr 
the  break  rolls  and  part  of  the  flour  made  in  the  reduction  of 
middlings,  including  that  taken  out  of  the  middlings  by  the 
purifying  process.    This  flour  is  not  as  white  as  the  First  Patent  a 
while  high  in  its  percentage  of  gluten,  this  gluten  does  not  have 
expansive  power  of  that  in  the  Patent  Flour.    The  expansion  of 
gluten  is  what  makes  large,  firm  loaves  of  bread,  while  its  qua! 
determines  the  lightness  of  the  loaf  and  to  a  certain  extent,  its  col 

30  The  next  lower  grade  of  flour  is  the  Second  Clear,  and 
made  up  of  all  the  rest  of  the  by-product  flour  that  is  "clear^*  of  i 
particles  of  bran.  Every  machine  in  a  mill,  roller  mills,  bolt< 
purifiers,  reels  and  elevators,  has  an  air  suction  connected  to  it.  T 
suction  system  yields  a  large  part  of  the  lower  grade  by-product  flo 

31  The  next  product  is  known  as  "Eed  Dog*'  and  consists 
that  part  of  the  flour  which  contains  very  small  particles  of  bran  tl 
cannot  be  separated  from  it.  It  is  the  dividing  line  in  the  mill  p 
ducts,  being  a  mixture  of  flour  and  bran. 

32  Then  comes  the  "Shorts"  which  consists  of  finely  divic 
particles  of  bran.  While  it  is  the  idea  in  milling  to  keep  the  bi 
intact,  there  are  many  small  particles  broken  off  in  the  process.  1 
ones  that  are  large  enough  to  be  sifted  out,  go  to  shorts. 

33  A  great  many  adjustments  in  milling  machinery  are  p 
vided  for.  Slides  and  valves  in  the  spouting  enable  various  strea 
of  mill  stocks  to  be  combined  or  divided  at  will,  or  switched  fr 
one  machine  to  another.  There  is  a  continual  changing  of  the  fi 
of  a  mill  that  the  flour  may  be  uniform.  On  a  damp,  rainy  day, 
flour  absorbs  moisture  and  does  not  bolt  or  sift  through  the  silk  do 
as  freely  as  on  a  clear,  dry  day.  At  least  once  an  hour,  the  floui 
tested  by  wetting  a  sample  and  comparing  with  a  standard  sam 
which  is  of  unvarying  quality.    The  wetting  emphasizes  any  tendei 
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to  a  diange  in  color.  It  may  be  that  the  test  shows  that  some  of  the 
stock  going  to  the  First  Patent  shoxQd  be  diverted  to  the  second  grade 
or  Bakers,  and  a  change  in  the  flow  is  made  accordingly.  If  the  stock 
bolts  too  freely,  the  flour  will  be  too  coarse.  A  reel  having  a  light 
load  bolts  more  freely  than  one  having  a  larger  stream  passing 
through,  and  the  tendency  to  coarseness  in  the  flour  must  be  corrected 
by  shifting  a  larger  stream  to  the  lightly  loaded  reel.  Aside  from 
these  tests  made  in  the  mills,  the  mill  laboratory  plays  an  important 
part  in  keeping  the  product  uniform.  In  companies  having  several 
mills,  samples  are  taken  every  day  of  the  run  of  each  mill  and  baked 
into  test  loaves  of  bread.  The  millers  from  the  various  mills  come 
together  at  bake  room  time  and  judge  the  bread  according  to  size  of 
loaf,  texture  and  color.  Tliis  keeps  the  flour  from  each  mill  in  the 
group  the  same  as  that  from  the  others.  At  the  same  time  are  seen 
samples  of  the  gluten  with  its  percentage,  samples  of  dough  which  is 
another  guide  to  color  and  test  for  moisture  in  the  various  mill  pro- 
ducts. Tests  for  ash  which  give  the  mineral  salts  content  are  made 
in  retorts.  This  is  another  indication  of  the  strength  of  the  wheat 
and  expansion  of  the  gluten.  In  fact  every  possible  test  is  made 
that  leads  to  a  complete  knowledge  of  wheat  and  mill  products.  Mod- 
ern American  milling  in  its  highest  development  is  a  scientific  pro- 
^^®Qs  and  not  guess  work  as  was  the  older  process.  Absolute  uniformity 
^^  product  is  assured  whether  made  in  one  mill  or  several. 

34    It  may  not  be  out  of  place  to  give  some  idea  of  the  power 

^^tjessary  to  drive  a  flour  mill.    With  1000  h.p.  the  average  modem 

^^^^SU  will  make  2600  bbl.  of  flour  per  24  hours.    This  gives  a  power 

^^iiBumption  of  a  little  less  than  10  h.p.-hr.  per  bbl.    Taking  1000 

^-T).  as  a  basis,  there  is  one  mill  in  this  country  that  makes  3500  to 

^^00  barrels  or  a  power  consumption  of  6  h.p.-hr.  per  bbl.    Another 

^^ill  makes  1200  bbl.  with  the  same  power.    These  two  mills  may  be 

^^^lled  the  extremes.     The  first  mill  has  power  transmission  ma- 

^linery  that  cannot  be  excelled  by  any  manufacturing  plant,  and  the 

^^11  building  is  of  steel  and  concrete  which  assures  perfect  align- 

>nent  of  shafting.    The  second  mill  is  a  freak  in  that  it  has  two  or 

>nore  times  the  amount  of  milling  machinery  than  another  mill  of 

the  same  capacity  would  have.     As  the  friction  load  is  38  to  40  per 

cent  of  the  total,  perfection  in  the  transmission  machinery  or  the 

amount  of  mill  machinery  are,  very  largely,  the  deciding  factors  in 

the  power  eflBdency  of  the  mill. 
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35  In  the  average  mill,  the  distribution  of  power  to  the  yarioTis 
classes  of  machinery  is  as  follows : 

Per  Cent 

Wheat  cleaning 35 

Smooth  rolls    25 

Break  and  middling  rolls 14 

Boltingy  purifying,  etc 26 

100 

This  includes  the  transmission  and  friction  losses  including  that  <>^ 
the  machines  themselves. 

36  Flour  mills,  in  general,  are  driven  as  a  unit  from  a  single 
source  of  power.    The  process  from  start  to  finish  is  a  continuous 
one,  and  the  various  streams  must  not  be  stopped.    If  troubles  oecu^' 
through  breakage  of  machinery  the  entire  mill  must  shut  down,  els^ 
the  choking  up  of  spouting  and  machines  would  cause  more  delay 
than  the  accident  itself.    There  are  a  few  mills  having  group  driv^ 
by  motors  where  the  roll  floor  is  driven  by  one  motor,  the  boltings 
machinery  by  another,  etc.    With  such  a  drive,  remote  push  button, 
control  is  necessary  to  stop  and  start  all  motors  at  the  same  instant- 
to  prevent  choking.    Aside  from  this  an  interlocking  system  on  thes 
trip  and  no  voltage  release  coils  should  be  used,  so  tiiat  if  one  motor 
were  cut  out  by  an  overload  or  no  voltage,  all  the  motors  would  b^- 
released  at  the  same  time.    The  advantage  of  such  a  system  over  nnife. 
control  is  doubtful.    The  grain-machinery  in  the  storage  elevator  andL 
the  flour  packing  machinery  is  very  often  used  with  individual  drive — 

37  A  flour  mill  offers  almost  ideal  conditions  for  cheap  produi 
tion  of  power.     The  load  is  uniform  and  steady,  so  that  the  1 
factor  is  practically  unity. 

38  The  writer  is  indebted  to  the  Northwestern  Miller  for 
relating  to  the  history  of  milling  in  Minneapolis. 
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MEETINGS  SEPTEMBER-DECEMBER 

MEETIN<}iS  IN  LOCAL  CENTERS 

SAN  FRANCISCO,  SEPTEMBEIJ    10 

Quarterly  meeting.  Ijccture :  The  Large  Spaulding  Dam  of  the 
Drum  Hydroelectric  Installation,  by  John  A.  Britton. 

CINCINNATI,  SEPTEMBER  17 

-Address:  Electrical  Wires  and  Cables,  by  Charles  R.  Sturdevant> 
Anaerican  Steel  &  Wire  Company,  Worcester,  Mass. 

ATLANTA,  SEPTEMBER  19 

iSecond  annual  barbecue  of  the  affiliated  technical  societies  of  the 
Ci-fcy  of  'Atlanta.  Addresses  by  A.  M.  Schoen,  Paul  H.  Norcross, 
T-  I*.  Branch,  J.  T.  Brogden,  Gabriel  R.  Solomon,  Frederick  Kloepper, 
H-     P.  Wood,  R.  D.  Kneale,  and  Dan  Gary. 

PHILADELPHIA,   OCTOBER   8 

Joint  meeting  with  The  Franklin  Institute.  Paper:  Recent  De- 
^^l^pments  in  Cast  Iron  Manufacture,  by  J.  E.  Johnson,  Jr. 

BOSTON,   OCTOBER   1.4 

Subject:  Means  and  Methods  of  Measuring  the  Flow  of  Fluids 
^^  their  Application  to  Industrial  and  Engineering;:  Problems,  with 
f^^pers  by  Frederick  N.  Connet,  E.  L.  Brown,  and  D.  R.  Yarnall. 

CINCINNATI,   OCTOBER    15 

Joint  meeting  with  the  Engineers  Club.     Address:    Testing  of 
^lie  Motor  Vehicle,  by  Frederick  R.  Hutton. 
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NEW  YORK,  OCTOBEB  21 

Paper :  Panic  Economies  and  Emergency  Problems^  with  SpeciJtl 
Beference  to  the  Present  Industrial  Situation,  by  F.  A.  Waldron. 
This  paper  and  discussion  appear  in  The  Journal  for  December  191-4:. 

BUFFALO,   OCTOBER   2& 

Address:     Engineers  and  Public  Service,  by  Charles  Whitin.^ 
Baker. 

ST.   PAUL,   OCTOBER    22 

Paper:    Power  Developments  on  the  Mississippi  River  between  S'fc. 
Paul  and  Minneapolis,  by  Adolph  F.  Meyer.    Published  in  this  issu^ 

LOS   ANGELES,  OCTOBER  28 

Organization  meeting.    Paper :    Local  Transportation,  by  Qeorp^ 
A.  Damon,  Dean  of  Throop  College  of  Technology. 

ST.   LOUIS,   OCTOBER   28 

Paper :    The  Development  of  the  Central  Station,  by  John 

BUFFALO,   NOVEMBER   5 

Address:     Industrial  Ventilating  and  Cooling  Equipment,  by 
Irvine  Lyle. 

NEW    YORK,   NOVEMBER    10 

Paper:    The  Development  of  the  By-Product  Gas  Producer  In 
dustry  in  Europe,  by  Arthur  H.  Lymn,  London,  England. 

BOSTON,    NOVEMBER   18 

Joint  meeting  with  the  Boston  (Society  of  Civil  Engineers  and 
American   Institute  of  Electrical   Engineers.     Paper:     The   New^ 
Commission-Manager  Form  of  City  Government,  by  Henry  M.  Waite— 

NEW   HAVEN,   NOVEMBER   18 

Pall  meeting,  with  afternoon  and  evening  sessions.  Papers :  Elee- 
tricily  in  Industry,  by  Charles  F.  Scott;  Motor  Applications^  Arc 
Welding,  Heat  Treatment,  by  W.  L.  Merrill;  short  addresses  on  Ap- 
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plications  of  Electricity^  by  Mr.  Flynn  of  the  Royal  Typewriter  Com- 
pany of  Hartford,  and  Charles  R.  Underhill  of  the  Acme  Wire  Com- 
pany, New  Haven ;  The  Electric  Motor  in  Manufacturing  Plants,  by 
S.  S.  J.  Worgan  of  the  Westinghouse  Company.  Following  the  after- 
noon session  there  was  a  demonstration  in  the  laboratory  of  the 
variable-speed  hydraulic  transmission  manufactured  by  the  Water- 
bury  Tool  Company  of  New  Britain. 

BUFFALO,   NOVEMBER   19 

Paper:   Appearance  as  a  Factor  in  Design,  by  D.  S.  Kimball. 

CINCINNATI,   NOVEMBER   19 

Joint  meeting  with  the  Engineers  Club.    Address :    The  Develop- 
ment of  the  Machine  Tool  Industry  in  Cincinnati,  by  Fred  A.  Geier. 

ST.   PAUL,   NOVEMBER    19 

Paper:     Coal  Testing,  by  V.  H.  Roerich,  City  Chemist. 

CHICAGO,   NOVEMBER   20 

Dinner  meeting,  with  the  following  papers:  Construction  and 
Operation  of  a  New  High-Pressure  Boiler,  by  W.  H.  Winslow ;  Boiler 
Efficiency  Meters  and  European  Boiler  Practice,  by  W.  A.  Blouck; 
M^^chanical  Filters,  by  Walter  H.  Green. 

PHILADELPHIA,    NOVEMBER  Zl 

Joint  meeting  with  the  Engineers  Club.  Paper:  Bituminous 
^^'^sls;  Predetermination  of  their  Clinkering  Action  by  Laboratory 
^^^^  by  F.  C.  Hubley,  assistant  engineer  of  the  American  Bridge 
^^  ^^mpany. 

BUFFALO,   DECEMBER   3 

Address:  Practical  versus  Theoretical  Ideals  in  Motor  Truck  Iii- 
^^-^ation,  by  Ellis  L.  Rowland,  automobile  editor  of  the  Journal  of 
^tDmmeree  of  New  York. 

SAN   FRANCISCO,   DECE^IBER   8 

Paper:  A  Rational  Method  for  the  Treatment  of  Boiler  Feed- 
^ater,  by  A.  H.  Babcock,  consulting  electrical  engineer,  Southern 
l^acific  Company. 

BOSTON,   DECEMBER  9 

Paper:  Technology  of  Paper  Making,  by  Mr.  Nunez. 
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In  connection  with  the  meeting,  the  engineering  alumni  of  nine 
colleges  held  reimions  on  Friday  evening,  following  the  practice  of 

last  year. 

PBOGBAM 

--.|  Tuesday  Evening,  December  1 

Opening  session.  President's  address:  The  Human  Element  the  Key 
TO  BooNOMio  Problems,  James  Hartness.  Beport  of  tellers  of  election  of 
officers  and  introduction  of  the  President-elect. 

Beeeption  by  the  Society  to  the  President,  President-elect,  ladies,  members, 

and  guests. 

^1  Wednesday  Morning,  December  2 

BuSXNXaS   MSKTINO 

'<  Heport  of  the  Council  and  Standing  Gonunittees.    Amendment  to  the  Con- 

^tution.    Progress  Beport  of  the  Boiler  Specifications  Committee. 

Pbofkssional  SxeaioN 

f^LOOR  Surfaces  in  Fireproof  Buildings,  Sanford  E.  Thompson. 

(Contributed  by  the  Sub-Committee  on  Industrial  Building.) 

tKacuned  by  R.  F.  Tucker.  L.  C.  Waaon,  Q.  S.  Walker.  W.  S.  Timmifl.  G.  P.  Hemstreet. 

I^nforged-Concrete  Factory  Buildings,  F.  W.  Dean. 

(Contributed  by  the  Sub-Committee  on  Textiles.) 
rHscuned  by  G.  C.  Stone,  J.  P.  H.  Perry.  W.  F.  Ballinger. 

Wednesday  Afternoon 
Propsssional  Skssign 

Measuring  Efficiency,  H.  L.  Gkmtt. 

XHacusoed  by  H.  E.  Harris,  F.  J.  MiUer,  H.  K.  Hathaway.  H.  H.  Suplee.W.  A.  Polakov,  F.  A. 
^^Idron. 

Standardization  in  the  Factory,  C.  B.  Auel. 

(Contributed  by  the  Sub-Committee  on  Machine  Shop  Practice.) 
Discuaaed  by  H.  B.  Lange,  L.  D.  Burlingame. 

Operation  of  Grinding  Wheels  in  Machine  Grinding,  George  I.  Alden. 

Diacuwed  by  C.  H.  Norton,  M.  D.  Hersey. 

TsicnoN  Losses  in  the  Universal  Joint,  P.  F.  Walker  and  W.  J. 
}IL  &lcolmson. 

Diieuseed  by  C.  W.  Spicer,  F.  H.  Sibley.  R.  R.  Potter. 

Railboao  SsasiON  (SiMui;rANsous) 

Stkau  Locomotives  of  Today  :    Beport  of  the  Sub-Committee  on  Bailroads. 

I>iaeuMed  by  F.  F.  Gainee.  F.  J.  Cole,  C.  D.  Young,  J.  T.  Anthony.  H.  B.  MaoFarland,  C.  E. 
C*»*mber8.  G.  L.  Bourne,  C.  J.  Mellin,  H.  H.  Vaughan.  J.  P.  Neff,  G.  W.  Rink,  W.  E.  Woodard, 
^'  ^'  'WiUe.  dement  F.  Street,  E.  A.  Averill,  J.  E.  Muhlfeld.  G.  R.  Henderson,  J.  B.  Ennis. 

Wednesday  Afternoon 

^H^ception  and  Th6  Dansant  given  hj  the  Ladies  Committee  in  the  rooms 
^^  *^«  Sodety. 
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THE  ANNUAL  MEETING 

The  thirty-fifth  Annual  Meeting  of  the  Society,  I 
1-4,  1914,  in  the  Engineering  Societies  Building,  N( 
notable  for  its  unusually  large  number  of  profession 
technical  sessions,  and  for  the  discussion  of  the  preli 
of  the  Boiler  Code  Committee,  the  latter  alone  extei 
six  sessions.  In  all  a  total  of  27  papers  were  rea< 
address  of  President  Hartness  on  Tuesday  evening,  a] 
were  held,  including  those  on  the  Boiler  Code,  ther 
times  three  simultaneous  sessions  under  way,  and  on  T 
noon  four  were  in  progress  at  the  same  time.  The  ] 
a  wide  range  of  subjects  and  were  effective  in  dn 
audience.  The  attendance  at  the  meeting  was  the 
history  of  the  Society,  the  total  registration  being  1367 
were  members. 

The  social  features  of  the  meeting,  under  the  supi 
House  Committee  and  the  Committee  on  Meetings  of 
New  York,  were  attractive  and  well  attended.  The  ubi 
reception  was  held  in  the  Society  rooms  on  Tuesday  i 
large  attendance,  and  on  Wednesday  afternoon  the  n 
scene  of  a  successful  reception  and  the  dansant  given 
Committee,  Mrs.  Edward  Van  Winkle,  Chairman.  T 
event  came  on  Thursday  evening  at  the  Hotel  Astor,  wh 
reunion  took  the  form  of  a  dinner  dance.  More  th 
were  laid  in  the  grand  ball  room,  the  guests  progressi 
to  table  for  the  various  courses.  There  was  dancing  b 
as  well  as  at  the  conclusion  of  the  dinner.  This  dinnei 
innovation  which  apparently  was  very  pleasant  to  every 
expressed  the  hope  that  it  might  be  made  a  pemian' 
the  Annual  Meetings.  Unlike  the  usual  dinner  or  for 
it  gave  every  person  present  an  opportimity  to  meet  a 
of  others  and  the  event  promoted  sociability  to  the  gi 
degree.  Another  delightful  occasion  was  the  luneheo 
the  ladies  of  the  Society  on  Thursday  in  the  Orangeri 
Astor  by  Mrs.  Harrington  Emerson,  which  was  attended 

The  presentation  of  the  John  Fritz  Medal  on  Wedn 
together  with  the  interesting  addresses  given  by  Dr.  J 
Honorary  Member  and  Past-President  of  the  America 
Mining  Engineers,  and  Dr.  S.  \V.  Stratton,  director  i 
of  .Standards  at  Washington,  proved  to^be  another  inter 
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>n  with  the  meetings  the  engineering  alumni  of  nine 
iunions  on  Friday  evening,  following  the  practice  of 


PBOGBAM 

Tuesday  Evening,  December  1 

m.    President's  address:     The  Human  Element  the  Key 
OBLEMS,  James  Hartness.     Beport  of  teUers  of  election  of 
luction  of  the  President-elect, 
the  Society  to  the  President,  President-elect^  ladies,  members, 

Wednesday  Morning,  December  2 

BUSINKSS   MsSTDfO 

Council  and  Standing  Committees.     Amendment  to  the  Con- 
iss  Report  of  the  Boiler  Specifications  Committee. 

PaorKaaioNAL  Skssion 
,'ES  IN  Fireproof  Buildings,  Sanford  E.  Thompson. 

the  Sub-Committee  on  Industrial  Building.) 

F.  Tucker,  L.  C.  Waaon,  G.  S.  Walker,  W.  S.  Timmia,  G.  P.  Hemstreet. 

>NCRETB  Factory  Buildings,  F.  W.  Dean. 

the  Sub-Committee  on  Textiles.) 

C.  Stone,  J.  P.  H.  Perry,  W.  F.  Ballinger. 

Wednesday  Afternoon 

PBOrESSIONAL   SESSION 

FTiciENCY,  H.  L.  Gantt. 

E.  Harris,  F.  J.  Miller,  H.  K.  Hathaway,  H.  H.  Suplee,W.  A.  Polakov,  F.  A. 

ION  IN  THE  Factory,  C.  B.  AueL 

the  Sub-Committee  on  Machine  Shop  Practice.) 
B.  Lange,  L.  D.  Burlingame. 

Grinding  Wheels  in  Machine  Grinding,  George  I.  Alden. 

H.  Norton,  M.  D.  Hersey. 

(SEs  IN  THE  Universal  Joint,  P.  F.  Walker  and  W.  J. 

W.  Spicer,  F.  H.  Sibley,  R.  R.  Potter. 

Railroad  Session  (Simultaneous) 

onvES  OF  Today  :    Beport  of  the  Sub-Committee  on  Bailroads. 

F.  Gaines.  F.  J.  Cole,  C.  D.  Young,  J.  T.  Anthony,  H.  B.  MacFarland,  C.  E. 
ime.  C.  J.  Mellin,  H.  H.  Vaughan,  J.  P.  Neff.  G.  W.  Rink,  W.  E.  Woodard, 

F.  Street,  E.  A.  Averill,  J.  E.  Muhlfeld,  G.  R.  Henderson,  J.  B.  Ennis. 

Wednesday  Afternoon 
i  Th6  Dansant  given  by  the  Ladies  Conunittee  in  the  rooma 
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35  In  the  average  mill,  the  distribution  of  power  to  the  various 
classes  of  machinery  is  as  follows : 

Per  Cent 

Wheat  cleaning 35 

Smooth  rolls    25 

Break  and  middling  rolls 14 

Bolting,  purifying,  etc 26 

100 

This  includes  the  transmission  and  friction  losses  including  that  of 
the  machines  themselves. 

36  Flour  mills,  in  general,  are  driven  as  a  unit  from  a  single 
source  of  power.  The  process  from  start  to  finish  is  a  continuous 
one,  and  the  various  streams  must  not  be  stopped.  If  troubles  occur 
through  breakage  of  machinery  the  entire  mill  must  shut  down,  else 
the  choking  up  of  spouting  and  machines  would  cause  more  delay 
than  the  accident  itself.  There  are  a  few  mills  having  group  drive 
by  motors  where  the  roll  floor  is  driven  by  one  motor,  the  bolting 
machinery  by  another,  etc.  With  such  a  drive,  remote  push  button 
control  is  necessary  to  stop  and  start  all  motors  at  the  same  instant 
to  prevent  choking.  Aside  from  this  an  interlocking  system  on  the 
trip  and  no  voltage  release  coils  should  be  used,  so  that  if  one  motor 
were  cut  out  by  an  overload  or  no  voltage,  all  the  motors  would  be 
released  at  the  same  time.  The  advantage  of  such  a  system  over  unit 
control  is  doubtfid.  The  grain-machinery  in  the  storage  elevator  and 
the  flour  packing  machinery  is  very  often  used  with  individual  drive. 

37  A  flour  mill  offers  almost  ideal  conditions  for  cheap  produc- 
tion of  power.  The  load  is  uniform  and  steady,  so  that  the  load 
factor  is  practically  unity. 

38  The  writer  is  indebted  to  the  Northwestern  Miller  for  facts 
relating  to  the  history  of  milling  in  Minneapolis. 
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MEETINGS  SEPTEMBER-DECEMBER 

MEETINGS  IN  LOCAL  CENTERS 

SAN  FRANCISCO,  SEPTEMBER    10 

Quarterly  meeting.  liccture:  The  Large  Spaulding  Dam  of  the 
Drum  Hydroelectric  Installation,  by  John  A.  Britton. 

CINCINNATI,  SEPTEMBER  17 

Address:  Electrical  Wires  and  Cables,  by  Charles  R.  Sturdevant> 
American  Steel  &  Wire  Company,  Worcester,  Mass. 

ATLANTA,  SEPTEMBER  19 

(Second  annual  barbecue  of  the  affiliated  technical  societies  of  the 
City  of  'Atlanta.  Addresses  by  A.  M.  Schoen,  Paul  H.  Norcross, 
'^-  P.  Branch,  J.  T.  Brogden,  Gabriel  R.  Solomou,  Frederick  Kloepper, 
H-  P.  Wood,  R.  D.  Kneale,  and  Dan  Cary. 

PHILADELPHIA,   OCTOBER   8 

Joint  meeting  with  The  Franklin  Institute.    Paper:   Rt^cent  De- 
Velopments  in  Cast  Iron  Manufacture,  by  J.  E.  tlohnson,  Jr. 

BOSTON,   OCTOBER   14 

^Subject:  Means  and  Methods  of  Measuring  tlio  Flow  of  Fluids 
^^  "tlieir  Application  to  Industrial  and  Engineering  Problems,  with 
papers  by  Frederick  N.  Connet,  E.  L.  Brown,  and  1).  R.  Yarnall. 

CINCINNATI,   OCTOBER    15 

Joint  meeting  with  the  Engineers  Club.  Address:  Testing  of 
^  Ifotor  Vehicle,  by  Frederick  R.  Ilutton. 
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NEW  YORK,  OCTOBER  21 

Paper :  Panic  Economies  and  Emergency  Problems,  with  Sp 
Beference  to  the  Present  Industrial  Situation,  by  F.  A.  Wal( 
This  paper  and  discussion  appear  in  The  Journal  for  December  1 

BUFFALO,   OCTOBER   22 

Address:  Engineers  and  Public  Service,  by  Charles  Wh 
Baker. 

ST.   PAUL,   OCTOBER    22 

Paper :  Power  Developments  on  the  Mississippi  River  betwee: 
Paul  and  Minneapolis,  by  Adolph  F.  Meyer.    Published  in  this  i 

LOS   ANGELES,  OCTOBER  28 

Organization  meeting.  Paper :  Local  Transportation,  by  6< 
A.  Damon,  Dean  of  Throop  College  of  Technology. 

ST.   LOUIS,   OCTOBER   28 

Paper :    The  Development  of  the  Central  Station,  by  John  Hu 

BUFFALO,   NOVEMBER   5 

Address:  Industrial  Ventilating  and  Cooling  Equipment,  I: 
Irvine  Lyle. 

NEW   YORK,   NOVEMBER   10 

Paper:  The  Development  of  the  By-Product  Gas  Producer 
dustry  in  Europe,  by  Arthur  II.  Lymn,  London,  England. 

BOSTON,    NOVEMBER    18 

Joint  meeting  with  the  Boston  .Society  of  Civil  Engineers  anc 
American   Institute  of  Electrical   Engineers.     Paper:     The 
Commission-Manager  Form  of  City  Government,  by  Henry  M.  W 

NEW   HAVEN,   NOVEMBER   18 

Fall  meeting,  with  afternoon  and  evening  sessions.  Papers :  1 
trietty  in  Industry,  by  Charles  F.  iScott;  Motor  Applications, 
Wdiding^  Heat  Treatment,  by  W.  L.  Merrill;  short  addresses  on 
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f  plications  of  Electricity,  by  Mr.  Plynn  of  the  Royal  Typewriter  Com- 
pany of  Hartford,  and  Charles  R.  Underhill  of  the  Acme  Wire  Com- 
pany, New  Haven ;  The  Electric  Motor  in  Manufacturing  Plants,  by 
S-  S.  J.  Worgan  of  the  Westinghouse  Company.  Following  the  after- 
noon session  there  was  a  demonstration  in  the  laboratory  of  the 
variable-speed  hydraulic  transmission  manufactured  by  the  Water- 
bury  Tool  Company  of  New  Britain. 

BUFFALO,   NOVEMBEH    19 

Paper:   Appearance  as  a  Factor  in  Design,  by  D.  S.  Kimball. 

CINCINNATI,   NOVEMBER   19 

Joint  meeting  with  the  Engineers  Club.    Address :    The  Develop- 
'Qent  of  the  Machine  Tool  Industry  in  Cincinnati,  by  Fred  A.  Geier. 

ST.   PAUL,   NOVEMBER   19 

Paper:     Coal  Testing,  by  V.  H.  Roerich,  City  Chemist. 

CHICAGO,   NOVEMBER   20 

Dinner  meeting,  with  the  following  papers:  Construction  and 
05>^ration  of  a  New  High-Pressure  Boiler,  by  W.  H.  Winslow ;  Boiler 
EflBciency  Meters  and  European  Boiler  Practice,  by  W.  A.  Blouck; 
Moohanical  Filters,  by  Walter  H.  Green. 

PHILADELPHLA.,    NOVEMBER  2.1 

Joint  meeting  with  the  Engineers  Club.  Paper:  Bituminous 
Coals;  Predetermination  of  their  Clinkering  Action  by  Laboratory 
Tests,  by  F.  C.  Hubley,  assistant  engineer  of  the  American  Bridge 
Corapany. 

BUFFALO,   DECEMBER   3 

Address:  Practical  versus  Theoretical  Ideals  in  Motor  IViuk  In- 
stall^^Qii^  by  Ellis  L.  Rowland,  automobile  editor  of  the  Journal  of 
^HUnerce  of  New  York. 

SAN   FRANCISCO,   DECEMBER   8 

t^aper:     A  Rational  Method  for  the  Treatment  of  Boiler  Feed- 
^^-^T,  by  A.  H.  Babcock,  consulting  electrical  engineer,  Southern 
^^^fic  Company. 

BOSTON,   DECEMBER   9 

l^aper:   Technology  of  Paper  Making,  by  Mr.  Nunez. 
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NEW  YORK,  OCTOBER  21 

Paper :  Panic  Economies  and  Emergency  Problems,  with  S 
Heference  to  the  Present  Industrial  Situation,  by  F.  A.  Wa 
This  paper  and  discussion  appear  in  The  Journal  for  December 

BUFFALO,   OCTOBER   22 

Address:  Engineers  and  Public  Service,  by  Charles  W 
Baker. 

ST.   PAUL,   OCTOBER    22 

Paper :  Power  Developments  on  the  Mississippi  River  betwe 
Paul  and  Minneapolis,  by  Adolph  F.  Meyer.    Published  in  this 

LOS   ANGELES,  OCTOBER  28 

Organization  meeting.  Paper :  Local  Transportation,  by  C 
A.  Damon,  Dean  of  Throop  College  of  Technology. 

ST.   LOUIS,   OCTOBER   28 

Paper :    The  Development  of  the  Central  Station,  by  John  H 

BUFFALO,   NOVEMBER   5 

Address:     Industrial  Ventilating  and  Cooling  Equipment, 
Irvine  Lyle. 

NEW   YORK,   NOVEMBER   10 

Paper:  The  Development  of  the  By-Product  Gas  Produa 
dustry  in  Europe,  by  Arthur  H.  Lymn,  London,  England. 

BOSTON,    NOVEMBER    18 

Joint  meeting  with  the  Boston  .Society  of  Civil  Engineers  ai 
American  Institute  of  Electrical  Engineers.  Paper:  The 
Commission-Manager  Form  of  City  Government,  by  Henry  M.  ^ 

NEW   HAVEN,   NOVEMBER   18 

Fall  meeting,  with  afternoon  and  evening  sessions.  Papers : 
tricity  in  Industry,  by  Charles  F.  Scott;  Motor  Applications 
Welding,  Heat  Treatment,  by  W.  L.  Merrill ;  short  addresses  oi 
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plicationB  of  Electricity,  by  Mr.  Plynn  of  the  Royal  Typewriter  Com- 
pany of  Hartf ordy  and  Charles  R.  Underbill  of  the  Acme  Wire  Com- 
pany.  New  Haven ;  The  Electric  Motor  in  Manufacturing  Plants,  by 
S.  fl.  J.  Worgan  of  the  Westinghouse  Company.  Following  the  after- 
noon session  there  was  a  demonstration  in  the  laboratory  of  the 
variable-speed  hydraulic  transmission  manufactured  by  the  Watcr- 
biiiy  Tool  Company  of  New  Britain. 

BUFFALO,   NOVEMBER   19 

Paper:   Appearance  as  a  Factor  in  Design,  by  D.  S.  Kimball. 

CINCINNATI,   NOVEMBER   19 

Joint  meeting  with  the  Engineers  Club.    Address :    The  Develop- 
ment of  the  Machine  Tool  Industry  in  Cincinnati,  by  Fred  A.  Geier. 

ST.   PAUL,   NOVEMBER   19 

I^aper:     Coal  Testing,  by  V.  H.  Roerich,  City  Chemist. 

CHICAGO,   NOVEMBER   20 

Dinner  meeting,  with  the  following  papers:  Construction  and 
Operation  of  a  New  High-Pressure  Boiler,  by  W.  H.  Winslow ;  Boiler 
Efl&oiency  Meters  and  European  Boiler  Practice,  by  W.  A.  Blouck ; 
Meolanical  Filters,  by  Walter  H.  Green. 

PHILADELPHIA,    NOVEMBER  2tl 

Joint  meeting  with  the  Engineers  Club.  Paper:  Bituminous 
Coals;  Predetermination  of  their  Clinkering  Action  by  Laboratory 
Tests,  by  F.  C.  Hubley,  assistant  engineer  of  the  American  Bridge 
Company. 

BUFFALO,   DECEMBER   3 

Address:  Practical  versus  Theoretical  Ideals  in  Motor  'Iriuk  In- 
stallation, by  Ellis  L.  Howland,  automobile  editor  of  the  Journal  of 
^xumerce  of  New  York. 

SAN   FRANCISCO,   DECEMBER   8 

I^aper:     A  Rational  Method  for  the  Treatment  of  Boiler  Feed- 
^^ter,  by  A.  H.  Babcock,  consulting  electrical  engineer,  Southern 
^^fic  Company. 

BOSTON,   DECEMBER  9 

X^aper:   Technology  of  Paper  Making,  by  Mr.  Nunez. 
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NEW  YORK,  OCTOBER  21 

Paper :  Panic  Economies  and  Emergency  Problems,  with  J 
Heference  to  the  Present  Industrial  Situation,  by  F.  A.  Wf 
This  paper  and  discussion  appear  in  The  Journal  for  Decembei 

BUFFALO,   OCTOBER   22 

Address:  Engineers  and  Public  Service,  by  Charles  W 
Baker. 

ST.   PAUL,   OCTOBER    22 

Paper :  Power  Developments  on  the  Mississippi  Eiver  betwc 
Paul  and  Minneapolis,  by  Adolph  F.  Meyer.    Published  in  this 

LOS   ANGELES,   OCTOBER  28 

Organization  meeting.  Paper :  Local  Transportation,  by  ( 
A.  Damon,  Dean  of  Throop  College  of  Technology. 

ST.   LOUIS,   OCTOBER   28 

Paper :    The  Development  of  the  Central  Station,  by  John  B 

BUFFALO,   NOVEMBER   5 

Address:  Industrial  Ventilating  and  Cooling  Equipment, 
Irvine  Lyle. 

NEW    YORK,   NOVEMBER    10 

Paper:  The  Development  of  the  By-Product  Gas  Produc 
dustry  in  Europe,  by  Arthur  II.  Lymn,  London,  England. 

BOSTON,    NOVEMBER   18 

Joint  meeting  with  the  Boston  Society  of  Civil  Engineers  a: 
American  Institute  of  Electrical  Engineers.  Paper:  The 
Commission-Manager  Form  of  City  Government,  by  Henry  M. 

NEW   HAVEN,    NOVEMBER   18 

Fall  meeting,  with  afternoon  and  evening  sessions.  Papers : 
tricity  in  Industry,  by  Charles  F.  .Scott;  Motor  Application! 
Welding,  Heat  Treatment,  by  W.  L.  Merrill;  short  addresses  c 
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plications  of  Electricity,  by  Mr.  Flynn  of  the  Eoyal  Typewriter  Com- 
pany of  Hartford,  and  Charles  R.  Underhill  of  the  Acme  Wire  Com- 
pany, New  iHaven ;  The  Electric  Motor  in  Manufacturing  Plants,  by 
S.  S.  J.  Worgan  of  the  Westinghouse  Company.  Following  the  after- 
noon session  there  was  a  demonstration  in  the  laboratory  of  the 
variable-speed  hydraulic  transmission  manufactured  by  the  Water- 
bury  Tool  Company  of  New  Britain. 

BUFFALO,   NOVEMBEH    19 

Paper:   Appearance  as  a  Factor  in  Design,  by  D.  S.  Kimball. 

CINCINNATI,   NOVEMBER    19 

Joint  meeting  with  the  Engineers  Club.    Address :    The  Develop- 
ment of  the  Machine  Tool  Industry  in  Cincinnati,  by  Fred  A.  Geier. 

ST.   PAUL,    NOVEMBER   19 

IPaper:     Coal  Testing,  by  V.  H.  Eoerich,  City  Chemist. 

CHICAGO,   NOVEMBER   20 

Dinner  meeting,  with  the  following  papers:  Construction  and 
Operation  of  a  New  High-Pressure  Boiler,  by  W.  H.  Winslow ;  Boiler 
EQBciency  Meters  and  European  Boiler  Practice,  by  W.  A.  Blouck; 
Meohanical  Filters,  by  Walter  H.  Green. 

PHILADELPHIA,    NOVEMBER  2tl 

Joint  meeting  with  the  Engineers  Club.  Paper:  Bituminous 
Cecals;  Predetermination  of  their  Clinkering  Action  by  Laboratory 
Tests,  by  F.  C.  Hubley,  assistant  engineer  of  the  American  Bridge 
Coinpany. 

BUFFALO,   DECEMBER   3 

Address:  Practical  versus  Theoretical  Ideals  in  Motor  Truck  In- 
stallation, by  Ellis  L.  Howland,  automobile  editor  of  the  Journal  of 
Commerce  of  New  York. 

SAN   FRANCISCO,   DECE^fBER   8 

I^aper:     A  Rational  Method  for  the  Treatment  of  Boiler  Feed- 
"^ate^-^  by  A.  H.  Babcock,  consulting  electrical  engineer,  Southern 
^^fic  Company. 

BOSTON,   DECEMBER  9 

^aper:   Technology  of  Paper  Making,  by  Mr.  Nunez. 
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NEW  YORK,  OCTOBEB  21 

Paper :  Panic  Economies  and  Emergency  Problems,  with  Special 
Reference  to  the  Present  Industrial  Situation,  by  F.  A.  Waldron. 
This  paper  and  discussion  appear  in  The  Journal  for  December  1914. 

BUFFALO,   OCTOBER   2«2 

Address:  Engineers  and  Public  Service,  by  Charles  Whiting 
Baker. 

ST.   PAUL,   OCTOBER    22 

Paper :  Power  Developments  on  the  Mississippi  River  between  St. 
Paul  and  Minneapolis,  by  Adolph  F.  Meyer.    Published  in  this  issue. 

LOS   ANGELES,   OCTOBER  28 

Organization  meeting.  Paper:  Local  Transportation,  by  George 
A.  Damon,  Dean  of  Throop  College  of  Technology. 

ST.   LOUIS,  OCTOBER   28 

Paper :    The  Development  of  the  Central  Station,  by  John  Hunter. 

BUFFALO,   NOVEMBER   5 

Address:  Industrial  Ventilating  and  Cooling  Equipment,  by  J. 
Irvine  Lyle. 

NEW    YORK,   NOVEMBER   10 

Paper:  The  Development  of  the  By-Product  Gas  Producer  In- 
dustry in  Europe,  by  Arthur  11.  Lymn,  London,  England. 

BOSTON,    NOVEMBER    18 

Joint  meeting  with  the  Boston  .Society  of  Civil  Engineers  and  the 
American  Institute  of  Electrical  Engineers.  Paper:  The  New 
Commission-Manager  Form  of  City  Government,  by  Henry  M.  Waite. 

NEW   HAVEN,   NOVEMBER   18 

Fall  meeting,  with  afternoon  and  evening  sessions.  Papers :  Elec- 
tricity in  Industry,  by  Charles  F.  Scott;  Motor  Applications,  Arc 
Welding,  Heat  Treatment,  by  W.  L.  Merrill ;  short  addresses  on  Ap- 
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plications  of  Blectaicity,  by  Mr.  Flynn  of  the  Eoyal  Typewriter  Com- 
paixj  of  Hartford,  and  Charles  R.  Underhill  of  the  Acme  Wire  Com- 
pany, New  iHaven ;  The  Electric  Motor  in  Manufacturing  Plants,  by 
S.  S.  J.  Worgan  of  the  Westinghouse  Company.  Following  the  after- 
noon session  there  was  a  demonstration  in  the  laboratory  of  the 
vatnable-speed  hydraulic  transmission  manufactured  by  the  Water- 
bvixy  Tool  Company  of  New  Britain. 

BUFFALO,   NOVEMBEH   19 

Paper:   Appearance  as  a  Factor  in  Design,  by  D.  S.  Kimball. 

CINCINNATI,   NOVEMBER   19 

Joint  meeting  with  the  Engineers  Club.    Address :    The  Develop- 
^^^t  of  the  Machine  Tool  Industry  in  Cincinnati,  by  Fred  A.  Gcier. 

ST.   PAUL,   NOVEMBER   19 

^€iper:     Coal  Testing,  by  V.  H.  Eoerich,  City  Chemist. 

CHICAGO,   NOVEMBER   20 

inner  meeting,  with  the  following  papers:     Construction  and 


Op^^^^tion  of  a  New  High-Pressure  Boiler,  by  W.  H.  Winslow ;  Boiler 
^'^i^ncy  Meters  and  European  Boiler  Practice,  by  W.  A.  Blouck; 
Meci>xaiii(jal  Filters,  by  Walter  H.  Green. 

PHILADELPHIA,    NOVEMBER  21 

't'^oint  meeting  with  the  Engineers  Club.  Paper:  Bituminous 
Co^X©;  Predetermination  of  their  Clinkering  Action  by  Laboratory 
^^^'tas,  by  F.  C.  Hubley,  assistant  engineer  of  the  American  Bridge 
^^■^^^pany. 

BUFFALO,   DECEMBER   3 

-Address:  Practical  versus  Theoretical  Ideals  in  Motor  'IVuck  Iri- 
^^IXation,  by  Ellis  L.  Howland,  automobile  editor  of  the  Journal  of 
^^^^camerce  of  New  York. 

SAN   FRANCISCO,   DECE^IBER   8 

l^aper:     A  Rational  Method  for  the  Treatment  of  Boiler  Feed- 
^^'t^r,  by  A.  H.  Babcock,  consulting  electrical  engineer,  Southern 
rific  Company. 

BOSTON,   DECEMBER   9 

Paper:   Technology  of  Paper  Making,  by  Mr.  Nunez. 
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THE  ANNUAL  MEETING 

The  thirty-fifth  Annual  Meeting  of  the  Society,  held  Decembei 
1-4,  1914,  in  the  Engineering  Societies  Building,  New  York,  wai 
notable  for  its  unusually  large  number  of  professional  papers  anc 
technical  sessions,  and  for  the  discussion  of  the  preliminary  repor 
of  the  Boiler  Code  Committee,  the  latter  alone  extending  througl 
six  sessions.  In  all  a  total  of  27  papers  were  read,  besides  th< 
address  of  President  Hartness  on  Tuesday  evening,  and  15  sessioni 
were  held,  including  those  on  the  Boiler  Code,  there  being  some 
times  three  simultaneous  sessions  under  way,  and  on  Thursday  after 
noon  four  were  in  progress  at  the  same  time.  The  papers  coverec 
a  wide  range  of  subjects  and  were  effective  in  drawing  a  largi 
audience.  The  attendance  at  the  meeting  was  the  largest  in  th< 
history  of  the  .Society,  the  total  registration  being  1367,  of  which  82! 
were  members. 

The  social  features  of  the  meeting,  under  the  supervision  of  th< 
House  Committee  and  the  Committee  on  Meetings  of  the  Society  ii 
New  York,  were  attractive  and  well  attended.  The  usual  presidentia 
reception  was  held  in  the  Society  rooms  on  Tuesday  evening  with  i 
large  attendance,  and  on  Wednesday  afternoon  the  rooms  were  th< 
scene  of  a  successful  reception  and  the  dansant  given  by  the  Ladies 
Committee,  Mrs.  Edward  Van  Winkle,  Chairman.  The  chief  socia 
event  came  on  Thursday  evening  at  the  Hotel  Astor,  where  the  annua 
reunion  took  the  form  of  a  dinner  dance.  More  than  300  cover 
were  laid  in  the  grand  ball  room,  the  guests  progressing  from  tabl 
to  table  for  the  various  courses.  There  was  dancing  between  course 
as  well  as  at  the  conclusion  of  the  dinner.  This  dinner  dance  was  ai 
innovation  which  apparently  was  very  pleasant  to  every  one  and  man; 
expressed  the  hope  that  it  might  be  made  a  permanent  feature  o 
the  Annual  Meetings.  Unlike  the  usual  dinner  or  formal  reception 
it  gave  every  person  present  an  opportunity  to  meet  a  large  numbe 
of  others  and  the  event  promoted  sociability  to  the  greatest  possibl 
degree.  Another  delightful  occasion  was  the  luncheon  tendered  in 
the  ladies  of  the  Society  on  Thursday  in  the  Orangerie  of  the  Hote 
Astor  by  Mrs.  Harrington  Emerson,  which  was  attended  by  about  125 

The  presentation  of  the  John  Fritz  Medal  on  Wednesday  eyening 
together  with  the  interesting  addresses  given  by  Dr.  James  Douglas 
Honoraiy  Member  and  Past-President  of  the  American  Institute  o 
Mining  Engineers,  and  Dr.  S.  \V.  Stratton,  director  of  the  Bureai 
of  .Standards  at  Washington,  proved  to^e  another  interesting  feature 
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In  connection  with  the  meeting,  the  engineering  alumni  of  nine 
^^Ucges  held  reunions  on  Friday  evening,  following  the  practice  of 
i&st  year. 

PBOGBAM 

Tuesday  Evening,  December  1 

Opening  seflsion.  President's  address:  Ths  Human  Element  the  Key 
^t>  EooNOMio  Pboblems,  James  Hartness.  Beport  of  tellers  of  election  of 
oQ^^en  and  introduction  of  the  President-elect. 

BecepUon  by  the  Society  to  the  President,  President-elect,  ladies,  members, 
a*^<3  guests. 

Wednesday  Morning,  December  2 

ButiKBM  MsxToro 

^Beport  of  the  Council  and  Stranding  Committees.    Amendment  to  the  Con- 
s'^S. 'ftution.    Progress  Beport  of  the  Boiler  Specifications  Committee. 

PBorsaaiONAL  Skssion 

Floob  Sxtbfacss  in  Fireproof  Buildings,  Sanford  E.  Thompson. 

(Contributed  by  tbe  Sub-Committee  on  Industrial  Building.) 

niiriienni  by  R.  F.  Tucker,  L.  C.  Waaon.  G.  S.  Walker.  W.  8.  Timmis,  G.  P.  Hemstreet. 

Rkinyosckd-Concretb  Factory  Buildinos,  F.  W.  Dean. 

(Contributed  by  the  Sub-Committee  on  Textiles.) 
Discnaeed  by  G.  C.  Stone,  J.  P.  H.  Perry,  W.  F.  Ballinger. 

Wednesday  Afternoon 

PROnEBSIONAL   SESSION 

Measuring  Etficiency,  H.  L.  Gkmtt. 

Difleu«ed  by  H.  E.  Harris,  F.  J.  MUler,  H.  K.  Hathaway.  H.  H.  Suplee,  W.  A.  Polakov.  F.  A. 
aldron. 

Standardization  in  the  Factory,  C.  B.  Auel. 

(Contributed  by  the  Sub-Committee  on  Machine  Shop  Practice.) 
Diseuieed  by  H.  B.  Lange.  L.  D.  Burlingame. 

Operation  of  Okkndino  Wheels  in  Machine  Grindino,  George  I.  Alden. 

DiscuMod  by  C.  H.  Norton,  M.  D.  Hersey. 

Friction  Losses  in  the  Unttersal  Joint,  P.  F.  Walker  and  W.  J. 
^laleohnson. 

DtoeuHed  by  C.  W.  Spicer,  F.  H.  Sibley.  R.  R.  Potter. 

Railboao  Skssion  (Simultansous) 

Steam  Locomotives  of  Today:    Beport  of  the  Bub-Conunittee  on  Bailroads. 

DiauiMwd  by  F.  F.  Oainas.  F.  J.  Cole,  C.  D.  Young,  J.  T.  Anthony.  H.  B.  MacFarland,  C.  £. 
^^hamban,  G.  L.  Bourne,  C.  J.  Mellin,  H.  H.  Vaughan,  J.  P.  Neff,  G.  W.  Rink,  W.  E.  Woodard, 
S.  V.  WiUe,  Clement  F.  Street,  E.  A.  Averill,  J.  E.  Muhlfeld,  G.  R.  Henderson,  J.  B.  Ennis. 

Wednesday  Afternoon 

Reception  and  Th6  Dansant  given  by  the  Ladies  Committee  in  the  rooms 
of  the  Soeietj. 
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Wednesday  Evening 

Award  of  the  John  Fritz  Medal  to  Prof.  John  E.  Sweety  Honorary  Member" 
and  Past-President  of  the  Society.  Addresses  by  Dr.  James  Douglas,  Honorary 
Member  and  Past-President  of  the  American  Institute  of  Mining  Engineers^ 
and  Dr.  S.  W.  Stratton,  Director  of  the  Bureau  of  Standards. 

Thursday,  December  3 

All-Dat  Session  on  Public  Service 

Opening  Bemarks,  Hon.  John  Purroy  Mitchel,  Mayor  of  the  City  of  New 
York. 

The  Futube  of  the  Police  Ajim  from  an  Enotmeerino  Standpoint, 
Henry  Bru^re. 

Discussed  by  R.  P.  Bolton,  C.  J.  DriscoU,  Alex.  C.  Humphre>'8. 

Some  Factors  in  Municipal  Engineering,  Morris  Llewellyn  Cooke. 

Discussed  by  Alex.  C.  Humphreys,  C.  E.  Merriam,  R.  P.  BoltoD,  H.  S.  Person,  Chas.  Dsy, 
Carl  Schwarti,  Alex.  Dow,  N.  D.  Baker,  R.  B.  Wolf,  F.  W.  Taylor,  C.  W.  Baker,  R.  S.  Woodward. 

The  New  Charter  for  St.  Louis,  Edward  Flad. 
The  Engineer  and  PuBUCirr,  C.  E.  Drayer. 

Discussed  by  A.  J.  Himes.  H.  McDonald,  C.  W.  Baker,  E.  H.  Whitlock.  C.  W.  Rice. 

Snow  Removal:     A  Report  of  the  Committee  on  Resolutions  of  the  Snow 
Removal  Conference  held  in  Philadelphia,  April  16  and  17,  1914. 

Discussed  by  J.  T.  Fetherston,  E.  D.  Very,  W^.  Goldsmith,  F.  Kingsley,  Martin  Schreiber. 

The  Handling  of  Sewage  Sludge,  George  S.  Webster. 

Discussed  by  C.  W.  Hendrick,  W.  L.  D'Olier. 

Training  for  City  Employes  in  the  Municipal  Colleges  of  Germany, 
Clyde  Lyndon  King. 

Discussed  by  J.  F.  YounK,  J.  A.  Fairlie,  H.  S.  Gilbertson,  S.  E.  Thompson. 

A  Study  op  Cleaning  Filter  Sands  with  No  Opportunity  for  Bonus 
Payments,  Sanford  E.  Thompson. 

Discussed  by  C.  E.  Davis. 

The  Deskjn  and  Operation  of  the  Cleveland  Municipal  Electric  Light 
Plant,  Frederick  W.  Ballard. 

Discussed  by  R.  L.  Brunei,  J.  R.  Cravath,  W.  C.  Allen.  Alex.  Dow*  E.  W.  Beniis,  R.  P.  Bolton. 
C.  F.  Lacombe. 

Thursday  Afternoon 

Luncheon  at  the  Hotel  Astor  given  for  the  ladies  of  the  Society  by  Mrs. 
Harrington  Emerson. 

PROFESaiONAL  SeHSION 

Factors  in  Hardening  Tool  Steel,  John  A.  Mathews  and  Howard  J. 
Stagg,  Jr. 

(Contributed  by  the  Sub-Committee  on  Iron  and  Steel.) 

Discussed  by  H.  M.  Honre,  J.  J.  Ralph,  Bradley  Stoughton,  O.  R.  Cary,  J.  A.  Braahear. 

Standardization  of  Chilled  Iron  Crane  Wheels,  F.  K.  ViaL 

(Contributed  by  the  Sub-Committee  on  Hoisting  and  Conveying.) 
Diacuand  by  A.  L.  WUliston,  W.  A.  Bennett,  W.  L.  Stork,  Augustus  Smith. 
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^THE  IfflOHANIOAL  ElDONATION   OT   QkAMB   IN   StEEL   PRODUCTS,    NOTABLY 

BAZLSy  B.  W.  Hnnt. 

by  H.  C.  Hibbard,  J.  D.  Howard,  M.  H.  Wickhont,  P.  H.  Dudley. 

TToncAL  Discussion  on  Allot  Steels,  John  A.  Mathews,  A.  8.  Kinsey. 

CxifxifT  Sbmxon  (Sxmui/tansous) 

IBlbcibic  Deivs  fob  Economic  Operation  and  Development  op  Cement 
|£xx.J<8,  J.  Benton  Porter. 

StUOBNT  BbAKCH  COMrEBENCE 

Conference  of  the  Honorary  Chairmen  of  the  Student  Branches  with  the 
Goxnmittee  on  Student  Branches. 

Thuraday  Evening 
Dinner  dance  in  the  Hotel  Astor. 

Friday  Morning,  December  4 

PROnCflMONAL   SeSBION 

A  Bate-Flow  Meter,  H.  C.  Hayes. 

Diacu—ed  by  F.  lur  Nedden,  A.  R.  Dodge,  Carl  Smerling. 

I^aboeatobt  for  Testing  and  Investiqatinq  Liquid  Flow  Meters  of 
L.AJIOK  Capacity,  W.  S.  Qiele. 

DiacuMed  by  H.  E.  Ehlen,  Geo.  H.  Gibeon,  J.  H.  Norria. 

A  New  Volume  Beoulator  for  Ant  Compressors,  Rag^ar  Wikander. 

by  W.  L.  Saunders,  Jas.  Tribe,  John  Glaae,  Paul  Diacrcns,  Joseph  Elsherick,  Frank 


X^bysical  Laws  of  Methane  Gas,  P.  F.  Walker. 

IMaeoHed  by  Carl  Smarting. 

The  Cunkbbino  of  Coal,  Lionel  S.  Marks. 

l>Meuwed  by  F.  C.  Hubley.  O.  W.  Palmenberg,  O.  P.  Hood.  E.  B.  Ricketts,  P.  F.  Walker, 
Soesr  DaWolf . 

I>AMAQES  FOR  LOSS  OF  WATER  POWER,  F.  W.  Dean. 

by  Jay  M.  Wiiham. 
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BE  HUMAN  ELEMENT  THE  KEY  TO 
ECONOMIC  PROBLEMS 

PBESIDENTIAL  ADDRESS  1914 

By  Jamxs  Habtnsss,  Spbinofixld,  Vt. 
President  of  the  Society 

^^SLin  the  Annual  Convention  brings  us  together.  We  are  here 
not  only  to  harmonize  our  efforts  in  carrying  forward  the  objects  of 
this  Society  but  to  enjoy  the  personal  contact  that  in  the  past  has 
beeix    80  rich  in  inspiration  to  better  and  more  useful  endeavor. 

-A^i  all  these  reunions,  with  the  joy  of  greeting  there  is  mingled 

an  element  of  sadness.     It  is  with  deepest  regret  we  think  of  our 

loss    "by  death  of  a  number  of  our  members,  each  of  whom  is  sorely 

mi&sed  by  a  group  of  friends  here  today.     Among  the  missing  are 

engineers  who  have  played  a  most  conspicuous  part  in  carrying  for- 

warcl  the  unprecedented  advance  of  this  age  of  mechanism,  but  whether 

world  famous  or  known  only  within  a  relatively  smaller  circle,  all 

are  ^ieeply  mourned  by  those  who  knew  them.    So  great  have  been  the 

atta^inments  of  some  of  these  that  it  is  impossible  to  make  adequate 

ref ex-ence  to  their  achievements  at  the  present  time ;  nevertheless,  when 

^^    x-emember  that  among  their  number  were  George  Westinghouse, 

^^oriorary  Member  and  Past  President;  Sir  William  White,  Honorary 

Member;  Dr.  Rudolph  Diesel,  Honorary  Member;  and  Dr.  Alfred 

^t>]e,  Honorary  Member  of  the  Institution  of  Civil  Engineers  of 

^^^at  Britain,  Manager  of  this  Society  and  Past  President  of  the 

-^cci^riean  Society  of  Civil  Engineers,  we  realize  that  in  addition  to 

"^  loss  of  sterling  friends  the  world  has  lost  some  of  the  greatest  engi- 

''^^i^  it  has  ever  known. 

In  their  lives  was  evidenced  not  only  rare  ability  as  scientists  and 

/^^ineers  of  a  most  usefully  constructive  type,  but  real  bigness  of 

^^Tt  with  its  resulting  knowledge  of  men  which  is  the  sign  of  the 

_^_^ly  noble.    By  contemplation  of  their  lives  we  may  learn  the  great 

Resented  at  the  Annual  Meeting,  December  1914,  of  The  American  So- 
^**^  OF  Mechanical  Enoinsebs. 
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lesson  that  the  human  element  is  of  supreme  importance.  These  mecx. 
were  successful  in  great  constructive  achievements^  not  merely 
they  possessed  brains  of  unusual  power  and  were  untiring  workers  h 
the  field  of  science  and  mechanism,  but  because  of  their  clearer  under — 
standing  of  their  fellow  workers.  They  knew  the  inner  man  as  well- 
as  the  physical  man  and  their  work  was  carried  forward  with  that^ 
knowledge. 

This  knowledge  of  the  inner  man  is  of  greatest  value  in  our  own. 
attempt  to  cope  with  the  problems  of  today  and  I  shall  try  to  suggest 
a  way  to  use  it  most  effectively.    I  have  chosen  for  my  subject  "The? 
Human  Element  as  the  Key  to  Economic  Problems''  and  shall  begin 
by  presenting  some  phases  of  present  conditions  and  then  shall  sug- 
gest a  simple  method  for  plotting  the  best  course  for  each  man,  and 
finally  I  hope  to  show  that  the  best  course  for  the  individual  will  indi- 
cate the  best  one  for  society  in  general. 

In  giving  the  subject  the  individualistic  treatment  we  are  forced 
to  certain  conclusions  that  seem  to  warrant  a  different  general  attitude 
towards  specialization  and  large  organizations,  and  it  leads  to  certain 
definite  conclusions  regarding  monopolies  and  their  relation  to  in- 
dustrial supremacy. 

It  is  needless  to  remind  this  audience  that  the  engineer  is  first 
of  all  a  director  of  men.  His  knowledge  of  mechanism  has  made  it 
possible  for  him  to  design  machinery;  but  since  machinery  is  always 
for  the  human  being,  it  must  fit  man's  needs.  It  must  be  designed 
with  a  full  recognition  of  man's  cliaracleristics.  The  successful  engi- 
neer has  always  been  a  human  engineer.  Of  course  tliis  is  true  of 
men  in  all  other  callings,  the  title  of  lawyer  or  engineer  merely  indi- 
cating tliat  in  addition  to  a  knowledge  of  man,  one  has  acquired  a 
knowledge  of  law  or  mechanism. 

The  engineer's  knowledge  of  mechanism  is  a  truly  important  part 
It  is  this  special  knowledge  that  enables  him  to  know  what  to  do  and 
how  it  should  be  done,  but  it  does  not  comprise  the  whole  of  his 
knowledge.  It  is  very  ineffective  if  it  is  not  accompanied  with  the 
fullest  possible  conception  of  man.  In  fact,  liis  measure  of  success  is 
directly  proportioned  to  the  extent  of  his  knowledge  of  man.  Without 
this  the  engineer  is  a  tool  and  not  an  intelligent  worker ;  an  animated 
cyclopedia,  perhaps,  for  the  convenient  use  of  men  who  do  things. 
But  with  a  knowledge  of  men  he  becomes  a  most  potent  force. 

It  is  therefore  necessary  that  the  engineer  study  the  human  factor 
as  well  as  the  science  of  mechanism  if  he  is  to  direct  men  successfully. 
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Se  must  know  the  human  being  not  only  as  an  animated  physical 
structure,  but  he  must  know  the  personality  of  that  man.  He  must 
know  his  likes  and  dislikes  and  what  constitutes  and  forms  his  con- 
trolling motives. 

The  degree  in  which  he  can  estimate  what  man  will  do  under  a 

certain  stimulus  determines  the  degree  of  his  ability  as  director  of  men. 

Tlie  engineer  must  possess  as  much  of  this  knowledge  as  it  is  possible 

to  grasp  and  he  must  use  this  knowledge  to  carry  forward  the  world's 

progress. 

All  our  interests  demand  that  we  make  the  best  use  of  our  minds 
and  our  energies.    The  great  need  of  this  is  forced  in  upon  us  when- 
ever we  realize  that  along  with  the  evolution  of  the  mind  there  has 
^  a  much  greater  increase  in  the  intricacy  of  our  problems.    Even 
^e  world  of  mechanism  has  become  too  complicated  for  one  mind  to 
^^^p.    One  brain  cannot  grasp  all  the  elements  and  still  retain  a 
^fliprehensive  view.    Our  scientific  and  technical  libraries  in  which 
*^e  stored  the  knowledge  of  so  many  contributors  contain  more  than 
^t  is  possible  for  any  one  human  being  more  than  partially  to  compre- 
hea^.    There  is  so  much  to  learn  about  each  of  thousands  of  subjects 
^hat   the  capacity  of  the  human  brain  seems  small  indeed.    An  entire 
life-time  can  be  devoted  to  one  subject  in  acquiring  merely  a  knowledge 
of  '^lat  has  already  been  prepared  by  others,  and  this  of  course,  leaves 
no  time  to  make  one's  own  contribution  to  this  knowledge. 

^ith  such  an  accumulation  available,  an  engineer  finds  himself 
enil>jinrassed  to  know  just  how  to  use  his  mental  energies.  lie  soon 
realizes  that  it  is  impossible  to  assimilate  all  that  is  prepared,  and 
^6  is  forced  to  conserve  his  brain  force  by  switching  off  some  of  the 
"^yx'iad  of  things  that  would  otherwise  be  impressed  on  his  mind.  If 
^^  t3oe8  not  do  this  consciously  the  mind  itself  automatically  does  it 
fo^  lim,  but  unfortunately  the  automatic  process  is  not  always  the  best 
0^^,  It  tends  to  notice  the  near  events  to  the  exclusion  of  other  hap- 
P^^ings  of  greater  significance  and  therefore  it  does  not  build  up  the 
"*^8t  desirable  complex. 

THE  SELECTIVE  PROCESS 

We  know  that  the  human  mind  is  naturally  selective ;  that  it  picks 
Its  own  food  as  it  goes  through  life.  We  know  that  no  two  men  carry 
away  with  them  the  same  group  of  impressions,  and  that  this  is  true 
of  men  having  had  practically  the  same  home  environment,  the  same 
beritage,  the  same  education,  and  the  same  general  experience.    Each 
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one  receives  impressions  of  the  kind  which  his  mind  by  its  nature 
selected.    The  character  of  this  selection  determines  the  habitual  con — 
duct  of  the  man.    It  determines  his  characteristics  and  the  degree  of 
his  success.    It  is  the  process  by  which  he  may  acquire  the  most  usefuL 
knowledge  for  existence  in  the  world  as  it  is  today  and  unfortunately^ 
it  is  also  the  process  by  which  the  mind  may  be  fully  loaded  with  a. 
valueless  conglomeration  of  knowledge.    Under  the  best  control  th& 
selective  character  not  only  assimilates  the  most  desirable  kind  of 
knowledge,  but  it  also  protects  the  mind  from  the  myriad  of  impres- 
sions that  would  otherwise  abscure  the  group  of  ideas  most  essential. 

We  know  that  it  is  possible  to  improve  the  character  of  this  selec- 
tive process  by  diverting  imdesirable  impressions  and  accepting  those 
that  are  of  a  beneficial  type,  and  that  by  such  control  we  can  conserve 
our  energies  and  fit  ourselves,  not  only  for  coping  with  routine  prob- 
lems, but  for  taking  those  steps  that  make  for  the  greatest  ad- 
vancement. 

The  process  is  something  more  than  merely  dividing  all  knowledge 
into  two  classes,  one  to  be  received  and  one  rejected.  It  is  a  plan  that 
allows  knowledge  to  be  absorbed  with  varying  intensities.  Some 
elements  must  be  deeply  impressed  and  kept  in  mind.  Others  should 
be  permitted  to  make  only  a  slight  impression,  and  so  on,  from  the 
center  of  the  picture  on  which  the  eye  is  focussed  to  the  complete  back- 
groimd  and  all  that  goes  into  the  full  scope  of  receiving  impressions. 

This  process  of  selecting  rationally  the  knowledge  which  we  permit 
to  make  an  impression  is  the  real  key  to  our  development.  It  de- 
termines our  characteristics,  and  it  determines  the  degree  of  our 
success.  In  fact  the  degree  with  which  we  rationally  determine  the 
character  of  knowledge  that  we  will  permit  to  make  the  deepest  im- 
pressions may  be  said  to  be  the  measure  of  our  minds.  The  man  who 
with  clear  thinking  determines  the  character  of  this  selectiveness  may 
be  said  to  be  the  highest  type  of  intellectual  man. 

W0  have  many  evidences  that  the  mind  may  take  in  everything  with- 
in our  range  of  senses,  and  that  all  this  may  be  recorded  in  some  way. 
But  this  need  not  disturb  us  in  our  aim  to  store  up  in  deepest  im- 
pressions the  kind  of  knowledge  most  useful  to  us  in  carrying  forward 
the  kind  of  work  we  as  individuals  must  consider,  for  if  we  keep  our 
brains  occupied  by  useful  thoughts,  the  other  impressions  will  be  kept 
harmlessly  submerged. 

The  vastness  of  knowledge  that  is  available  in  our  libraries  or  may 
be  acquired  by  observation  should  force  us  to  recognize  that  the  engi- 
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iieer  of  today  and  the  future  must  more  and  more  protect  his  mind 
against  unnecessary  impressions  and  reserve  it  for  those  impressions 
niost  needed  in  his  own  field  of  work. 

The  existing  conditions  force  on  us  the  necessity,  not  only  of 
selecting  the  kind  of  knowledge  most  useful  in  our  fields,  but  also  our 
^eed  of  simpler  standards  of  measure  and  of  means  by  which  we  may 
«s^  the  general  results  obtained  by  other  engineers  and  avoid  the 
l>e^ldering  effect  of  scrutinizing  the  vast  detail. 

Our  study  of  the  work  of  others  must  be  more  or  less  superficial, 
^oxv^ever,  for  it  must  not  submerge  our  own  ideas.  We  should  always 
^^^p  in  mind  the  size  of  our  mental  capital,  for  our  success  in  a  large 
'^tieasure  depends  on  the  proportion  of  this  capital  expended  in  ac- 
^^xisition  of  a  knowledge  of  what  has  been  done,  to  the  balance  reserved 
^^^T  our  own  contribution. 

HABIT 

The  industrial  world  is  truly  complicated  at  the  present  time.  But, 
^^ter  all,  we  find  that  the  short-cut  to  the  solution  of  its  problems  is 
t^^r  the  way  of  getting  at  the  nature  and  needs  of  the  individual.  In 
*^lii8  way  we  will  better  understand  the  laws  governing  groups  of  men. 
1?hi8  study,  combined  with  the  aim  of  enhancing  human  welfare,  al- 
'^ays  leads  to  clarifying  the  whole  subject  and  gives  one  a  few  cardinal 
doctrines  by  which  the  greater  problems  may  be  determined. 

One  of  the  striking  facts  brought  out  by  this  study  of  the  nature 

^Df  the  individual  is  that  man  is  a  creature  of  habit  to  such  an  extent 

that  there  is  always  a  great  factor  of  inertia  to  be  encountered  in  all 

^ur  plans  for  changing  his  mental  attitude  or  plan  of  action.     He 

tends  to  follow  habit  grooves.    He  has  been  started  on  his  scheme  of 

life  by  imitating  others  so  that  he  carries  along  the  habits  of  the  race. 

Not  that  he  is  wholly  like  the  bird  that  builds  its  nest  today  with  but 

slight  change  from  the  nest  built  ages  ago,  but  that  there  is  enough  of 

that  characteristic  left  in  him  to  make  it  the  real  problem  for  us 

today. 

We  may  boast  of  our  ability  to  progress,  but  in  our  moments  of 
serious  contemplation  we  come  to  the  conclusion  that  it  is  very  diflBcult 
for  us  to  change  either  our  course  or  our  speed. 

If  we  think  of  this  inertia  as  habit  it  will  aid  us  in  realizing  its 
important  influence.  Let  us  remember  that  habit  is  not  necessarily 
the  enemy  of  the  race.  On  the  contrary,  when  rightly  managed  it  is 
man's  best  friend,  for  by  habit  the  mind  and  body  act  automatically 
without  a  constant  drain  of  mental  energy.    Realizing  this  character- 
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istic  of  habit^  we  clear  away  all  that  group  of  impressions  whicb 
associate  the  word  '^abit^^  with  the  so-called  group  of  bad  habits,  and 
we  get  a  new  meaning  that  extends  its  associations  with  an  entirely 
different  group  of  ideas. 

The  study  of  this  human  characteristic  clearly  shows  that  habii 
is  more  beneficial  than  otherwise,  and  that  it  should  be  neither  dreaded 
nor  maligned.  Our  best  plans  for  advancement  call  for  no  conflict  with 
habit;  we  can  build  up  a  progressive  habit,  and  by  this  slow  but 
most  powerful  agency  may  make  pleasurable  the  road  that  has  bees 
hard  to  travel. 

In  all  our  dealings  with  ourselves  and  others  we  should  recognize 
that  friend  habit  has  an  imperial  control  of  all  affairs.  He  is  truly 
a  powerful  king  who  becomes  our  most  effective  ally  when  we  shape 
our  plans  for  a  campaign  of  betterment  in  keeping  with  the  laws  of 
his  domain. 

THE  EFFECT   OF   HABIT  ON  THE   INDIVIDUAL 

Let  us  for  a  moment  consider  the  effect  of  habit  upon  the  indi- 
vidual, remembering  that  our  whole  aim  is  to  find  some  simple 
solution  of  the  problems  before  us  in  the  management  of  engi- 
neering and  other  undertakings  in  which  there  are  large  groups  of 
men,  for  if  we  find  its  effect  on  the  individual  we  shall  surely  find  the 
key  to  its  effect  on  small  and  large  groups  of  men.  In  fact,  it  will 
furnish  us  a  formula  for  the  solution  of  some  of  the  mightiest  problems 
that  confront  us  as  engineers  and  citizens.  It  will  also  give  us  a  stand- 
ard of  measure  by  which  we  can  rightly  appraise  many  of  the  elements 
that  so  harass  the  minds  of  welfare  workers,  labor  leaders,  business 
men  and  statesmen. 

This  may  seen  a  most  pretentious  claim  for  Kiug  Habit,  but  let 
us  now  consider  his  characteristics  and  analyze  his  powers.  First  of 
all  he  directs  us  to  continue  along  in  our  customary  channels,  deviating 
from  our  course  only  under  the  influence  of  environment  and  inner 
purpose.  He  never  orders  us  abruptly  to  face  about  and  go  in  the 
opposite  direction  or  instantly  to  increase  or  reduce  our  speed.  He 
always  allows  time  for  us  gradually  to  become  inclined  to  obey  his 
laws.  He  generally  allows  time  for  the  inner  motive  to  become  favor- 
able to  the  change.  He  urges  us  to  go  as  we  please  by  the  most  natural 
routes.  If  for  some  reason  we  have  a  tendency  toward  the  habit  of 
progress,  he  aids  us  and  he  also  cooperates  with  us  if  we  are  disposed 
toward  retrogression.     He  encourages  and  strengthens  our  thought 
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prooesBes  as  well  as  our  actions.    He  builds  up  habits  of  receiving  and 
ignoring  suggestions,  and  habits  of  varying  the  effect  of  impressions. 
Since  all  of  us  are  more  or  less  susceptible  to  suggestion  and  are 
ready  and  anxious  to  take  in  everything  that  is  favorable  to  our  ad- 
vancement and  comfort,  it  is  possible  gradually  to  change  a  habit  of 
stagnation  for  one  of  progress.    And  since  there  is  this  opportunity 
to  progress  while  living  in  a  domain  of  comfort  reigned  over  by  King 
Habit,  we  should  not  look  upon  this  submission  to  him  as  adverse  to 
our  best  interests.     On  the  contrary,  we  should  recognize  that  by 
laying  our  plans  for  progress  in  keeping  with  the  laws  of  his  realm, 
we  shall  not  only  attain  to  our  best  development  but  we  shall  reach 
that  stage  by  the  easiest  method. 

Skilly  dexterity  and  facility  in  performance  of  work  are  due  to 
acquired  habit;  but  habit  is  more  than  a  mode  by  which  we  do  easily 
^lut  we  do  often ;  it  is  also  a  disposition  and  an  aptitude  for  work. 
Jt  brings  an  involuntary  tendency  to  continue  and  with  it  an  ease  and 
^^liability  of  performance. 

The  mental  habits  are  special  qualities  that  have  been  acquired  by 
^Ix^  process  of  repetition.  The  successful  man  in  commerce,  engi- 
^^«ring,  finance  or  any  other  field  of  mental  work  is  the  one  who  has 
^o^uired  the  habit  of  thought  of  special  value  in  his  own  particular 

We  have  much  evidence  to  sliow  that  a  mere  repetition  of  either 
^e  thought  or  action,  even  if  distasteful  at  first,  will  in  the  end 
^^tablish  a  habit.    This  actually  transforms  the  worker  and  converts 
^^e  work  that  has  been  drudgery  into  a  pleasurable  occupation,  for 
^  11  addition  to  its  being  the  most  natural  mode  of  action  and  conse- 
quently one  that  is  the  easiest  to  practice,  it  establishes  a  disposition 
^o  continue.    Furthermore,  the  effort  and  act  of  conquering  an  aversion 
^  a  given  work  facilitates  further  conquests  of  the  same  character, 
^o  that  we  actually  acquire  a  habit  of  establishing  desirable  habits  of 
mind  and  body. 

The  great  need  of  this  contest  is  clearly  apparent  to  one  having  a 
dislike  for  the  only  kind  of  work  at  which  he  can  obtain  a  livelihood. 
There  is  no  intention  to  underestimate  the  real  battle  that  must  be 
waged  within  oneself  to  dislodge  inborn  traits  or  those  acquired  from 
early  environment.  The  purpose  is  to  show  the  easiest  way  and  to 
make  it  dear  that  continued  practice  will  win,  not  only  in  dislodging 
a  dislike  but  in  establishing  a  satisfaction  in  the  work  and  in  some 
instances  an  absorbing  liking  for  it.    Since  success  is  in  proportion  to 
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this  degree  of  liking  for  the  work,  it  becomes  of  greatest  importance? 
that  this  course  of  habit  building  should  be  chosen. 

THE  VALUE  OP  BEPETITION  AND  8PE0IALIZATI0N 

Since  repetition  forms  habit,  it  is  absolutely  essential  to  success  in 
this  world  today.    A  shiftless  wandering  of  mind  or  body  should  not^ 
be  tolerated.    We  should  not  become  mental  tramps.  While  repetition- 
work  has  been  condemned  by  many,  it  is  not  in  itself  degrading.    On 
the  contrary  it  is  the  best  means  for  progress. 

It  certainly  brings  the  work  within  the  capacity  of  the  greatest 
number  of  men  and  by  repetition  of  operations  each  man  becomes  most 
efiBcient  at  his  particular  work.  It  is  only  necessary  to  carry  into 
effect  the  most  complete  subdivision  in  all  the  various  mental  and 
physical  tasks  to  get  the  great  results  that  accrue  from  repetition  of 
processes. 

In  order  to  give  each  man's  energy  the  most  eflScient  use,  there  is 
required  a  most  complete  subdivision  of  work  so  that  each  operation, 
mental  or  physical,  may  become  by  repetition  the  most  natural.  This 
division  and  classification  of  tasks  facilitates  the  upbuilding  of  habit 
action  and  at  the  same  time  it  simplifies  the  work  of  each  one  and  this 
results  in  putting  the  work  in  reach  of  men  of  more  ordinary  talents. 

There  is  no  more  clearly  demonstrated  fact  in  this  world  than  that 
specialization  is  the  method  by  which  human  energies  are  most  e£S- 
ciently  used.  The  reason  for  this  is  found  in  the  study  of  man.  It 
is  obscured  and  submerged  the  instant  we  complicate  the  problem  with 
the  myriad  theories,  policies  and  fads  that  have  been  built  up  on  the 
study  of  the  group  without  reference  to  the  individual. 

We  know  that  by  specialization  each  man  has  a  chance  to  use  his 
energies  most  efiiciently.  There  is  nothing  more  harmful  to  the 
thinker  or  the  worker  than  to  force  him  to  become  a  tramp  either  in 
the  mental  or  the  physical  sense.  Men  should  be  permitted  to  work  in 
the  way  that  is  most  pleasurable  and  by  which  they  can  create  the 
greatest  value  with  a  given  effort. 

This  law  of  human  economics  is  also  one  of  industrial  economics. 
It  is  one  of  those  laws  that  we  have  too  often  disregarded.  We  have 
endless  examples  of  its  infallibility,  and  yet  in  the  face  of  them  we 
frequently  try  to  go  contrary  to  it. 

The  result  to  be  obtained  by  specialization  is  not  merely  to  create 
more  value,  which  in  turn  gives  a  thirst  for  still  more  value,  but  to 
improve  the  condition  of  the  people  as  a  whole  through  the  betterment 
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of  the  individual's  condition.    Any  plan  that  contributes  to  this  de- 
{       sirable  end  will  be  favored  by  every  friend  of  man. 

LABQE  0BQANIZATI0N8  ESSENTIAL 

We  all  know  that  as  a  general  principle  there  is  no  hope  of  a  small 
organization  competing  either  with  the  Ford  motor  or  the  Waltham 
^atch  companies.    To  the  superficial  observer  the  advantage  of  the 
i^'ord  plant  might  be  attributed  to  mere  size  which  it  may  have  ob- 
tained by  chance,  but  the  automobile  plant  that  makes  one  model  of 
^nachine  and  specializes  in  that  gains  a  tremendous  advantage  over  all 
others,  just  as  the  individual  specialist  has  the  advantage  over  the 
jack-of-all-trades. 

Large  organizations  are  essential  to  the  happier  condition  of  each 
Mortal  for  in  them  may  most  easily  be  brought  about  that  most  com- 
plete subdivision  of  work  which  makes  specialization  possible  and  the 
coxiBequent  most  effective  employment  of  human  energies. 

Whether  it  is  agreeable  or  otherwise  the  inexorable  law  remains 

^liat  large  organizations  best  conform  to  this  process  of  life.    All  this 

t^oints  in  one  direction.    It  clearly  indicates  that  the  ultimate  su- 

t^^emacy  in  each  of  the  industries  will  be  attained  by  those  that 

^t^edalize  in  the  highest  degree,  and  thus  in  turn  that  the  largest 

^Organizations,  other  things  being  equal,  will  have  an  enormous  ad- 

^^ntage,  and  furthermore  that  industrial  supremacy  will  go  to  the 

^t:ate  or  nation  that  fosters  such  organizations.  We  know  that  in  other 

^^untries  large  organizations  are  being  built  up  and  the  scheme  of 

specialization  has  been  carried  to  a  point  which  in  some  instances 

Excels  our  American  practices. 

All  this  leads  to  the  conclusion  that  the  engineer  has  a  great  work 
to  do  in  making  clear  to  the  public  that  certain  large  units  are  es- 
sential to  success  if  this  country  is  to  compete  with  other  countries 
and  if  the  energies  of  labor  are  to  be  most  efficiently  employed.  Let 
XLS  hope  that  at  no  very  distant  day  this  fundamental  law  will  be 
recognized. 

Size  is  an  element  of  the  greatest  importance.  It  is  advan- 
tageous in  various  directions,  as  in  the  purchasing  of  material,  but  the 
real  advantage,  and  the  one  which  is  beneficial  to  all  concerned,  is  that 
the  various  men  in  the  organization  have  been  compelled  to  confine 
their  attention  and  efforts  to  a  restricted  range  of  work.  The  workers 
have  become  most  efficient  because  they  have  not  been  mismanaged, 
because  they  have  not  had  to  do  a  variety  of  kinds  of  work  in  a  day,  a 
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week,  a  year,  and  becanse  the  various  executives  and  administratoES 
of  the  affairs  of  the  organization  have  themselves  so  divided  the  worlc 
that  each  one  has  concentrated  his  attention  to  a  limited  range.  With, 
a  given  capacity  of  brain  and  energy,  each  one  of  these  individuals 
becomes  the  ablest  producer  of  value  in  his  line  of  work. 

One  of  the  obscuring  conditions  in  connection  with  large  and  small 
organizations  is  the  fact  that  many  large  organizations  are  poorly^ 
managed.  Their  large  size  gives  them  some  advantage  over  competi- 
tors and  may  carry  them  along  with  very  inefficient  officials.  For  this 
and  other  reasons  we  have  seen  the  small  organization  grow  in  size 
and  prosperity,  notwithstanding  the  competition  of  one  which  at  the 
beginning  was  very  much  larger. 

It  goes  without  saying  that  small  organizations  may  most  success- 
fully compete  with  large  organizations  when  tliere  is  a  great  difference 
in  the  type  of  management  favorable  to  the  smaller  organization ;  but 
this  fact  should  not  lead  to  the  conclusion  that  wagons  may  be  com- 
petitively manufactured  in  the  roadside  blacksmith  shops,  while  we 
have  the  magnificent  monuments  to  industry  in  our  great  wagon 
building  plants. 

In  certain  lines  of  industry  at  the  present  time,  especially  in  those 
where  invention  is  making  rapid  changes  in  the  character  of  product, 
it  is  still  possible  for  new  organizations  to  get  under  way,  starting  as 
the  plants  in  the  vegetable  kingdom  start  with  the  small  beginning. 
But  in  those  industries  in  which  the  conditions  of  product  and  market 
remain  more  stable,  there  is  little  or  no  opportunity  to  organize  new 
companies  successfully,  particularly  if  success  is  only  considered  sue- 
cess  when  the  company  attains  a  paying  condition  within  a  few  years 
after  its  organization. 

The  significance  of  this  fact  must  be  apparent  to  us,  for  it  means 
that,  other  things  being  equal,  the  large  organization,  whether  in 
America  or  elsewhere,  becomes  an  invincible  monopoly.  And  does  this 
not  suggest  that  a  time  may  come  when  we  as  Americans,  for  the  sake 
of  the  men  if  not  for  the  nation,  will  give  up  our  antagonism  to 
monopolies? 

A  large  specializing  plant  has  a  monopoly  of  a  part  of  the  automo- 
bile business,  yet  it  may  be  one  of  the  achievements  of  American  in- 
dustry and  good  management,  and  one  that  is  imiversally  and  rightly 
looked  upon  as  a  great  benefit  both  to  the  worker  and  the  purchaaer. 
Let  us  imagine,  however,  that  the  establishment  of  a  similar  company 
in  some  other  branch  of  the  industry  necessitated  the  combination  of 
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a  number  of  smaller  plants,  in  order  to  compete  with  other  companies, 
which  in  turn  would  ultimately  lead  to  closing  down  some  of  the  in- 
efficient plants  in  order  to  get  the  best  results.  This  new  organization 
might  run  contrary  to  some  of  our  existing  laws  as  recently  interpreted 
and  yet  it  might  not  differ  essentially  from  another  company  that  is 
received  by  every  student  of  such  matters  as  one  beneficial  to  all  con- 
cerned. 

REFOBKS  SHOULD  BE  INTELLIGENTLY  CONDUCTED 

The  reform  movement  against  trusts  has  accomplished  some  good 
resolts  but  it  has  also  been  very  injurious  to  the  industrial  life  of  this 
country,  for  this  good  work  has  been  done  by  men  who  have  not  known 
the  gupreme  value  of  industrial  coordination  of  effort,  established  at 
great  expense  of  energy  and  after  years  of  labor  on  the  part  of  workers 
&nd  executives.     This  synchronous  action  of  many  workers  is  what 
constitutes  the  life  blood  of  the  industries.    It  represents  the  highest 
type  of  cooperation.     Notwithstanding  its  great  power  for  effective 
effort,  it  is  something  that  may  be  destroyed  by  a  word.    Its  destruc- 
tion is  not  the  destruction  of  something  having  a  material  value  only ; 
it  is  a  vital  thing.    It  is  something  that  can  neither  be  weighed  on  the 
^es  nor  measured  with  a  yard  stick.    To  certain  types  of  investi- 
^tors  it  is  not  known  and  yet  it  may  be  destroyed  or  weakened  by  a 
^iaoiganizer  without  his  intention  or  knowledge.    He  may  feel  that 
'Nothing  has  been  destroyed  as  long  as  the  buildings  and  machinery 
*^«  still  in  good  condition.    To  him  the  mere  matter  of  manning  the 
^l^t  can  be  easily  accomplished.     This  may  seem  an  extravagant 
^^atement,  but  it  is  better  to  let  it  stand  as  it  is  than  to  take  the 
Alternative,  namely,  that  this  disorganization  is  done  with  full  knowl- 
^^ge  of  the  great  loss  entailed  by  the  worker,  and  the  general  public. 

Destroying  organized  work  when  the  purpose  is  to  correct  a  harm- 
^ul  mode  of  transacting  its  commercial  or  financial  business  is  a 
^^erious  blunder  that  has  caused  suffering  and  great  loss  to  the  very 
^|)eople  it  was  intended  to  benefit,  and  many  of  these  people  are  still 
^^alling  for  more  such  work. 

The  antagonism  to  the  trust  should  be  centered  against  the  corrupt 
practices  and  not  against  the  organization,  for  that  involves  the 
worker's  interests. 

The  high  character  and  noble  purpose  of  many  of  those  in  the 
industzy-obstructing  camp  should  make  us  all  more  tolerant  of  their 
blunders  and  we  should  try  to  get  these  same  earnest  workers  to  see 
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that  in  the  life  of  the  individual  they  can  get  a  clue  to  the  best  plan  o 
betterment  of  the  public  in  general.  With  the  individual's  interec 
at  heart  they  will  be  very  careful  as  they  plan  the  improve 
ment  of  industrial  conditions;  their  plan  will  be  one  that  doc 
not  attempt  abrupt  reforms^  one  that  takes  into  account  inertia,  on 
that  enlists  the  men  who  know^  oue  that  changes  every  normal  bein 
into  a  promoter  of  best  activity,  and  one  that  does  not  interfere  wit 
the  actual  constructive  work  that  is  going  forward.  Destroying  ih 
latter  in  trying  to  correct  certain  business  methods  is  on  a  par  wit 
burning  down  the  bam  to  kill  the  rats. 

Our  government  should  be  equal  to  correcting  irregular  businei 
practices.  It  wishes  to  benefit  the  people,  but  it  seems  to  be  lackin 
in  that  completer  knowledge  of  industrial  conditions  and  life  that  i 
essential  to  a  successful  coping  with  this  important  matter.  It  is  fc 
the  engineer  who  knows  the  conditions  essential  to  efScient  organizi 
tion  to  point  out  how  we  may  reform  business  methods  without  thi 
injury  of  the  public  involved  in  the  interruption  of  industry.  If  n 
are  to  be  constructive  instead  of  destructive  members  of  society  we  wi 
build  upon  what  we  have  with  due  regard  for  the  inertia  of  the  huma 
being.  We  will  not  disorganize  and  disturb  the  creative  work  in  on 
attempt  to  correct  the  business  administration. 

If  we  consider  the  welfare  of  the  individual  inside  and  outside  c 
these  large  organizations  and  let  that  be  the  measure,  we  will  cea£ 
much  of  this  destructive  campaign. 

THE  LARGE   OBQANIZATION   AND  THE   COMMON   GOOD 

If  we  bear  in  mind  that  the  greatest  good  to  the  greatest  numbc 
can  come  only  from  plans  that  take  into  consideration  each  huma 
being,  his  desire,  or  at  least  need  for  the  best  work  for  which  he  i 
endowed,  it  will  change  our  attitude  towards  the  larger  units  and  th 
combinations  of  smaller  units. 

This  will  lead  to  a  general  recognition  of  the  fallacy  of  the  theor 
that  the  interests  of  the  people  can  be  served  by  the  destruction  of  th 
large  organization.  This  may  seen  tantamount  to  endorsing  tb 
unfair  and  inhuman  business  methods  that  have  been  employed  b 
some  large  organizations,  but  it  is  not  an  endorsement  of  such  hw 
ness.  On  the  contrary,  it  only  calls  for  the  most  altruistic  polic] 
The  facts  that  some  of  these  organizations  have  been  built  up  by  unfai 
methods,  and  that  much  harm  has  been  done  to  both  the  workers  witk 
in  the  organization  and  to  the  general  users  of  the  product,  ahoul 
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not  obflcme  the  fact  that  due  to  economic  laws  there  is  an  inevitable 
trend  towards  the  large  units,  and  that  in  these  units  the  individual 
is  most  favorably  conditioned.  We  must  remember  too,  that  the  final 
contest  in  the  world  will  be  fought  out  by  the  large  units  and  that 
ultimately  there  will  be  a  monopoly  established  somewhere  in  each 
:'      branch  of  industry. 

Of  course  we  can  keep  monopolies  out  of  our  country,  but  we  can- 
not keep  them  off  the  face  of  the  globe.    Until  this  recent  horror  of 
Earopean  war  our  friends  and  cousins  in  other  countries  were  coming 
forward  in  such  matters  in  a  thrilling  manner.     The  war  has  un- 
doubtedly given  each  country  engaged  in  it  a  serious  set-back  in- 
dustrially, and  it  may  give  this  country  a  little  more  time  in  which  to 
allow  the  fact  to  take  hold  of  the  public  mind  that  we  must  not  try  to 
change  natural  law  by  legislative  action.    If  the  best  interests  of  indi- 
vidual worker  in  office  or  workshop  and  the  best  interests  of  manu- 
facturer or  consumer  are  conserved  by  permitting  the  growth  of  the 
large  units  it  would  seem  that  the  American  people  should  be  the  first 
to  see  the  truth  and  profit  by  it. 

With  this  great  war  so  full  of  horror  and  heroism,  so  freighted 
with  anguish  to  millions  of  hearts,  so  full  of  incidents  that  show  at 
once  the  nobleness  and  blindness  of  man,  it  is  difficult  to  center  our 
thoughts  on  the  more  potent  forces  that  affect  the  destiny  of  nations. 
Industry  has  built  up  the  nations  that  are  so  powerful  in  war,  and  let 
^  hope  that  the  time  will  come  when  the  constructive  forces  of  in- 
dustrial contests  will  replace  the  destructive  power  both  of  war  and 
the  industry  disorganizers. 

The  industrial  conquest  is  a  peaceful  conquest.  It  is  one  beneficial 
^  the  victors,  beneficial  in  a  way  that  other  conquests  seldom  can  be. 
^^  Hieans  merely  that  an  industry  of  a  given  kind  will  be  located  in  a 
^^en  country,  and  human  beings  flock  to  that  industry.  With  the 
P'^ter  facilities  of  travel  men  are  drawn  to  the  centers  in  which  their 
^Qfgies  can  find  most  efficient  use;  because  at  such  places  there  is 
^e  greatest  possibility  of  their  receiving  the  largest  remuneration. 

If  we  are  great  according  to  the  breadth  of  our  altruism,  then  we 
l^'^  truly  great  if  we  can  consider  this  question  independently  of  polit- 
'^l  boundaries.  At  the  present  time,  however,  our  innermost  feelings 
P'^mpt  us  to  think  first  of  our  liomes,  and  to  build  up  and  protect  the 
^^Sanization  with  which  we  are  connected.  After  this  we  combine  for 
^^  general  good  of  those  having  common  interests.  We  reach 
^^t^  moving  from  the  home  circle  again  to  the  city,  to  the  state,  to 
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our  own  nation^  and  those  nations  which,  by  frequent  intercourse, 
are  in  most  friendly  touch,  and  finally  to  all  peoples. 

If  we  are  ready  for  the  broadest  altruism,  this  question  of  which 
country  is  to  obtain  the  industrial  supremacy  should  not  greatly  a&ct 
our  attitude.  On  the  other  hand,  if  we  wish  to  push  forward  our  own 
nation  in  a  friendly  spirit  of  contest  let  us  keep  in  mind  the  real  es- 
sentials of  the  game,  and  let  us  not  deceive  ourselves  into  thinking 
that  we  can  win  with  small  units  against  others  having  the  larger 
units. 

Even  if  these  questions  of  national  supremacy  are  put  aside,  have 
we  any  justification  for  the  stultifying  misuse  of  human  energies  ?  Ic 
it  not  better  to  realize  that  through  subdivision  of  work  into  a  propex 
range  of  mental  and  physical  tasks  we  bring  about  that  condition  ia 
which  it  is  possible  to  give  each  man  the  work  for  which  he  is  besi 
fitted  and  in  which  he  can  create  the  greatest  value  with  his  energies  S 
Surely  we  all  know  the  inestimable  blessings  of  a  congenial  occupation. 
We  all  know  that  it  is  one  of  the  best  things  we  can  give  to  our  felloip 
man,  and  one  of  our  greatest  crimes  is  to  withhold  it.  The  engineeK 
who  sees  these  conditions  should  not  hesitate  to  make  the  facts  known 
to  those  outside  of  the  engineering  profession.  We  have  a  great  obliga- 
tion to  our  fellow  creatures  right  here,  and  our  attitude  on  this  sub- 
ject will  greatly  affect  their  welfare. 

MAINTENANCE  OF   INTEREST  IN   INDUSTRIAL  ORGANIZATIONS 

In  an  industrial  organization  there  is  an  opportunity  for  the  exe- 
cutive to  influence  the  degree  and  the  maintenance  of  interest  of  each 
worker.  Failure  on  the  part  of  executives  to  show  an  appreciation  of 
the  efforts  of  the  workers  tends  to  destroy  the  interest.  On  the  other 
hand  an  expression  of  an  appreciation  of  the  services  rendered  tends  to 
increase  the  length  of  time  in  which  the  worker  holds  his  interest. 

We  know  that  the  dollar  is  too  often  looked  upon  as  the  only  real 
measure  of  recognition  of  value  of  services  rendered,  but  this  general 
view  should  not  obscure  the  fundamental  fact  that  it  is  not  the  dollar 
for  the  dollar's  sake,  even  when  the  dollar  seems  to  be  the  only 
stimulus,  but  that  the  most  important  and  the  most  potent  stimulus 
is  one  that  satisfies  man's  longing  for  an  appreciative  recognition 
of  the  value  of  his  services.  With  such  stimulus  he  works  in  his 
best  mood  and  has  a  real  interest  in  the  work. 

A  loss  of  mterest  may  be  brought  about  by  anything  that  takes 
away  due  recognition  for  services ;  therefore,  in  any  ideal  organization 
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there  should  be  some  system  by  which  earnest  efforts  are  recognized  by 
someone  who  can  in  a  beneficial  way  express  an  appreciation.  This 
irill  not  only  create  and  maintain  the  interest  of  each  individual  in 
the  work  for  which  he  is  fitted,  but  it  will  lead  perhaps  to  something 
more  than  a  passive  campaign  against  all  those  agencies  which  tend 
towards  discontent. 

But  in  work  in  which  there  is  little  or  no  opportunity  for  the 
acquisition  of  a  keen  interest,  there  is  frequently  a  chance  to  improve 
I      conditions  and  soften  the  hardship  of  monotony  by  the  introduction 
i      of  some  system  by  which  the  worker  may  know  that  his  efforts  are 
appreciated.    Piece  work  system,  Halsey  premium  plan,  Oantt  bonus' 
method,  the  Taylor  system,  and  various  other  dollar  rewards,  in  a 
measure  fill  this  need,  but  the  more  we  study  the  human  mind  the 
more  we  see  that  the  real  pay  that  each  man  craves  is  a  recognition  and 
an  appreciation  and  even  with  the  dollar  as  a  standard,  in  the  final 
analysis  we  find  that  it  is  sought  because  it  bears  evidence  of  recogni- 
tion of  value  of  service.    Although  men  generally  strive  for  recogni- 
tion, we  know  that  many  men  pass  through  the  world  working  val- 
iantly and  effectively  with  no  one  person  to  pay  them  in  the  real  coin 
of  appreciative  esteem.    A  manager  must  see  to  it  that  his  men  are 
not  nnderpaid  in  this  coin.    Scrimping  here  involves  more  than  can 
be  offset  by  dollars. 

This^  then,  is  one  of  those  standards  of  measure  which  is  to 
be  used  in  determining  our  attitude  and  action.  If  we  are  to  direct 
well  we  must  get  at  the  essential  elements  that  control  ourselves  and 
otherg.  These  elements  we  find  deeply  hidden  within  us.  This  is  all 
within  the  boimds  of  orthodox  psychology,  thoroughly  demonstrated 
by  rigorous  laboratory  experiments. 

The  study  of  the  inner  motive  has  long  since  passed  into  the  most 

^^pected  group  of  sciences,  but  the  engineer  has  left  it  to  the  preacher, 

"^®  teacher,  and  the  psychologist,  when  there  is  none  that  can  make  a 

^^tei  use  of  it  than  the  engineer  himself  who  knows  mechanism  and 

ttiQ  great  needs  of  industrial  life. 

^e  should  employ  every  means  to  aid  us  in  managing  not  only  our 

owtx   selves,  but  all  those  whom  we  direct.     This  becomes  the  rule 

^^  Bxiccess  of  human  activity,  both  in  its  application  to  the  individual 

*^^    to  large  groups  as  represented  in  industries,  in  states,  and  in 

^^^tries.    Wherever  these  elements  or  units  are  in  competition,  suc- 

r^^^  goes  to  the  unit  which  takes  advantage  of  this  knowledge  of  the 

^^er  motives,  and  it  is  the  study  of  the  human  being  that  presents  to 
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US  the  facts  from  which  we  can  most  accurately  determine  what  is  for 
the  best  interest  of  the  man  and  society  in  general. 

Is  it  not  possible  that  we  may  live  to  see  the  day  when  labor  orgui- 
zations  and  manufacturers^  and  last  but  not  least,  the  ultimate  user,— 
the  general  public,  shall  demand  that  the  work  be  done  by  methodi 
under  which  each  worker  is  most  favorably  conditioned  and  by  which 
the  greatest  value  is  produced  by  a  given  effort? 

THE  IDEAL  ORGANIZATION 

In  keeping  with  this  general  idea  an  outline  in  an  ideal  industrial 
organization  might  be  formulated  as  follows: 

It  should  have  a  capital  equal  to  or  as  large  as  any  competing 
organization.    If  possible  it  should  have  a  small  harmonious  board  of 
directors  with  an  able  leader.    But  if  the  directors  merely  represent 
the  monied  interests  without  special  knowledge  of  the  industry,  then 
it  would  be  sufficient  if  they  were  capable  of  appointing  an  able  stal 
of  oflBcers,  the  chief  executive  of  which  should  combine  a  knowledge 
of  the  technical  and  business  side  of  the  industry  with  the  fullest  poft- 
sible  conception  of  the  human  element.    He  should  stand  firmly  for 
the  cardinal  principles  of  industrial  economics  as  based  on  the  human 
characteristics.     Each  oflicer  should  possess  some  special  knowledge 
essential  to  the  organization,  so  that  the  combined  staff  would  have  s 
general  knowledge  of  all  the  various  branches. 

The  chief  executive  should  make  it  known  that  long  continuity  ii 
service  of  each  man  in  office  would  be  given  the  first  place  in  th< 
scheme  of  management,  and  this  should  not  only  include  the  officers 
but  it  should  be  the  key  to  the  management  of  the  entire  organization 

The  period  of  years  of  service  of  each  man  in  the  organization  in  i 
given  task  or  in  a  given  office  should  compare  favorably  with  that  in  i 
competing  organization. 

It  should  be  the  aim  of  the  executives  to  fill  each  position  through 
out  the  entire  organization  with  someone  who  considers  that  positioi 
the  best  place  in  the  world  for  him.  Each  officer  and  each  workmai 
should  have  a  live  interest  in  his  part  of  the  work.  Each  one  should  b] 
specialization  become  the  most  efficient  in  his  particular  work.  Th< 
interest  of  the  officer  or  worker  should  be  maintained  by  some  fitting 
stimulus,  and  each  one  should  be  protected  so  far  as  possible  from  in 
fluences  calculated  to  induce  discontent. 

Each  man  shoiild  be  treated  in  a  respectful  manner.  Needles 
direction  or  heartless  correction  by  an  overbearing  executive  should 
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not  be  peimitted.  Critidfim  or  reprimand  should  not  be  uttered  in  the 
presenoe  ot  others^  for  the  best  control  of  the  organization  comes  from 
contact  with  the  better  side  of  man^  and  that  side  is  not  reached  by 
one  who  rides  rongh-shod  over  man^s  self-respect. 

Personal  dignity  and  self-respect  is  an  important  characteristic  in 
everyone.  It  is  not  the  exclusive  quality  of  those  whose  self-respect 
is  very  apparent,  nor  is  it  limited  to  those  whose  natural  conduct  and 
bearing  indicate  their  high  regard  of  the  esteem  of  others.  It  is  to  be 
found  in  the  entire  human  family  and  he  who  fails  to  see  it,  even  in 
an  apparently  careless  person,  is  blind  to  a  very  important  part  of  the 
human  spectnun. 

This  ideal  organization  should  keep  in  touch  with  the  better  side 
throughout  the  entire  organization  regardless  of  its  size.  Not  that  the 
chief  executive  can  come  into  personal  contact  with  every  man,  but 
that  every  man  must  be  appreciated  by  some  other  man  in  the  organi- 
zation so  that  this  coimection  of  interest  pervades  the  entire  organiza- 
tion. It  travels  from  chief  executive  through  the  various  ofiBcers  to 
each  noan  till  it  reaches  and  stimulates  the  newest  recruit,  so  that 
there  is  in  each  man  a  feeling  of  personal  connection  with  the  organ- 
itttion. 

]  The  newest  recruit,  for  instance,  should  early  find  a  personal  touch 

between  himself  and  his  foreman,  and  should  know  that  the  foreman 
ui  torn  is  connected  by  the  same  powerful  influence  through  those 
'^nznediately  over  him  to  the  controlling  spirit  of  the  organization. 

THE  VALUE  OF  A  HUMAN  REPOBT 

As   these    truths   become    known    will    it   not   be    possible    to 

^^ritiiiiate  general  rules  of  management  of  industrial  organizations 

^t  will  be  of  great  value  to  both  the  investor  and  the  promoter  ?  With 

^''clj^  rules  the  investor  could  see  to  what  extent  an  organization  con- 

'•'^'^tiQs  to  success  standards.    There  would  be  in  addition  to  the  regular 

^J^^curer's  report  a  human  report.    The  human  report  would  begin 

^"tli  a  description  of  the  directors  and  go  through  the  entire  organi- 

^^on.    This  report  would  contain  a  statement  regarding  the  elements 

^     luurmony  of  organization;  of  length  of  service  of  manager  and 

^^^lers;  the  frequency  of  change  of  methods  or  article  manufactured; 

^"t^Jligence  of  executives  in  the  management  of  men;  the  degree  of 

^^^^'^tentment  of  each  member;  the  extent  to  which  each  man  in  the 

^^S^anisatioii  approaches  the  best  position  for  which  he  is  endowed  and 

"^^'^  nearly  he  obtains  the  best  remuneration  for  which  he  is  qualified; 
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the  extent  to  which  the  management  recognizes  the  inertia  of  habi 
of  both  mind  and  body ;  the  degree  in  which  the  various  men  in  & 
organization  approximate  the  condition  of  highest  eflSciency ;  the  ei 
tent  to  which  the  management  goes  in  expression  of  appreciation;  ti 
degree  of  its  knowledge  of  the  most  important  characteristics  of  nu 
as  indicated  by  his  inner  motives  and  desires  and  the  condition  of  h 
mind  as  he  goes  to  his  home  at  night.  No  mention  is  made  here  • 
the  conditions  of  buildings  from  point  of  sanitation  and  comfort,  f 
such  conditions  are  now  closely  scanned ;  but  mention  has  been  nia< 
of  a  few  of  those  other  conditions  that  must  some  day  be  measun 
just  as  we  now  measure  power  and  other  less  vital  things. 

All  of  these  elements  should  he  carefully  appraised  and  the  aversj 
should  be  the  rating  of  the  company.  The  investor  who  considers  th 
human  rating  with  the  treasurer's  statement  will  seldom  make 
mistake  in  estimating  the  true  worth  of  an  industrial  organizatio 

May  we  not  hope  that  tabulations  of  these  various  elements  tak< 
from  a  variety  of  industries  will  lead  to  establishing  a  standard  th 
will  be  a  guide  to  both  the  manager  and  the  investor? 

Surely  the  investor  should  look  with  distrust  upon  a  manageme 
that  is  always  changing  officers,  changing  men,  changing  mode 
changing  methods  without  regard  to  the  inertia  of  habit  and  tl 
human  element  wliich  is  the  life  blood  of  every  organization.  I 
would  also  look  with  doubt  on  any  scheme  of  management  that  allo^ 
the  careless  employment  and  discharge  of  men  without  due  regard 
the  loss  involved  by  such  changes,  for  the  perpetual  changing  of  ma 
is  equivalent  to  the  change  of  character  of  work  in  its  handicap  to  i 
dustrial  efficiency. 

A  REVIEW  OF  THE  SITUATION 

We  have  pointed  out  that  this  world  of  mechanism  has  become 
intricate  and  complex  that  the  whole  thing  has  gone  beyond  the  bra 
capacity  of  the  individual,  that  each  one  must  be  contended  to  compi 
hend  only  a  small  part,  that  the  relation  between  the  individua 
brain  capacity  and  the  knowledge  possessed  by  the  race  as  a  who 
shows  the  great  need  of  selecting  the  character  and  limiting  tl 
amount  of  material  that  is  taken  into  our  minds,  and  that  only  : 
this  way  can  we  hope  to  accomplish  the  best  results. 

We  have  also  indicated  that  the  mind  receives  impressions  fro 
all  directions  and  becomes  peculiarly  selective,  sometimes  withoi 
volition,  and  that  this  may  result  in  an  undesirable  trend  in  our  pe 
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flonalitf  and  ability;  that  the  best  use  of  our  mental  energies  makes  it 
dediable  that  we  keep  in  mind  those  things  we  have  learned  regarding 
directiye  psychology;  that  the  engineer  should  devote  a  part  of  his 
tiiQe  to  the  care  and  study  of  his  own  thinking  machine  instead  of 
deTotmg  it  all  to  the  machine  created  by  that  thinking  machine,  and 
that  with  proper  regard  to  this  point  we  shall  make  fewer  mistakes 
due  to  overloading  the  mind  with  data  to  the  exclusion  of  thoughts 
of  an  initiative  character;  that  the  engineer  must  study  not  only  his 
own  mind,  but  also  the  minds  of  the  men  whom  he  is  directing,  in 
order  to  make  due  allowance  for  the  personal  equation  of  both  the 
transmitting  and  receiving  mechanism. 

Following  this  we  have  indicated  that  man  is  a  creature  of  habit 
to  an  extent  that  renders  this  characteristic  a  most  dominant  one; 
that  the  most  efficient  use  of  the  mind  and  body  of  each  mortal  de- 
mands a  scheme  of  life  that  permits  each  one  to  take  advantage  of 
this  great  fact,  and  that  all  people  having  the  welfare  of  the  human 
family  at  heart  must  lend  their  energies  to  the  maintenance  of  all 
those  conditions  most  favorable  to  this  end. 

Furthermore  we  have  shown  that  the  dominance  of  habit  and  all 
that  it  implies  will  account  for  success  and  failure  of  various  schemes 
of  management  and  that  it  shows  clearly  the  great  economic  waste  due 
to  abrupt  change. 

It  may  have  been  necessary  in  the  past  to  accomplish  reforms  by 

abrupt  revolutions.    It  may  be  necessary  in  the  future  to  resort  to 

sadden  changes,  but  let  us  hope  that  the  engineers  will  use  their* 

energies  to  make  it  clear  that  due  regard  should  be  given  to  the 

element  of  human  momentum,  so  that  the  public  in  general  will  know 

^^^  real  cost  of  abrupt  change  in  methods  of  work  or  business,  that  all 

^^dx  change  imposes  a  heavy  tax  on  those  least  able  to  bear  it,  that  the 

*^nefit  or  harm  done  is  not  in  proportion  to  our  good  intention  but 

^  ^Ur  action  conforms  to  man's  real  needs  and  nature's  laws ;  with 

'^^  knowledge  possessed  by  the  public  we  shall  progress  in  ways  that 

^  ^ct  involve  the  calamity  that  comes  from  sudden  change. 

this  plan  which  fits  the  individual's  characteristics,  although  it 
'^^^^izes  and  endorses  large  organizations  and  even  hints  at  the 
cie^^^ly  inevitable  coming  of  monopolies  (notwithstanding  our  position 
^^  "tlie  seashore  with  brooms  trying  to  keep  back  the  flood  tide)  is  still 
^  \)est  plan  for  the  individual. 

^very  desired  reform  can  be  effected  without  a  destructive  policy, 
^^n  we  break  up  an  organization  of  men  we  destroy  something  just 
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as  real  as  if  we  burned  down  a  warehouse  filled  with  grain.  Anythi 
that  tends  to  interfere  with  continuity  of  service,  anything  that  ten 
to  break  up  the  order  of  work,  is  a  cruel  blow  at  humanity  with  wi( 
spread  effects. 

Is  it  too  much  to  hope  that  a  recognition  of  the  importance 
continuity  of  service  under  wholesome  conditions  will  change  1 
present  order  of  things,  in  which  men  are  ruthlessly  shifted  fr< 
plant  to  plant,  and  from  work  to  work  within  a  plant,  and  at  < 
casional  intervals  of  business  depression  they  are  told  that  there  is 
work.  They  are  not  told  at  the  same  time  that  they  and  their  famil 
will  have  no  expenses  during  the  period  of  idleness.  They  are  men 
told  that  their  income  will  be  cut  off  for  an  indefinite  period. 

May  we  not  hope  that  even  in  this  age  of  complexity  of  sec 
structure  and  intricacy  of  the  world  of  mechanism  that  transcends  \ 
weighing  power  of  the  human  mind,  we  have  in  the  human  elemc 
the  real  measure  by  which  we  may  truly  determine  our  best  line 
action. 

Is  not  the  engineer  with  his  knoweldge  of  mechanism,  supp 
mented  by  his  knowledge  of  the  inner  as  well  as  the  physical  mi 
destined  to  play  an  increasingly  important  part  in  bringing  forwa 
this  human  element  as  the  controlling  factor  in  determining  1 
major  policies  of  management  of  our  lives,  our  industries,  our  natio 

And  is  it  too  much  to  hope  that  the  good  sympathetic  touch  1 
tween  man  and  man  in  the  different  walks  of  life  may  be  establish 
by  those  who  act  in  accordance  with  this  knowledge  of  hum 
characteristics  ? 

Let  us  as  engineers  and  men,  with  our  appreciation  of  the  supre: 
importance  of  the  inner  man,  so  direct  our  work  and  so  preach  1 
gospel  of  human  welfare  that  we  shall  hasten  the  approach  of  the  ti 
when  all  men  shall  have  the  joy  of  a  congenial  work;  when  people  n 
combine  to  demand  the  kind  of  management  of  our  industries  a 
nation  that  shall  be  in  keeping  with  the  beneficent  laws  of  habit  i 
tion ;  when  specialization  will  be  recognized  as  the  best  policy  for 
concerned  and  when  organizations  favorable  to  such  modes  ah 
receive  constructive  aid  instead  of  the  obstructive  and  destructiye  i 
tion  that  is  now  being  exerted  by  some  of  our  ablest  citizens;  wh 
constructive  work  will  be  the  only  kind  that  will  meet  with  pub 
favor ;  and  when  the  energies  of  all  our  albest  men  vnll  be  directed  ii 
useful  channels, — channels  in  which  they  will  receive  the  joy  ti 
comes  with  pleasurable  duties  and  fuller  credit  than  can  ever  be  i 
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corded  those  who,  even  under  stimulus  of  public  favor,  are  on  the 
wrong  side;  when  each  one  may  feel  the  satisfaction  of  having  achieved 
the  most  with  his  mind  and  energies  and  may  have  the  full  recognition 
and  appreciation  of  his  fellow  men.  And  last,  but  not  least,  may  we 
not  hope  that  each  may  receive  the  best  possible  remuneration  to  the 
end  that  he  and  his  family  may  have  the  largest  possible  share  in  the 
good  things  that  make  for  comfortable  and  happy  homes  ? 
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FLOOR  SURFACES  IN  FIREPROOF 

BUILDINGS 

Bt  Sanfokd  E.  Thompson,  Boston,  Mass. 
Member  of  the  Society 

In  fireproof  constmotion,  whether  it  be  office  building,  factory, 

^^  institution,  the  question  of  the  type  of  floor  surface  to  select  and 

the  method  of  construction  to  adopt  is  a  most  important  one.    The 

constant  tread  and  shuffling  of  feet  cause  a  friction  that  it  is  difficult 

to  ^veithstand  without  serious  wear. 

2    From  the  construction  standpoint,  in  a  non-combustible 
structure  a  cement  surface  is  in  keeping  with  the  rest  of  the  building 
uid  is  naturally  the  first  considered.    In  many  instances  the  cement 
^xxcrete  or  granolithic  floor  has  proved  extremely  satisfactory, 
while  in  oliiers,  because  of  the  use  of  improper  constituents,  of  in- 
expert construction,  or  of  its  selection  for  places  to  which  it  is  not 
B^pted,  it  has  proved  a  disappointment.    As  a  matter  of  fact,  no 
oue  type  of  floor  surface  is  adapted  to  all  conditions,  while  for  any 
^ype  that  is  properly  selected,  the  choosing  of  the  materials  and  the 
Jiianner  of  the  construction  will  govern  to  a  large  extent  the  dura- 
bility of  the  surface. 

3  It  is  the  purpose  of  this  paper  to  discuss  briefly  the  different 
kinds  of  floor  surfaces,  and  to  compare  their  various  qualities,  their 
cost,  and  their  adaptability  to  specific  conditions.  This  is  followed 
by  a  more  detailed  treatment  of  the  methods  of  constructing  the 
concrete  or  granolithic  surface  which  have  produced  satisfactory 
results. 

4  An  engineer  in  consulting  practice  is  called  upon  frequently 
not  only  to  design  and  construct  but  to  investigate  defective  con- 
struction and  also  to  make  special  tests  for  the  determination  of  the 
best  methods  to  employ  in  a  particular  case.  In  this  paper  are  em- 
braced not  only  the  results  of  experience  in  floor  construction  and 
repairs,  especially  as  they  relate  to  granolithic  surfaces,  but  also  the 
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conclusions  derived  from  special  tests  and  investigations  made  in 
connection  with  services  as  consultant  on  the  superstructure  of  the 
New  Technology  buildings  in  Cambridge. 

5  Embodied  in  the  paper  is  much  of  the  material  forming  a 
report  to  the  Stone  &  Webster  Engineering  Corporation,  engineers 
and  builders  of  New  Technology.  The  matter  covered,  then,  will 
include: 

Discussion  of  selection  of  type  of  floor  surface 

Relative  costs  of  various  floor  surfaces 

Characteristics  of  floor  surfaces 

Tests  and  investigations  of  granolithic  construction 

Recommendations  for  granolithic  construction 

SELECTION   OF   TYPE   OF   FLOOR 

6  The  selection  of  the  t^i^e  of  floor  is  dependent  on  the  char- 
acter of  the  structure,  the  nature  of  the  wear,  and  the  architectural 
appearance.     Every  building  must  be  considered  by  itself.     Sug- 
gestions for  the  type  of  surface  to  select  are  covered  in  the  following 
pages.    As  a  preliminary  guide,  the  material  suitable  for  different; 
conditions  may  be  given  as: 

Basements:  Granolithic  finish  with  trowelled  surface  made  with  approvi 
materials  and  workmanship. 

Factory  Floors:     Granolithic  finish  with  trowelled  surface;  hardwood. 

Machine  Shops:     Granolithic  finish  with  trowelled  surface;   hardwood 
substantial  base. 

Ground  Floors  for  Heavy  Manufacturing:     Wood  block;  granolithic. 

Warehouses:      Granolithic    with    trowelled    surface;    asphalt    compoBitioiB>    ? 
hardwood. 

Ofilces:     Hardwood;  linoleum  on  concrete;  magnesium  composition. 

Corridors  and  Halls  for  institutions  and  office  buildings:     Terrazzo;  granC^'^ 
lithic  finish  with  ground  surface. 

Entrance  Pavilions:     Terazzo;  mosaic;  tile;  natural  stone. 

Class  Rooms,  Lecture  Rooms,  and  Drawing  Rooms:     Linoleum  on  concrete  ^ 
granolithic  with  ground  surface;  hardwood;  magnesium  composition. 

Laboratories:     Granolithic  with  trowelled  surface;  magnesium  composition^ 
tile;  hardwood. 

Lavatories:     Terrazzo;  granolithic  finish  with  ground  surface;  tile. 

The  above  selections  are  given  in  the  order  in  which  choice  might  b^ 
made  for  the  average  building  or  room  of  each  class. 

APPROXIBiATE   COST  OF  VARIOUS  FLOOR  SURFACES 

7  In  giving  approximate  costs  of  floors  it  is  recognised  that  the 
condition  of  the  market  both  in  labor  and  materials  and  the  quali^ 
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of  the  materials  selected,  affects  the  unit  price  to  a  very  large  degree: 
also  the  location,  size  and  shape  of  the  rooms  to  be  finished. 

8  The  following  prices  are  based  on  estimates  of  cost  in  place. 

For  the  materials  like  hardwood  that  are  laid  after  the  partitions  are 

placed,  the  prices  apply  more  particularly  to  a  building  such  as  a 

college  or  other  institution  divided  into  offices  and  rooms  of  various 

sues.    Each  price  is  assumed  to  include  total  cost  of  the  labor  and 

'^terial,  exclusive  of  the  structure  itself.     It  is  assumed  that  the 

^^se  upon  which  the  floor  is  laid  is  either  structural  concrete  or  some 

similar  material. 

CoHt  per  aq.  ft. 
f'ranalithic: 

If  laid  at  same  time  as  base,  with  trowelled  surface $0 .  05 

If  laid  at  same  time  as  base,  with  ground  surface 0 .  08 

If  laid  after  completion  of  base,  and  trowelled 0.07 

If  laid  after  completion  of  base,  and  ground 0.10 

Battleship  linoleum  including  $0.03  per  sq.  ft.  for  placing 
and  trowelling  a  %-in.  layer  of  mortar  immediately 
after  base  concrete  is  laid,  linoleum  being  figured  at 
$1.30  per  sq.  yd.,  cemented  in  place 0.18 

Maple  or  birch,  single  thickness,  including  $0.01  for  level- 
ing off  base  concrete  and  including  stringers  with 
cinders  between,  witli  rough  1-in.  floor  underneath 0.22 

Maple  or  birch,  single  thickness,  including  $0.01  for  level- 
ing off  base  concrete  and  including  stringers  with 
cinders  between 0.18 

Maple  or  birch,  single  thickness,  including  $0.01  for  level- 
ing off  base  concrete  and  including  stringers  with 
cinders  between,  with  rough  2-in.  lloor  underneath 0 .  25 

These  prices  are  based  on  ko<m1  quality  of  hard  wood  at  about  S45  per  HKK)  ft.  B.  M. 

With  smaU  stone  %  in.  to  %  in.  including  $0.01  for  level- 
ing the  base  concrete 0.19 

With  large  stone  %  in.  to  1  in.  including  $0.01  for  leveling 

the   base   concrete 0 .  24 

For  areas  of  fiO.OOO  sq.  ft.  or  more,  deduct  10  per  cent  from  these  figures. 

Base  6  in.  high 0.3^-0.50  per  lin.  ft. 

orble  Mosaic: 

Grouted  and  ground 0 .  50-0 .  60 

agnenum  Composition: 

Tot  large  areas,  say  100,000  sq.  ft.,  including  $0.01  for  level- 
ing base  concrete 0 .  20 

For  small  areas,  say  25,000  sq.  ft.,  including  $0.01  for  level- 
ing base  concrete 0.24 


(VVAV       Ik^  «^  .&»K  <m  ^/«ilik7       AA^        »_ 


itphalt  Flooring: 

Including  $0.01  for  leveling  base  concrete. 0. l(M).l7 

A9phali  Mastic: 

For  areas  100,000  sq.  ft  or  more  including  $0.01  for  level- 
ing base  concrete 0.15-0.16 

In  chemical  laboratories 0. 17-0.18 

6-in.  sanitary  base, 0.26  per  lin.  ft. 

Tiis: 

Quarry  tile 0.35-0.4O 

Fancy  pattern  tile 0.6O 

Cork  Tiis: 

Moravian  tile,  fancy  pattern 0. 75-1.2S 

CHARACTERISTICS  OF  FLOOR  SURFACES 

9  Granolithic  Trowelled.  As  ordinarily  laid  in  buildings,  grano- 
lithic or  concrete  surfaces  are  subject  to  dusting  and  under  heav>r 
traffic,  such  as  trucking,  are  liable  to  serious  wear.  On  the  otheE* 
hand,  experience  with  first-class  construction  and  tests  of  actual 
floors  shows  that  it  is  possible,  by  proper  selection  of  the  aggregates^ 
and  expert  workmanship,  to  reduce  the  dusting  to  an  insignificant 
amount  and  to  produce  a  surface  hard  enough  to  stand  even  severe 
wear. 

10  For  factory  floors,  notwithstanding  many  cases  of  inferior 
construction,  the  use  of  granolithic  is  largely  increasing.  It  is  be — 
coming  reco^zed  that  the  durability  of  granolithic  is  in  a  very 


measure  dependent  upon  the  sand  or  other  aggregates  used  in  th< 
construction  and  the  methods  of  laying  it. 

11    The  chief  objection  to  concrete  or  granolithic  surfaces  foi 
offices,  drafting  rooms,  class  rooms,  and  certain  laboratories,  is  thai 
it  is  dull  in  appearance,  hard  on  the  feet  for  men  standing  all  day  ^ 
tends  to  break  tools  dropped  upon  it,  and  is  not  adapted  to  a1 
seats  and  other  furniture  readily,  especially  where  they  have  to 
shifted  occasionally.    In  certain  colleges,  however,  concrete 
are  used  widely  and  highly  recommended.     At  Bowdoin  and  at 
liie  University  of  Wisconsin  it  is  considered  satisfactory  for  all  pur- 
poses.   At  the  University  of  Missouri  the  newer  buildings  are  all 
being  built  with  granolithic  surfaces.     In  some  colleges  granolithic:^^^ 
is  being  satisfactorily  used  for  corridors.    Most  of  the  colleges  favoi 
granoUthic  for  chemical,  mining,  and  mechanical  laboratories.    The 
Leland  Stanford,  Jr.,  University  states  that  in  the  mechanical  and 
engineering  laboratories  the  men  complain  of  hardness  and  coldness, 
requiring  wood  platforms  in  many  places.    In  this  university,  how- 


8ANF0RD  E.   THOMPSON  391 

ever,  granolithic  has  been  used  in  the  chemical  laboratories  for 
15  years  with  excellent  satisfaction.  It  should  be  noted,  further, 
I  that  in  the  mechanical  and  engineering  laboratories  the  floor  rests 
directly  on  the  ground,  while  in  the  chemical  laboratory  there  is  a 
^arm  room  or  basement  underneath. 

12    The  life  of  a  well  laid  granolithic  surface  under  foot  traflic  is 
practically  permanent.    Tests  of  various  materials  and  methods  are 
^'^ussed  elsewhere  in  this  paper,  and  specifications  are  given  in 
Appendices  for  durable  granolithic  surfaces. 

13  Granolithic  with   Ground   Surface.    Experimental   surfaces, 
together  with  laboratory  tests  made  as  a  check,  show  that  a  pleas- 
u^   surface,  approaching  terrazzo  in  appearance  and  fully  as  dur- 
able  under  foot   traffic,  can  be  obtained  by  placing  granolithic 
witb  scarcely  any  trowelling,  and  then  grinding  the  surface  just 
ci^ovigh  to  expose  the  grains  of  sand  and  stone.    The  grains  which 
sho^  are  finer  than  in  terrazzo  and  darker  colored.    The  appearance, 
ho^w-ever,  is  pleasing.     Removal  of  the  scmn  takes  away  the  monotony 
of  the  plain  gray  cement  surface,  since  this  is  relieved  by  the  various 
colors  of  the  sand  and  stone.    A  glossy  effect  can  be  produced  if  de- 
*^^^  by  the  grinding  which  permits  of  easy  cleaning  and  gives  a 
^^ace  suitable  even  for  a  lavatory  at  much  less  cost  than  tile  or 
^rrazzo.    Still  further  to  give  variety  to  the  appearance,  tile  can  be 
placed  in  patterns  or  as  a  border. 

14  The  University  of  Missouri,  which  refers  to  the  dust  from 
granolithic  floors,  believes  that  this  difficulty  would  be  solved  by 
grinding  the  surface  instead  of  trowelling.  Specifications  giving  the 
method  of  laying  the  concrete  granolithic  and  grinding  it  are  pre- 
sented at  the  end  of  this  paper.  From  observations  of  the  time 
required  for  grinding  the  surfaces  and  allowing  amply  for  delays,  the 
extra  cost  for  grinding  is  estimated  not  to  exceed  3c.  per  square  foot 
of  surface  area. 

15  Linoleum.  The  hardness  and  noise  characteristic  of  grano- 
lithic finish  are  overcome  by  covering  the  surface  with  Battleship 
linoleiun.  In  the  few  colleges  where  this  has  been  adopted  they  are 
very  enthusiastic  over  the  results.  In  other  places,  such  as  offices, 
the  same  type  of  construction  meets  with  a  great  deal  of  favor. 
At  the  University  of  Chicago  cork  carpets  are  used,  which  answer  a 
similar  purpose. 

16  Linoleum  is  laid  on  a  concrete  surface,  which  need  not  be 
brought  to  a  fine  finish  and  therefore  can  be  completed  at  the  time 
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the  base  concrete  is  laid  and  at  a  low  cost.     Any  marring  of  tl 
surface  or  sudden  rains  will  not  affect  its  use  for  the  linoleum  finis 

17  The  linoleum  should  be  stuck  firmly  to  the  granolitt 
surface  and  preferably  a  cove  base  should  be  run  around  the  roo 
and  sills  provided  at  entrances  so  that  the  surface  of  the  granolitt 
will  be  flush.  In  this  way  the  edges  are  prevented  from  frayir 
The  life  of  first-class  quality  Battleship  linoleum,  if  edges  are  n 
frayed,  is  probably  from  15  to  30  years,  depending  upon  the  amou 
of  travel.  These  ages  are  estimated  from  records  of  linoleum  nc 
in  use. 

18  Linoleum,  after  allowing  for  the  better  finish  required  on  tl 
concrete,  costs  substantially  the  same  as  a  single  floor  of  birch 
maple,  but  it  is  noiseless,  more  uniform  in  appearance,  and  requir 
less  labor  for  maintenance  in  good  condition.     Its  superiority 
wood  is  indicated  by  the  fact  that  wood  floors  are  frequently  coven 
with  linoleum. 

19  Hardwood  Floors,  Floors  of  maple,  birch,  beech,  oak,  « 
long  leafed  Southern  pine  are  used  most  largely  for  offices,  classroon] 
or  lecture  rooms,  and  in  many  of  the  older  colleges  for  laboratori 
and  halls.  A  wood  surface,  however,  is  not  usually  considen 
entirely  satisfactory  either  in  general  appearance  or  in  wearii 
qualities.  If  one  passes  from  a  corridor  with  a  granolithic,  terrazz 
or  tile  floor,  into  a  room  or  auditorium  having  a  wood  floor,  there  is 
marked  effect  of  inferiority  and  cheapness.  There  is  just  as  mu< 
danger  of  poor  materials  and  workmanship  with  wood  as  with  oth« 
kinds  of  floors.  Unless  the  greatest  care  is  taken  in  selection  < 
materials  and  workmanship,  they  are  liable  to  shrink  or  swell  ai 
sometimes  to  squeak  under  foot.  If  at  all  hollow  underneath,  the 
are  more  noisy  than  a  concrete  surface.  The  floors  of  the  Ne 
Grand  Central  office  buildings  are  an  example  of  this. 

20  For  corridors,  wood  is  being  largely  superseded  by  granoiithi 
terrazzo,  or  tile.  For  laboratori(»s  other  materials  are  being  sul 
stituted  for  wood  in  most  of  the  newer  structures,  although  wood 
occasionally  preferred,  especially  for  physical  laboratories  and  f< 
laboratories  where  men  stand  for  long  periods.  The  linoleum  o 
concrete  will  overcome  practically  all  the  objections  that  are  mac 
to  wood  floors,  with  a  cost  substantially  the  same. 

21  There  are  various  methods  of  laying  hardwood  floors.  F( 
classrooms  a  single  thickness  of  maple  or  birch  nailed  to  sleepei 
with  cinder  concrete  between  should  be  satisfactory.  Another  typ 
of  construction  is  to  use  patented  metal  screeds  embedded  in  th 
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base  ooncrete,  and  nail  the  floor  boards  to  splines  in  the  screeds. 
For  rooms  subjected  to  heavy  traffic,  2-in.  or  2^in.  plank  may  be 
placed  underneath  the  hardwood  floor. 

22    Of  all  the  different  materials,  oak  is  the  most  expensive  and 

the  finest  in  appearance  at  the  beginning,  but  under  heavy  traffic 

is  more  liable  to  splinter  than  the  finer  grained  woods.    Georgia 

pine,  if  of  best  quality,  makes  a  durable  floor,  and  is  preferable  to 

the  finer  grained  woods  in  wet  places,  as  it  does  not  swell  and  warp 

80  badly.    It  is  less  durable,  however,  and  therefore  not  recom- 

oiended  for  the  greatest  permanence  in  rooms  such  as  class  and  lecture 

^ms.    Maple,  birch,  and  beech,  all  make  good  floor  material. 

These  are  usually  laid  in  strips  ^-in.  thick  by  23^-in.  wide.    The 

quality  varies  largely,    ranging  in  cost  from  $32  per  1000  to  $75 

per  1000. 

23  Terrazzo.  Terrazzo  is  made  by  spreading  upon  the  base 
concrete  a  mixture  of  neat  cement  and  marble  chips  and  grinding 
the  surface  to  a  depth  sufficient  to  cut  into  stones  and  expose  them 
on  "their  largest  diameters.  Marble,  sometimes  white  and  some- 
^^es  colored,  is  used,  and  since  no  sand  is  employed  the  particles 
nwiy  be  of  fairly  uniform  size.  The  joints  between  the  particles 
beix^i^  of  neat  cement  are  hard  and  even  more  durable  than  the 

• 

pieocs  of  the  marble  themselves.  Large  pieces  of  marble,  from 
H-^ixi.  to  1-in.  in  diameter,  give  a  more  distinctive  floor  but  cost  more 
^l^^Ji  a  floor  of  the  smaller  stones,  from  ^-in.  to  3^in.  in  diameter, 
l^^^^suise  the  large  stones  require  much  more  grinding  to  get  down  to 
tte  large  diameters  of  the  particles.  There  is  more  tendency  to 
<^i&ck  than  in  a  good  granolithic  properly  bonded  to  the  base,  but 
1^   laid  with  the  best  workmanship,  this  cracking  is  reduced  to  a 

24  Terrazzo  is  largely  used,  especially  in  the  newer  office 
bixildingB  and  in  institutions,  for  corridors  and  halls.  It  also  is 
s&t^isfactory  for  lavatories,  although  more  expensive  than  grano- 
iit^lxic.  It  appears  from  our  investigation  that  for  both  of  these 
**s^«  concrete  with  a  ground  surface  can  be  substituted  at  less  cost 
*^<i  with  satisfactory  results. 

25  In  certain  cases  objection — ^which  applies  also  to  any  hard 

'^^^^^terial  like  granolithic  or  tile — is  raised  to  terrazzo  because  of  the 

'^^ifie,  and  even  corridors  are  covered  with  linoleum  or  similar  ma- 
terial. 

2Q    Marble  Mosaic.    Mosaic  consists  of  small  squares  of  marble 
^^    on  the  cement  bed,  something   like  terrazzo.    Surfaces  are 
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ground  enough  to  make  all  pieces  true  and  level.  The  pric 
mosaic  is  too  high  to  be  considered  for  large  areas  and  in  n 
cases  the  pieces  of  marble  pull  out  from  the  surface.  Mosa 
suitable  in  certain  cases  for  an  ornamental  border  which  is 
subject  to  wear. 

27  Magnesium    Composition.    When    laid    with    great 
composition  is  a  satisfactory  and  durable  material.     Floors  6 
years  old  have  been  examined  and  show  satisfactory  wear, 
work  must  be  done  by  a  responsible  firm  with  a  suitable  guart 
bond,  because  even  with  the  greatest  care  the  work  is  occasio: 
imperfect.    The  imperfections,  however,  are  apt  to  show  withii 
first  year  of  service.    Composition  is  more  resilient  than  granoli 
so  that  there  are  less  complaints  of  hardness.  .  It  is  nearly,  bui 
quite,  as  noisy.    Furniture  can  be  screwed  directly  to  the 
position. 

28  Composition  has  not  yet  been  used  to  a  great  extei 
colleges.  The  floors  of  Cooper  Union  in  New  York  City  are  mai 
them  covered  with  this  material  and  the  results  have  been  i 
factory.  It  is  suitable  for  certain  laboratories,  such  as  physical 
biological. 

29  Asphalt  Composition.  Asphalt  composition  is  suitable 
certain  places  where  no  heavy  tools  or  machines  are  liable  to 
into  the  soft  surface.  It  is  resilient  and  easy  to  walk  and  stand  t 
The  color  is  not  pleasing,  being  a  dead  black.  In  a  few  col 
it  has  been  used  satisfactorily  for  chemical  laboratories.  At  Har 
for  example,  asphalt  mastic  on  top  of  wood  has  been  in  satisfai 
use  for  many  years.  Johns  Hopkins  considered  this  materia 
their  new  chemical  laboratories  but  abandoned  it  because  o 
viscous  properties,  substituting  granolithic  6nish,  which  has  pr 
satisfactory. 

30  Tiles.  Tile  of  various  colors  is  an  excellent  materia 
corridors,  lavatories,  and  even  for  laboratories,  but  is  too  expe] 
to  use  except  where  required  for  architectural  treatment.  1 
are  various  types  and  qualities  of  tile,  ranging  from  quarry  ti 
cork  and  rubber  tile.    All  of  them,  however,  are  expensive. 

31  Wood  Block.  Wood  block  may  be  suitable  in  certain  < 
for  a  basement  floor  having  severe  usage.  In  the  Universit 
Cincinnati  wood  block  is  used  in  the  mechanical  and  electrical  te 
laboratories  and  appears  to  be  satisfactory. 


-c  i 
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^-"^  :  TESTS  AND  INVESTIGATIONS  OF  GRANOLITHIC  FLOORS 

32  The  material  used  most  largely  for  floor  surfaces  in  factory 
constraction  and  also  to  a  considerable  extent  in  other  structures  is 
what  is  termed  a  granolithic  surface.  This,  as  generally  understood, 
is  a  layer  of  mortar  or  concrete  from  yi-^n.  to  2-in.  thick,  usually 
about  1  in.  on  top  of  the  concrete  slab  and  bonded  to  it.  Although 
granolithic  or  concrete  floors  are  so  widely  employed,  neither  the 
materials  nor  the  methods  of  construction  are  standardized  and 
scarcely  two  contractors  or  engineers  adopt  the  same  methods. 
Moreover,  the  materials  available  in  a  given  locality  largely  affect 
the  choice. 

33    In  order  to  compare  the  materials,  that  is,  the  aggregates, 
available  for  new  Technology,  and  to  determine  the  best  propor- 
tions and  methods  of  laying  these  materials,  a  series  of  sample  sur- 
faces were  laid  at  the  factory  of  the  Simplex  Wire  &  Cable  Company, 
in  Cambridge.    Also,  comparative  tests  were  made  with  similar 
niaterials  in  other  locations.    A  few  preliminary  laboratory  tests 
^^re  carried  through,  and  certain  tests  to  determine  the  best  method 
of  l>onding  a  new  granolithic  surface  to  a  hardened  concrete  base. 
As  ct  result  of  these  experiments,  the  following  recommendations  are 
^i^£tcle  for  the  granolithic  finish  of  floors  for  which  this  material  is 
to  l>e  used.    The  conclusions  apply  also  to  structures  in  general. 

34  Materials.  The  various  aggregates  used  in  the  tests  include 
thr^e  kinds  of  sand  mixed  as  mortars  in  different  proportions,  and 
^ixxbinations  of  these  sands  with  samples  of  different  granites  and 
^'^IM.    One  or  two  sections  were  also  laid  with  a  patented  compound. 

35  Careful  examination  and  comparisons  of  the  various  sections 
^f  ^lab  with  reference  to  hardness  and  appearance  led  to  the  selection 
^^  f  lum  Island  sand,  which  should  be  specified  to  have  not  more 
^*^^ii  10  per  cent  of  its  grains  pass  a  sieve  having  50  meshes  to  the 
"'^^ar  inch,  and  not  more  than  2  per  cent  pass  a  sieve  having  100 
'^^^^hes  to  the  linear  inch;   and  crushed  granite  of  a  size  which  has 


g       the  J^-in.  screen  in  a  crusher  plant  and  been  caught  on  the 

^  x^in.  screen. 

36    As  a  result  of  this  selection,  a  slab  of  considerable  area  was 
^^^  •^  at  a  later  date  at  the  Simplex  factory  with  the  selected  materials 


proportions,  and  in  a  position  where  it  would  receive  rather  hard 
^ge.  The  Simplex  Company  have  rticently  advised  us  that 
^'^^^y  consider  this  slab  the  best  piece  of  granolithic  that  has 
^^^«n  laid  in  the  factory. 
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37  Proportions.  Different  proportions  of  the  materials  were 
employed  in  the  various  sample  sections,  each  of  which  was  about 
2  ft.  wide  by  3  ft.  long.  The  principal  proportions  tested  were  12 
with  sand  alone;  1:13^  with  sand  alone;  1:1:13^  with  sand  and  fine 
crushed  stone;  1:1:13^  with  the  same  materials,  and  1:^:13^.  Ab 
a  result  the  proportions  selected  as  best  are  one  part  cement  to  % 
parts  Plum  Island  sand  to  134  parts  crushed  granite. 

38  Method  of  Laying  Granolithic,  Instead  of  using  a  soft, 
flowing  mixture,  the  best  results  were  obtained  by  using  a  fairly 
stiff  mixture,  stiff  enough  to  be  rammed  in  place  by  a  square-faced 
rammer,  which  would  bring  the  mortar  readily  to  the  surface.  Ir 
this  way  the  surface  skin  is  thinner,  there  is  less  liability  to  dust,  an( 
the  body  of  the  concrete,  which  is  of  a  better  quality  than  with  « 
wetter  mix,  is  reached  with  comparatively  little  wear,  so  that  th 
dusting  does  not  continue. 

39  Treatment  of  Surfaces.  Dusting  is  temporarily  overcome  b 
paint,  but  this  is  always  unsatisfactory  because  it  wears  off  und€ 
ordinary  travel,  and  if  the  concrete  is  not  of  the  best  quality  it  the 
begins  to  dust.  With  the  adoption  of  the  specifications  in  tb 
Appendix  no  surface  material  should  be  needed. 

40  Grinding  Surfaces  of  Granolithic,  Objections  to  granolithi 
finish  are  dusting  of  the  surface,  the  dead  gray  color,  and  the  lif 
bility  of  local  defects.  Experiments  show  that  these  can  be  ovei 
come  by  grinding  the  surfaces  with  a  carborundum  machine.  Th: 
method  was  followed  on  a  section  of  slab  at  the  Simplex  Wire  < 
Cable  Company. 

41  The  general  plan  adopted  is  similar  to  that  used  with  terrau 
finish.  Instead,  however,  of  grinding  off  a  considerable  thicknei 
and  thus  entailing  a  large  expense  per  square  foot,  only  a  very  thi 
layer  is  taken  off  so  as  to  show  the  grains  of  sand  and  the  pieces  < 
coarser  aggregate. 

42  With  this  treatment,  the  surface  is  of  a  varied  texture,  an 
shows  the  various  colored  grains,  and  permits  of  different  effed 
by  using  aggregates  of  different  colors.  While  the  effect  is  not  8 
conspicuous  as  the  terrazzo,  the  surface  is  of  a  quieter  tone,  an 
should  be  satisfactory  for  ordinary  corridors  and  halls.  The  grindin 
renders  the  surface  more  glossy  and  denser,  so  that  it  is  possible  t 
use  this  treatment  with  good  results  in  a  lavatory  or  other  place 
where  frequent  washing  and  cleaning  is  required.  To  produce 
more  ornamental  effect,  borders  or  patterns  of  tile  may  be  placed  ii 
the  concrete. 
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43  Bond  of  Granolithic  to  Base  Concrete,  A  perfect  bond  be- 
tween the  granolithic  and  the  base  concrete  is  obtained  most  easily 
by  placing  the  granolithic  before  the  base  concrete  has  reached  its 

'I       set   Surfaces  thus  laid  are  liable  to  injury  from  the  workmen  who 

have  to  go  upon  them  before  they  have  hardened  thoroughly,  and 

i       occasionally  an  unexpected  shower  will  roughen  the  surface  in  such 

a  way  that  it  is  very  difficult  to  repair.     To  determine  the  best 

^:       method  of  bonding,  one  which  would  give  thorough  assurance  of 

T"!      perfect  adhesion,  tests  were  made  and  then  tried  out  in  the  field  on  a 

^1      large  concrete  building. 

44  Laboratory  tests  were  made  on  bonding  new  mortar  to  an  old 
*       concrete  surface,  using  various  methods  of  treatment  of  surface, 

nciuding  acid  treatment,  roughening,  and  no  surface  treatment 
whatever.    As  bonding  material,   neat  cement  was  used  in  dif- 
ferent conditions  of  plasticity,  also  certain  patented  compounds. 
•^  a  result  of  these  tests  and  experience   in  the  field,  a  roughened 
surface  of  the  old  concrete,  with  neat  cement  paste  brushed  in,  is 
'■^commended  as  an  effective  method  to  produce  a  positive  bond. 

45  Specifications  for  bonding  are  given  in  the  Appendix.  It 
^*s  shown  in  the  tests  that  with  a  proper  neat  cement  bond  on  a 
'^iighened  surface  the  break  under  tension  was  frequently  through 
the  concrete  rather  than  at  the  joint. 

46  Preparing  Concrete  Base  for  other  Surface  Materials,  If 
^>xie  other  material  than  granolithic  is  used  for  the  wearing  surface, 
the  base  concrete  must  be  left  in  a  condition  satisfactory  for  placing 
*"^  surface.  For  most  materials,  such  as  hardwood  finish,  com- 
petition, asphalt,  and  similar  treatments,  the  surface  of  the  base 
°^^^^  be  brought  more  nearly  level  than  where  granolithic  is  used. 
^*^is  can  be  accomplished  by  very  careful  screoding  of  the  surface, 
tro^ellingof  rough  places,  and  filling  holes  made  by  footprints  before 
^^^  concrete  has  hardened.  An  allowance  of  1  cent  per  sq.  ft.  is 
^^de  in  the  cost  estimates  for  this  extra  treatment. 

47  For  linoleum,  a  real   granolithic  is  not  required,  but  the 
*^^ace  must  be  level  and  true.     This  should  be  accomplished  by 
spreading  a  thin  layer  of  mortar  before  the  base  concrete  is  set,  but 
^Viis  need  not  be  of  the  very  best  (juality  of  granolithic  unless  with 
^he  object  of  using  portions  of  the  floor  without  linoleum.     This 
thickness  of  the  mortar  may  be  3^  in.  to  ^4  in.    This  should  be 
trowelled  at  the  proper  periods,  but  with  U?ss  care  than  for  a  grano- 
lithic that  is  to  be  used  as  wearing  surface.     Some  form  of  cove  base 
around  the  walls  is  advantageous  to  use  with  the  linoleum. 
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APPENDIX 

SPECIFICATIONB  FOR  LATINQ  GKANOLITIIIC  FINISH  ON  SET  CONCRETE 

48  Specifications  for  laying  granolithic  finish  on  set  concrete  are 
as  follows: 

a  Boughen  surface  of  base  concrete  at  the  age  of  about  24  hours,  ao 
as  to  remove  moat  of  surface  scum. 

b  If  Burfacee  have  not  been  thus  roughened,  pick  witti  a  bnshhammei 
to  remove  a  part  but  not  all  of  tbe  surface  Bkin. 

e  Spread  dilut«  muriatic  acid  about  one  part  acid  to  four  parts  water 
over  the  surface,  allow  to  stand  for  a  few  minutes,  then  loik 
thoroughlj  with  water,  and  wash  off  the  surface. 

d  Sweep  off  the  excess  water  on  the  surface  of  tbo  concrete  and  apread 
on  a  coating  about  %  in.  thick  of  nent  cement  paste,  and  broom 
it  well  into  the  concrete.    (Do  not  use  dry  cement  for  this.) 

e  Mis  the  granolithic  in  proportions  1  part  cement  to  %  parts  coane 
sand,  like  Plum  Island,  to  1^  part  crushed  granite  screened  throu^ 
a  %-in.  screen  and  caught  on  3/16-in.  dust  jacket 

/  Make  the  consistency  of  granolithic  rather  stiff  so  that  the  mortar 
will  juat  flush  to  the  surface. 

ff  Have  the  screeds  laid  parallel  and  level  so  that  the  granolithic  can 
be  spread  even  with  straight-edge.  Run  over  the  screeds.  Bse 
that  plenty  of  material  is  being  pushed  ahead  of  the  straigftt-odgo 
at  all  times  so  as  to  avoid  pockets  in  the  surface. 

h     Bam  granolithic  with  light  square-faced  tamper. 

t     Float  grunolithic  surfa^l^  an  ^ooii  !i»  it  begius  to  Htiffen. 

J  Trowel  granolithic  surface  hard  as  soon  as  the  proper  stage  hat 
been  reached.  (If  surfaco  is  to  be  ground  do  not  give  surface 
tills  final  trowelling.) 

fc  ("over  the  surfuci's  of  the  (rrHiiolitliii-  aljout  24  houra  after  laying, 
with  wi't  liurlap  or  Hiiuilsr  iii:iti>riul  ivliii-li  will  bold  water.  Wet 
material  each  day,  and  uftcucr  if  ucci-Mary.  Tor  a  pprioil  of  14  dajB. 

<iKNKRAL    EtKQUIKKMKNT 

49  Nc'vcr  lay  concrete  finish  in  cold  weather  unless  a  uniform 
temperature  can  be  maintained  by  artificial  heat,  as  the  coM  pre- 
vents the  surface  of  the  granolithic  from  hardening  satisfactorily. 
In  laying  floors  where  water  is  to  be  used,  care  should  be  exercised 
to  provide  the  required  slope  for  cleaning  and  drainage.     This  is 

oratories. 


aoee  are  aa  foUowB; 

No.  1,  but  omit  Un 
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h  Bob  the  granolithic  surface  hj  hand  with  carborundum  block  at  the 
age  of  about  24  hours  after  placing.  Rub  lightly  and  take  off 
only  the  top  scum  of  the  cement  and  remove  any  surface  irregu- 
larities. 

e  Grind  the  surfaces  with  a  floor  polishing  machine  at  the  age  of 
about  7  days  (time  varies  with  weather  and  temperature).  Use 
about  ()0-80  grit  with  water  and  do  not  use  any  sand  unless  it  is 
found  necessary.  This  grinding  should  take  off  the  top  film  of  the 
surface  and  cut  into  the  snnd  grains  enough  to  expose  them  and 
to  leave  the  surface  smooth  but  not  shiny. 

d    Bub  wet  cement  paste  into  any  pinholes. 

DISCUSSION 

Tn  presenting  the  pai)er  The  AiWhor  stated  that  good  grano- 
Wlbic  floors  were  being  built  which  would  stand  very  severe  trafl[ic 
atvA  dust  only  to  a  very  small  degree.    The  five  principal  require- 
tnents  are,  materials,  proportions,  bonding,  methods  of  laying,  and 
treatment  of  surface.     Use  coarse  material  with  the  cement,  avoid- 
ing fine  sand  or  stone  with  fine  particles  because  this  rises  to  the 
surface  in  trowelling.     Use  a  comparatively  dry  mix  that  will  re- 
quire a  slight  tamping.     There  are  certain  compounds  on  the  market 
that  will  prevent  dusting,  but  if  the  right  materials  and  workmanship 
are  employed,  so  little  dusting  will  occur  that  it  will  not  be  objec- 
tionable for  ordinary  uses. 

For  durability  it  is  best  to  lay  the  floor  surface  along  with  the 
baae  concrete.  This  is  often  imi)racticable  and  tests  have  proven 
that  a  good  bond  can  be  obtained  on  old  concrete  with  the  proper 
treatment.  Special  attention  is  called  to  the  specifications  given 
at  the  close  of  the  paper  and  to  the  not(^  with  reference  to  laying 
granolithic  in  cold  weather. 

Ross  F.  Tucker'  (written).  So  much  diflficulty  exists  in  securing 
a  good  wearing  surface  for  granolithic  that  hardwood  is  preferred  for 
*H  purposes,  particularly  where  operatives  have  to  be  on  their  feet. 

^'  C.  Wason'   (written).     In  regard  to  costs,  my  figures  for 

^'•noKthic  construction  would  in  each  case  be  2  cents  less  than 

too0e  quoted  by  the  author.     For  hardwood  floors,  there  is  a  dif- 

fermceotS^  cents  per  sq.  ft.  between  2  in.  face  by  IVs  in.  thick 

ancf  o>f  izL  face  by  H  in.  thick,  in  both  cases  the  material  costing 

^T^!^^^^^eer,  35  W.  32d  St.,  New  York. 

'®'"^*>,^  Aberthaw  Constr.  Co.,  8  Beacon  St.,  Boston,  Mass. 
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the  same  per  thousand.  Magnesium  composition  is  also  laid  at  & 
third  less  than  quoted. 

lameness  and  fatigue,  which  factory  operatives  thought  were 
onused  by  the  hardness  of  granolithic  floors,  are  due  to  the  fact  that 
such  floors  are  better  conductors  of  heat.  This  has  been  overcome 
wliort*  floors  are  cold  by  wearing  heavy  shoes. 

Naleood,  another  material  composed  of  asbestos,  portland  cement 
and  sand,  is  giving  better  results  than  screed  for  wood  floors. 

For  a  granoUthic  floor  no  particles  should  be  used  smaller  than 
tlw^*  passing  a  No.  30  sieve,  and  hard  rock  which  will  withstand 
Hbmsiou  should  be  used,  without  any  sand,  the  proportion  being  one 
to  two.  In  bonding  to  old  surfaces,  a  thin  top  i.e.,  ^  in.  or  1  in., 
is  mort*  likely  to  come  loose  than  a  thicker  one. 

(\nnmenting  on  paragraph  48,  a  multiple  pick  is  cheaper  and 
rtH|uires  a  less  experienced  workman  than  a  bush  hammer. 

Dilute  muriatic  acid  is  unsafe  unless  the  concrete  is  dense,  other- 
wise it  is  likely  to  soften  it. 

The  mixture  should  not  be  limited  to  granite,  as  traps  and  gravel 
givt*  good  results.  A  stiff  mortar  gives  best  results,  although  a  dif- 
fonmt  consistency  should  be  used,  depending  on  whether  the  ba« 
is  fully  set. 

G.  S.  Walker.  There  is  abnost  certain  to  be  trouble  with  grano- 
lithic it  the  base  is  allowed  to  set  and  an  attempt  afterward  made  tc 
lH>nd  the  siu^ace  to  it.  This  is  due  to  the  shrinkage  rate  being  dif- 
ft>rt>nt.     They  should  always  be  laid  together. 

Walter  S.  Timmis.  There  is  a  very  serious  defect  in  wood  floon 
in  tirt»proof  buildings,  that  of  springiness.  This  was  more  appareni 
in  the  earlier  buildings  where  floors  were  laid  directly  on  the  arches 
hut  even  in  recent  buildings  it  occurs,  owing  to  lack  of  care  in  bring 
iiig  the  cinder  fill  to  the  top  of  the  screed.  Dry  rotting  of  screec 
h1si>  often  takes  place,  especially  when  the  floor  is  laid  before  th< 
iH>inent  is  dry.  On  granolithic  floors,  the  diflSculty  in  getting  i 
smooth  surface  and  no  dusting  is  due  to  the  trowelling  not  beini 
done  at  the  psychological  moment. 

Ot.  P.  Hemstreet  (written).  I  desire  to  call  attention  to  anothei 
form  of  asphalt  floor  for  fireproof  buildings,  streets,  piers,  ware 
houses,  etc.,  used  for  many  years,  \'iz.,  asphalt  blocks  composed  o: 
hanl  crushed  stone  and  about  7  per  cent  asphaltic  cement  formec 
under  hydraulic  pressure  of  various  sizes  and  forms.     These  are  laic 
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in  caoent  mortar  with  joints  grouted.  The  surface  is  smooth,  re- 
dljent,  non-slipping,  dustless,  sanitary  and  not  easily  marred.  This 
material  can  be  taken  up  whenever  desired  and  readily  replaced. 
The  cost  is  11.50  to  %2.50  per  square  yard. 

1^  Adthob,  in  cio»i^,  recogniees  the  torce  of  Mr.  Wason's 
'^uirement  that  the  aggregates  should  be  practically,  free  from 
piuaa  finer  than  a  No.  30  sieve.  Unless  a  sand  consisting  of  vety 
coaise  gnuns,  like  Plum  Island  sand,  is  available,  he  agrees  that  it 
is  proper  to  use  an  aggregate  with  no  sand  but  with  particles  graded 
from  ^  inch  down  to,  say,  a  No.  30  sieve. 

Begarding  Mr.  Walker's  criticism  on  bondii^  new  granolithic 
nirfaces  to  old  concrete,  the  best  answer  is  that  it  has  been  done 
vit^h  good  results  by  the  methods  described. 


No.  1443 

REINFORCED-CONCRETE  FACTORY 

BUILDINGS 

By  F.  W.  Dean,  Boston,  Mass. 
Member  of  the  Society 

The  reinforced-concrete  type  of  factory  building  is  in  considerable 
favor  at  the  present  time  and  is  likely  to  be  increasingly  so.  It 
has  some  very  important  qualities,  the  chief  of  which  is  probably 
thskt  it  is  fireproof,  for  it  is  generally  agreed  that  it  gives  the  maxi- 
minn  resistance  to  fire.  Independent  of  considerations  of  merit,  it 
is  l>eing  pushed  by  many  specialists  in  its  construction  or  design, 
batJi  in  general  and  in  detail.  In  fact  it  is  difficult  to  keep  informed 
of  the  various  methods  of  reinforcing  both  beams  and  slabs. 

2  In  addition  to  its  resistance  to  fire,  there  are  other  merits  to 
ttiis  type  of  construction,  among  which  may  be  mentioned  the 
somewhat  greater  window  area  than  that  which  is  practicable  in  a 
res^iu:  mill  construction  building,  the  light  color  of  the  ceilings  with 
consequent  good  lighting,  (although  wood  ceilings  are  often  painted 
white),  and  its  adaptability  to  heavy  floor  loads  without  requiring 
i^^JTow  bays. 

3  There  are  two  general  types  of  concrete  floor  construction  in 

**se,  one  having  beams  and  the  other  smooth  ceilings,  the  latter 

^^g  usually  known  as  mushroom  construction  although  there  are 

other  designs.    The  beam  system   is  advisable   in  most  factory 

'^^Idings,  especially  if  there  are  to  be  lineshafts  with  pulleys  of  much 

size.     The  beams  enable  short  hangers  to  be  used  while  giving  room 

'^1"  the  pulleys  and  belts.     For  textile  mills  and  some  kinds  of  ma- 

chiixe  shops  the  beam  construction  is,  in  the  writer's  opinion,  to  be 

Pi^ferred,  while  in  storehouses  and  perhaps  in  machine  shops  with 

^'^^^ll  tools,  and  especially  if  motor  driven,  the  smooth  ceiling  is 

^"t.    Both  systems  permit  equally  good  lighting  as  the  light  enters 

P^^^Uel  to  the  beams.    The  strains  in  the  mushroom  system  of  rein- 

wcement  are  more  uncertain  than  in  the  beam  system  and  are 

Presented  at  the  Annual  Meeting,  December  1914,  of  The  American  So- 
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empirical.     In  practice,  however,  no  inconvenience  or  risk  cc 
from  this. 

4  When  the  beam  system  is  used  a  building  can  be  built  up 
whole,  being  wholly  encased  in  forms,  or  it  can  be  built  by  the  ] 
some  or  unit  system  in  which  columns  and  beams  are  cast  sepan 
and  erected  somewhat  as  wood  beams  are.  By  this  means 
claimed  that  a  concrete  building  can  be  built  more  cheaply 
rapidly  than  by  the  other  system.  It  seems  as  if  this  may  be  1 
as  no  doubt  less  lumber  is  used,  and  all  forms  are  built,  am 
pouring  done,  on  the  ground  where  both  can  be  done  most 
veniently. 

6  A  claim  for  the  reinforced  concrete  building  is  made 
machinery  can  be  run  faster  than  in  a  mill  construction  buil 
on  account  of  reduced  vibration.  This  seems  improbable  as  1 
is  no  evidence,  so  far  as  I  know,  that  vibration  is  increased  in  j 
tice,  by  an  increase  of  speed.  In  fact  it  might  be  reduced.  ' 
there  is  less  vibration  in  general  in  reinforced-concrete  buUdings 
in  the  other  type.  Is,  of  course,  true,  but  whether  it  permits  a  gn 
increase  of  speed  is  another  question.  Speed  limits  are  cause< 
other  things  than  the  rigidity  of  buildings,  such  as  the  limital 
of  the  machines  themselves,  personal  skill,  and  accompan 
processes. 

6  An  inconvenience  of  reinforced-concrete  buildings  is  the  1 
size  of  columns  required,  and  this  is  so  great  that  it  is  hardly  pr 
cable  in  some  cases  to  use  them,  and  in  many  cases  steel  coin 
have  been  used  covered  with  cement.  In  textile  mills  large  coin 
cannot  be  tolerated. 

7  Floors  are  always  a  source  of  trouble  if  of  concrete.     I 
floors  cannot  be  uniformly  dense  or  hard  and  they  therefore  ^ 
unevenly,   especially  if  trucking  is  done.     In  fact  trucking 
integrates  them  and  they  become  rough  and  full  of  cavities, 
eflfort  to  prevent  this  by  using  coarse  crushed  granite  in  rather 
cement  has  been  made,  but  this  cannot  be  made  uniform.     T 
are  also  special  materials  for  incorporation  into  concrete  which 
quite  efifective  in  preventing  wear,  but  which  are  so  expensive 
they  must  be  used  sparingly.     They  are  probably  becoming 
expensive,  as  their  manufacture  is  becoming  widespread. 

8  A  disadvantage  of  concrete  buildings  is  that  many  tl] 
in  connection  with  placing  machinery,  wires  and  pipes  rec 
working  out  in  advance.  Errors  are  in  this  way  introduced  and  1 
correction  is  slow  and  expensive.     Many  of  these  thingB  do 
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require  working  out  at  all  with  regular  mill  construction.    More- 
over some  have  to  be  worked  out  in  forms  for  concrete  construction, 
which  have  no  counterpart  in  regular  mill  construction,  such  as 
sockets  for  supporting  sprinkler  and  other  pipes,  inserts  for  wires, 
and  built-in  an^es  for  supporting  shafting  hangers,  or  inserts  which 
can  be  used  for  supporting  angles  for  this  purpose.    Similarly, 
'Qserts  must  be  built  in  for  bolts  for  securing  machinery,  or  the 
^ncrete  floor  must  be  drilled  for  expansion  bolts,  unless  wood  floors 
are  used  over  the  concrete.     All  add  to  the  cost  of  drafting  and  to 
^Jistruction  and  make  delay  in  both  cases.     In  case  machinery 
'Quires  moving,  the  work  is  again  troublesome. 

9  In  chocolate  factories  dust  rises  from  concrete  floors  which 
affects  the  flavor  of  the  goods  and  renders  a  wood  top  floor  necessary. 
T^i^in  is  indicative  of  a  dust  pervaded  atmosphere  and  may  affect 
operations  in  other  factories. 

10  It  n  often  asserted  that  operatives  do  not  like  to  stand  on 
<^ixcrete  floors,  because,  probably,  they  are  cold.  This  has  in  some 
<^s«e8  been  a  reason  for  using  a  wood  top  floor. 

11  Concerning  methods  of  putting  down  such  a  floor,  the  writer 
is  of  the  opinion  that  it  is  best  to  simply  lay  planks  2^  in.  to  3  in. 
thick  on  the  concrete,  and  nail  the  regular  top  floor  to  them.  The 
'^^ifiB  of  the  planks  is  suflicient  to  give  all  desired  stability,  and  the 
'^'^iling  of  the  top  floor  makes  one  mass  of  the  whole.  When  such 
^^^ore  are  washed  water  settles  in  the  cracks  and  will  cause  the  planks 
*^^  rot.  They  should  therefore  be  kyanized  or  otherwise  treated 
^^  prevent  rot.  For  certain  factories  in  which  food  products  are 
'^Hde,  kyanizing  is  better  than  some  of  the  other  treatments,  be- 
^^^^186  lumber  so  treated  is  odorless. 

12  Concrete  buildings  unless  finished  on  the  outside  in  some 

^^anner  to  obliterate  the  marks  of  the  forms  are  very  unsightly,  but  if 

^^perly  treated  are  very  handsome.    There  is  no  limit  to  the 

^^namentation  and  beauty  that  can  be  given  to  them.    There  are 

ti\^o  different  treatments  that  are  commonly  given  to  the  outside 

Surfaces  of  such  buildings:    one  is  tooling,  usually  with  a  pneumatic 

t4>ol;  and  the  other  is  washing  with  a  marble,  cement,  or  other  wash 

"Which  obliterates  to  some  extent  the  form  marks,  and  makes  the  color 

tnore  uniform.    Some  chiseling  may  be  necessary  before  this  is  done, 

and  stoning  down  with  sand  and  water  make  the  result  still  better. 

13  While  concrete  buildings  are  fireproof,  it  should  not  be 
supposed  that  they  do  not  need  sprinklers  and  other  fire  protection, 
as  the  contents  are  as  inflammable  as  in  any  building.    Some  people 
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of  construction,  the  result  of  his  comparisons  is  rather  pessimistic 
from  the  reinforced  concrete  point  of  view. 

In  favor  of  reinforced-concrete  for  factory  buildings,  three  points 
of  prime  importance  should  be  emphasized:  (a)  resistance  to  fire, 
(6)  percentage  of  window  area,  (c)  spacing  of  columns. 

We  wonder  that  his  reference  to  the  Salem  fire  did  not  include  the 
other  storehouse  at  the  Naumkeag  Mills,  the  one  of  reinforced  concrete, 
which  came  through  the  fire  with  its  wired  glass  windows  buckled 
and  melted  but  with  its  frame  uninjured  and  its  inflammable  contents 
unharmed.  It  stood  squarely  across  the  path  of  the  fire  and  its  walls 
were  literally  bathed  in  the  flames  from  a  building  only  4  or  5  ft 
from  it. 

The  author  fails  to  mention  one  important  factor  in  connection 
with  inside  conflagrations,  and  that  is  the  waterproofing  of  floors. 
In  regular  mill  construction,  with  wood  floors  laid  on  wood  or  steel 
framing,  it  is  necessary  so  to  construct  these  floors  that  the  opening 
of  a  sprinkler  will  not  deluge  all  stories  below ;  and  this  involves  not 
only  watertight  flooring,  but  watertight  connections  between  floor  and 
wall  and  floor  and  columns.    The  reinforced-concrete  floor,  without 
additional  precaution  or  expense,  is  in  itself  sufl&ciently  waterproof - 

No  practical  construction  of  a  four-story  factory  building  witb 
brick  bearing  walls  can  give  a  clear  window  opening  of  more  than  &S 
per  cent  of  the  gross  wall  area  between  sill  and  ceiling  in  each  story- 
Yet  85  per  cent  of  window  opening  is  not  an  uncommon  figure  in 
inforced-concTote  construction,  and  frequently  this-  percentage  is 
ceeded. 

The  author  mentions  briefly  the  adaptability  of  reinforced  con" 
crete  to  a  combination  of  heavy  floor  load  and  long  span  construction  - 
This  is  a  feature  which  deserves  to  be  amplified.  Eegular  mill  con- 
struction is  cheaper  than  reinforced-concrete  for  the  floor  loads  and 
the  column  spacing  besl  adapted  to  mill  construction;  at  the  sam^ 
time,  the  mill  construction  is  not  fireproof. 

If  we  materially  increase  the  floor  load  or  the  column  spacing* 
steel  framing  must  be  substituted  for  the  timber,  and  this  greatly  in- 
creases the  cost  and  at  the  same  time  the  fire  risk,  because  steel  fram- 
ing will  succumb  to  the  heat  from  a  hot  fire  of  short  duration  which 
would  only  char  the  timber  framing.     Increasing  the  load  or  the 
column  spacing  for  reinforced-concrete  floors  increases  the  coat  of  the 
construction,  but  the  ratio  for  tliis  is  less  than  the  corresponding  ratio 
for  mill  construction.     Furthermore,  the  concrete  construction  in- 
cludes its  own  flreproofing  at  no  additional  cost.    The  nearest  approach 
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of  mill  construction  to  the  floor  loads  and  column  spacing  best  adapted 
to  reinforced-concrete  construction  is  obtained  by  laying  "slow  burn- 
ing" wood  floors  on  flreproofed  steel  beams  and  girders  supported  on 
fireproofed  steel  or  cast-iron  columns ;  and  the  cost  of  this  combination 
will  exceed  the  cost  of  the  equivalent  reinforced-concrete  construction. 
As  to  the  two  types  of  reinforced-concrete  floor  in  most  general 
use,  each  has  advantages  making  it  especially  adaptable  to  certain 
conditions.    Among  these  may  be  mentioned  the  stiffness  and  rigidity 
j        of  the  building  with  beams  or  beams  and  girders  and  the  saving  in 
I       head  room  and  story  height  by  the  use  of  the  flat  or  paneled  ceiling. 
One  or  the  other  may  be  preferable  for  the  attachment  of  overhead 
machinery,  according  to  the  needs  of  each  particular  instance;  but 
^here  a  flat  ceiling  is  desirable  for  attaching  machinery,  it  is  obvious 
that  r^nlar  mill  construction  can  offer  nothing  comparable  to  rein- 
:       forced-concrete. 

In  mill  construction,  whether  it  be  framed  with  wood  or  steel 

^^evxiB,  attachment  of  machinery  to  the  beams  frequently  involves  a 

*«crifiee  in  the  strength  of  the  framing.    With  concrete  the  presence 

^f  the  absence  of  inserts  has  no  effect  upon  the  strength  of  the  floor. 

^itix  wood  or  steel  beams,  later  connections  for  machinery  must  often 

'^  D:iade  at  the  expense  of  the  strength  of  the  framing ;  and  with  steel 

I'^^His,  these  connections  involve  considerable  expense ;  while  with  re- 

'oforced-concrete  construction  if  such  a  provision  seems  to  be  war- 

'^^ted  an  initial  expenditure  of  about  2/3  of  one  cent  per  sq.  ft.  of 

**iling  area  for  a  liberal  placing  of  inserts  will  make  the  building 

P^J^ectly  elastic  for  the  entire  rearrangement  of  any  ordinary  kind  of 

^^'^rtead  machinery. 

The  author  mentions  only  two  types  of  floor  finish,  and  these  but 
"'''iefly,  concrete  surface  (granolithic)  and  wood  top  floor  on  plank, 
^^^rtainly  we  should  make  mention  of  such  common  finishes  as  plain 
^it)welled  cement,  wood  top  floor  on  screeds  in  cinder  concrete,  wood 
^Aock  on  end,  terrazzo,  linoleum,  and  tile;  each  of  these  has  its  ad- 
vantages peculiar  to  itself;  nor  is  the  floor  finish  in  a  building  of  re- 
inforced-concrete construction  limited  to  the  materials  here  named. 
In  connection  with  the  author^s  reference  to  the  necessity  of  wood 
top  floor  in  chocolate  factories,  the  writer  some  time  ago  visited  a 
factory  of  one  of  the  finest  brands  of  candy  in  New  England  and 
found  the  floors  nearly  all  with  granolithic  finish,  the  exception  being 
where  terrazzo  was  used. 

Ck>nerete  buildings  are  frequently  though  unnecessarily  unsightly, 
and  this  is  due  to  a  variety  of  causes  of  which  the  chief,  perhaps,  are 
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thoughtlessness  in  design  and  carelessness  in  building  forms.  Engi- 
neers and  others  are  in  the  habit  of  considering  a  completed  reinforced- 
concrete  building  as  a  "monolith'^  whether  its  members  are  cast  in 
place  or  precast  and  built  as  units.  They  overlook  the  fact  that  the 
"monolithic"  building  is  actually  cast  a  piece  at  a  time,  with  con- 
struction or  time- joints  between  the  separate  pourings.  The  wall  of 
a  reinforced-concrete  building  is  in  reality  a  masonry  wall  with 
gigantic  blocks  of  artificial  stone  laid  one  upon  another  and  dowelled 
or  otherwise  fastened  together.  If  the  importance  of  the  building  or 
its  location  does  not  warrant  any  special  care  in  the  construction  of 
forms  or  location  of  joints,  neither  does  it  warrant  any  dissatisfaction 
with  or  criticism  of  the  hideousness  which  frequently  results ;  that  is 
if  "a  dollar  saved  is  a  dollar  earned." 

Briefly,  where  a  firepoof  factory  building  is  to  be  built,  reinforced 
concrete  stands  preeminent  in  the  choice  of  materials ;  for  high  per- 
centage of  window  area,  it  has  no  rival  unless  we  consider  the  use  oi 
steel  wall  columns,  and  there  the  element  of  cost  comes  into  play.  For 
wide  column  spacings  the  cost  will  not  be  greatly  different  whether 
reinforced-concrete  or  exposed  steel  beams  are  used,  and  if  the  steel 
beams  and  the  columns  are  to  be  protected,  the  advantage  in  cost  will 
nearly  always  be  in  favor  of  the  reinforced  concrete.  A  reinforced- 
concrete  factory  building  in  nearly  every  case  can  be  built  in  less  time 
than  the  same  building  with  wood  or  steel  framing,  giving  an  ad- 
vantage which  may  more  than  offset  any  difference  in  total  cost  to 
build.  Anchorage  for  machinery  is  not  such  a  bugbear  if  laid  out  on 
broad  lines  rather  than  for  special  cases;  and  the  choice  of  flooi 
finish  is  a  problem  in  itself,  regardless  of  wliat  materials  are  used  ii 
the  frame  of  the  building.  We  are  heartily  in  agreement  with  th( 
author  when  he  says  that  there  is  no  limit  to  the  ornamentation  an( 
beauty  that  can  be  given  to  a  reinforced-concrete  building,  except  tha 
we  would  modify  the  statement  and  say  that  the  only  reasonable  limi 
is  the  amount  of  the  expenditure  which  is  justified  for  that  purpose 

J.  P.  H.  Pebry*  (written).  The  paper  is  interesting  to  me  chiefl; 
because  it  so  aptly  phrases  the  opinion  frequently  expressed  by  th 
mill  engineers  and  architects  of  New  England.  The  engineers  ani 
architects  controlling  textile  construction  have  until  the  last  year  o 
so  been  extremely  conservative  in  permitting  their  clients  to  adop 
reinforced-concrete  construction. 

To  those  who  are  thoroughly  familiar  with  reinforced-concrete 

^Mgr.  Contract  Dept.,  Turner  Ck>nBtr.  Co.,  New  York. 
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many  of  the  objections  raised  in  Mr.  Dean's  paper  seem  exaggerated. 
For  example^  the  speaker  knows  of  a  number  of  plants^  notably  print- 
ing houses  or  p^per  goods  concerns  and  machine  shops,  where  (the 
owners  are  on  record  in  writing)  they  have  been  able  to  get  a  greater 
efficiency  out  of  their  machinery  in  reinf orced-concfete  buildings  than 
they  e?er  could  in  the  best  mill  construction.       • 

This  greater  efficiency  is  due  to  two  things :  (a)  the  fact  that 
there  is  less  vibration  by  a  considerable  degree,  and  (b)  that  machinery 
or  shafting  once  set  up  or  lined  up  remains  permanently  true. 

In  the  Robert  Gair  Company  plant,  Brooklyn,  are  1,300,000  sq.  ft. 

of  concrete  floors,  most  of  it  used  for  manufacturing  paper  goods;  in 

one  building  alone  a  saving  of  $5000  annually  is  reported  by  the 

oncers  in  machinery  upkeep  and  maintenance  compared  with  a  similar 

^^uipment  in  a  first-class  mill  construction  building  in  their  old  plant. 

Objection  is  also  raised  to  the  large  size  of  concrete  columns.    In 

^J  experience  covering  the  construction  of  over  300  industrial  build- 

^gs,  largely  for  factory  purposes,  there  have  been  not  over  8  or  10 

jobs  where  steel  columns  have  had  to  be  used.    These  buildings  have 

fun  from  one  to  17  stories. 

The  expense  of  fireproofed  steel  columns,  if  regarded  as  a  capital 

^'^vesstment  and  interest  charges  thereon  equated  against  the  value 

^f  the  extra  floor  space  occupied  by  concrete  colunms,  has  usually  been 

found  to  be  unnecessarily  high,  and  it  is  only  where  clearances  are  of 

''^^-^cimum  importance  that  an  owner  will  pay  the  extra  cost  for  the 

ste^l  columns. 

1'oday  experienced  contractors  are  able  to  build  economical  octo- 

^pii^al  columns  of  the  Hoadley  type  which  approximate  a  circular 

^■^'^vxnni  and  thus  get  away  from  any  waste  space  occupied  by  a  square 

et>ncrete  column;  also  the  psychological  effect  on  the  owner  looking 

**^^'X*oss  a  loft  is  far  better.     The  objection  to  the  size  of  concrete  col- 

\^^nns  is  almost  wholly  one  of  appearance. 

To  claim  that  concrete  floors  (cannot  be  uniformly  dense  or  hard 
^^1(1  they  therefore  wear  unevenly,  is  in  the  speaker's  judgment  a  little 
severe  on  this  type  of  construction. 

In  the  Bush  Terminal  there  are  probably  6,000,000  sq.  ft.  of  grano- 
lithic floors.  These  buildings  are  built  for  rental  purposes  and  if 
concrete  floors  were  as  bad  as  the  paper  indicates,  the  renting  of  these 
lofts  would  be  a  difficult  problem ;  whereas,  the  reverse  is  the.  case. 

It  is  true  that  there  has  been  some  very  bad  concrete  floor  work 
done  and  that  severe  trucking  will  cut  this  kind  of  work  and  sometimes 
damage  even  a  good  floor. 
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The  various  floor-hardening  compounds  and  preparations  on  the 
market  help  to  improve  the  quality  of  concrete  floors,  but  in  manj 
ways,  imless  a  substance  such  as  wax  can  be  driven  into  concrete  floon 
by  some  process  of  impregnation,  these  treatments  do  very  little  U 
improve  the  quality  of  what  is  regarded  as  a  first-class  job. 

Mr.  Dean  raises* the  most  common  objection  or  prejudice  to  con 
Crete  industrial  buildings,  viz.,  the  making  of  changes  or  cutting  ol 
holes  or  openings.  Concerning  this,  it  is  only  necessary  to  state  that 
the  majority  of  progressive  industrial  institutions  today  are  using 
reinforced-concrete  buildings  for  manufacturing  purposes. 

At  a  very  slight  expense,  usually  not  exceeding  ^  of  1  per  cent 
of  the  cost  of  the  building,  it  is  possible  to  provide  sockets  or  to  leave 
openings  through  beams  and  girders  in  sufficient  quantity  to  give  an 
absolutely  elastic  means  of  attaching  any  equipment. 

Perhaps  the  most  efficient  method  of  handling  this  problem  on 
large  operations  is  that  used  in  the  Robert  Gair  Company  plant 
mentioned.  With  a  small  portable  pneumatic  drill  run  by  an  elec- 
trically-driven compressor  the  owners  are  able  to  tap  holes  in  any 
part  of  the  concrete  building  at  a  very  small  expense  and  they  report 
that  they  get  about  the  same  results,  as  far  as  time  and  costs  are 
concerned  in  attaching  equipment  in  this  manner,  as  they  used  to  get 
in  their  mill  construction  buildings. 

Mr.  Dean  cites  particularly  the  case  of  chocolate  factories  requiring 
wood  top  floors.  Chocolate  factories  used  by  three  nationally-knowi 
concerns  have  the  usual  granolithic  top  floor  throughout.  These  build 
ings  have  been  used  for  an  average  length  of  three  years  and  tlw 
owners  have  had  no  complaints.  It  is  the  speaker's  belief  that  thi 
majority  of  chocolate  factories  throughout  the  United  States  are  usinj 
reinforced-concrete  buildings  mostly  with  granolithic  floors  with  com 
])1ete  satisfaction. 

Mr.  Dean  seems  to  feci  that  it  is  essential  to  remove  board  mark 
in  order  to  get  a  reasonably  satisfactory  exterior  appearance  on  a  con 
Crete  building.  Such  has  not  been  found  to  be  the  case  in  New  Yor 
practice.  In  fact,  without  a  considerable  expense,  it  is  impossible  t 
remove  these  markings.  There  are  only  three  ways  to  do  it  as  far  a 
the  speaker  knows :  one  is  to  tool  the  concrete ;  the  second  is  to  stucc 
it ;  the  third  is  to  veneer  the  building  with  brick  or  tile.  The  appeal 
ance  of  a  concrete  building  very  largely  depends  on  the  proportioD 
of  the  structure  and  the  simplicity  of  the  ornamental  detail,  plus  som 
wash  or  paint  treatment  to  bring  the  structure  to  a  uniform  color.  I 
certain  amount  of  pointing  of  imperfections  in  the  concrete  is  generall; 
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neoessaiy.  Aside  from  this,  concrete  can  be  left  as  it  comes  from 
the  fonns,  and  if  the  critic  will  appreciate  the  fact  that  the  building 
is  of  concrete  and  will  try  to  consider  concrete  as  concrete  and  not  as 
bnek,  or  some  more  conventional  material,  his  opinion  will  be  more 
favorable. 

In  a  great  many  cases  it  is  foimd  desirable  to  use  brick  curtain 
walls  to  break  up  the  color  scheme  and  obtain  a  result  perhaps  a  little 
^  more  pleasing  than  some  people  will  grant  is  possible  with  an  all 
•  concrete  exterior.  Brick  curtain  walls  1 2  in.  thick  cost  about  the  same 
;  as  8  in.  concrete,  sometimes  a  fraction  more.  If  a  veneer  is  Tised  over 
;  columns  and  lintels  the  expense  nms  up  considerably,  depending  on 
the  character  of  the  brick,  i.e.,  whether  it  is  common  brick  or  face 
brick,  or  whether  an  ornamental  tile  is  used. 

The  writer  has  found  that  it  is  not  usually  satisfactory  to  attempt 
sand  blasting  concrete  surfaces,  nor  are  as  good  results  obtained  with 
a  pneumatic  tool  as  with  a  hand-operating  cold  chisel.  This  for  the 
f^aaon  that  the  hardness  of  the  concrete  is  not  uniform  and  that  sand 
Wasting  will  pick  out  soft  spots  or  eat  into  the  mortar  in  preference  to 
the  aggregate  and  thus  produce  an  uneven  surface. 

Mr.  Dean  apparently  overlooks  the  most  remarkable  lesson  taught 

"y  the  Salem  fire,  nz.,  the  four-story  concrete  storehouse  of  the 

*'auinkeag  Steam  Cotton  Company  which  was  in  the  center  of  a  whirl- 

P^l  of  flame  under  conflagration  temperature  for  nearly  three  hours 

^iid,  aside  from  damage  to  wire  glass  windows,  came  through  un- 

ficorched.     Not  a  sprinkler  head  went  oflf  in  this  building  and  the 

'^fl^mmable  contents  were  in  no  way  damaged. 

The  circular  brick  storehouse,  which  Mr.  Dean  refers  to,  was 
^^^^inally  a  gasometer  and  had  no  openings  in  the  walls.  The  roof 
^^^  cone-shaped  and  covered  with  a  recently-laid  asbestos  roofing, 
^^^re  was  an  ordinary  wood  and  plain  glass  skylight  at  the  peak  of 
^^^i^  roof.  This  was  undamaged  by  the  fire,  thus  showing  that  the 
6to-^]iQiig0  ^gg  probably  protected  by  one  of  the  recognized  phenomena 
^^  conflagrations,  viz.,  the  collection  of  cold  air  in  spots.  Certainly 
^^^  the  temperatures  been  severe  or  the  flames  been  in  active  play 
^"^^r  this  brick  storehouse,  the  wooden  skylight  would  have  gone. 

The  rest  of  the  Naumkeag  plant  consisted  of  what  was  recognized 

^y  the  Factory  Mutual  Fire  Insurance  Companies  as  one  of  their  best 

tiaks,  viz.,  a  supposedly  properly  protected  first-class  brick  and  heavy 

^Jt\ill  construction  group  of  buildings.     They  all  were  destroyed  and 

the  brick  walls  in  many  cases  collapsed. 

It  is  only  necessary  to  point  to  fires  in  mill  construction  buildings^ 
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where  sprinkler  lines  have  been  cut  in  two  by  the  early  blaze  and  the 
rest  of  the  plant  entirely  destroyed  as  a  result  thereof^  to  appreciate 
the  fallability  of  relying  on  timber,  regardless  bf  how  well  it  wm 
protected  theoretically,  to  stand  up  under  a  severe  fire.  Concrete 
buildings  can  be  gutted  of  contents  from  basement  to  roof  and  the 
building,  aside  from  windows,  is  ready  for  new  contents  as  soon  as  it 
is  cool. 

r 

Reference  is  made  to  what  has  been  called  elsewhere  the  "terrible 
permanence  of  concrete."  Had  the  writer  of  the  paper  acquainted 
himself  with  the  removal  of  the  Munsey  Building  in  Baltimore  or  with 
similar  jobs  elsewhere,  he  would  have  appreciated  that  the  problem 
of  removing  concrete  buildings  has  been  worked  out  in  an  exceedingly 
econonoical  and  efficient  manner. 

Mr.  Dean^s  reference  to  comparative  costs  of  ijaill  construction  and 
economically  designed  concrete  buildings  does  not.  agree  with  the 
speaker's  experience  on  this  point.  Many  competitions  in  the  Metro- 
politan Territory  with  naill  construction  have  shown  ah  average  in- 
crease if  concrete  is  used  of  from  8  to  15  per  cent,  depending  on  the 
floor  loads  required  and  on  the  size  of  the  job.  For  the  same  column 
spacing,  concrete  is  usually  about  as  cheap  as  mill  constipation. 

Regarding  German  practice,  most  of  the  concerns  with  (Jennan 
home  offices  with  which  the  writer  has  done  business  point  proudly 
to  the  fact  that  the  home  plants  are  built  of  reinf orced-concrete. 

As  to  the  old  question  of  adhesion  of  concrete  to  reinforcing  bare, 
it  has  been  demonstrated  to  the  satisfaction  of  most  engineers  who 
have  made  a  thorough  study  of  reinforced-concrete  design  and  con- 
struction that,  with  deformed  bars  ,at  least,  the  stresses  asstxxned  in 
design  will  be  distributed  and  obtained  in  actual  work.  The  bond  be- 
tween concrete  and  reinforcing  bars  is  essentially  a  mechanical  one, 
as  some  tests  in  a  middle  western  university  laboratory  brought  out. 
By  taking  a  commercial  smooth  bar  and  milling  same  to  a  shafting 
smoothness,  it  was  foimd  that  the  bond  between  the  concrete  and  the 
shafting  was  knaterially  reduced. 

The  writer  feels  that  the  author  has  been  unfair  to  the  recognized 
merits  of  properly  designed  and  executed  reinforced-concrete  construc- 
tion for  industrial  purposes.  In  viefw  of  the  tremendous  fire  loss  in 
this  country,  it  seems  unwarranted  to  recommend  non-fireproof  or 
slow-burning  construction,  wherever  the  owner  can  possibly  afford  a 
fireproof  proposition.  Protection  to  employes  alone  is  ordinarily 
wotth  the  extra  expenditure/  This  is  particularly  true  in  view  of  the 
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increaaed  difficulty  in  securing  high-class  heavy  timber  such  as  mill 
construction  requires.  The  recent  articles  in  the  Engineering  News 
on  dij  rot  should  make  every  advocate  of  mill  coustruction  consider 
carefull;  the  satisfactory  erection  of  this  type  of  building. 

W.  F.  Ballinger.  Begarding  comparative  costs^  some  buildings 
wo  liave  designed,  and  on  which  we  have  obtained  prices  both  ways^ 
have  shown  a  difEerence  as  low  as  six  cents  per  sq.  ft.  of  floor  surface 
between  an  entire  reinf orced-concrete  building  with  cement  floors  and 
one  of  slow  burning  construction,  i.e.,  brick  walls,  planking  and 
timber  with  maple  floors.  In  certain  circumstances  where  supply  of 
material  is  at  hand  and  where  railroad  sidings  exist  reinf  orced-con- 
crete is  less  expensive.  In  the  majority  of  cases,  insurance  and  upkeep 
considered,  reinforced-concrete  is  usually  more  economical. 

Beinforced-concrete  permits  a  smaller  number  of  posts  and 
l&rger  spans  which  is  a  great  advantage  irrespective  of  the  size  of  posts 
or  columns.  Posts  or  columns  are  usually  larger  in  reinforced-con- 
crete because  750  lb.  per  sq.  in.  in  compression  is  allowed  on  yellow 
puie  poets  and  most  building  laws  allow  only  500  lb.  per  sq.  in.  on 
^iiiforced-concrete  columns.    If  the  reinforced  column  is  built  of  a 

* 

^^^1  type,  a  higher  unit  stress  is  allowable,  so  that  the  post  need  not 
Necessarily  be  any  larger  than  the  yellow  pine.  Where  they  would 
^^hermse  be  too  large  for  high  buildings  the  size  can  be  reduced 
y  the  construction  of  steel  column  cores.  It  is  practicable  to 
^^ItX  a  span  as  long  as  60  ft.  This  has  been  done  at  an  actual  saving 
^^^  steel  fire-proofed,  and  in  one  case  was  even  cheaper  than  having 

^  Bteel  structure  unprotected. 

Tt  is  known  that  machinery  will  vibrate  less  in  a  reinf orced-con- 

^®^^  building,  and  this  has  actually  resulted  in  saving  of  electric 

^''^^nt  due  to  the  machinery  running  more  true. 

Ihe  Author  said  in  closing  that  one  object  in  writing  the  paper 
^  to  create  discussion,  and  that  he  was  appreciative  of  the  contribu- 
tes which  so  well  accomplished  this. 
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MEASURING  EFFICIENCY 

By  H.  L.  Gantt,  New  York  City 
Member  of  the  Society 

The  widespread  interest  in  the  subject  of  management  which  has 
^own  up  within  the  last  few  years,  has,  I  believe,  a  deeper  signifi- 
caxice  than  is  at  first  realized. 

2  The  readiness  with  which  employers  of  labor  have  been  willing 
^  seek  advice  from  almost  anybody  calling  himself  an  "eflSciency 
ci^gineer*^  is  hard  to  understand  on  any  theory  except  that  many 
ecnployers  realize  that  they  are  not  operating  their  plants  as  well 
^  they  should  be  operated;  and  the  fact  that  so  many  so-called 
"efficiency  engineers*'  with  but  little  experience  or  training  have  been 
^^\^  to  accomplish  results  apparently  well  worth  while,  seems  to 
"^«t.r  out  the  theory  that  the  art  of  management  as  practiced  by  many 
^^^^ployers  is  still  in  a  very  crude  state. 

3  To  be  sure,  many  "eflBciency  engineers"  have  become  dis- 
^^^^dited  and  gone  out  of  business,  but  others  have  entered  the  field, 
*^^^  apparently  the  number  in  active  practice  is  greater  today  than  ever 
^^ Jore.  It  would  be  impossible  for  such  a  large  body  of  men  to  find 
^^^ployment  unless  at  least  a  fair  number  of  them  were  doing  some 
^^^^od.  Certainly  the  continual  call  for  efficiency  has  made  many 
^^^ployers  study  their  problems  in  a  way  they  have  never  done  before. 

4  To  the  engineer  the  word  "efficiency"  has  a  definite  meaning, 
^hicK  may  be  expressed  approximately  as  the  ratio  of  the  useful 
■^^sult  produced  to  the  effort  utilized  in  producing  it.  To  the  public 
^^  general  it  means  simply  doing  things  better. 

5  It  is  very  imfortunate  that  the  term  "efficiency  engineer" 
^as  ever  invented,  for  every  engineer  is  engaged  in  the  work  of 
Promoting  efficiency,  and  it  seems  presumptuous  for  any  class  of  en- 
gineers to  arrogate  to  themselves  a  title  which  implies  that  they  are 
preeminently  promoters  of  efficiency.  A  more  correct  appellation 
wonld  be  ^'management"  or  "industrial"  engineers. 

Presented  at  the  Annual  Meeting,  December  1914,  of  The  American  So- 
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6  Waiving  the  subject  of  name^  however,  it  ig  certainly  a  fact 
that  the  agitation  of  the  subjects  of  management  and  efficiency  dur- 
ing the  past  few  years  has  caused  many  employers  to  study  their 
management  problems  very  much  more  closely  than  heretofore,  with 
the  result  that  there  has  undoubtedly  been  a  marked  improvement 
in  the  efficiency  with  which  industrial  operations  as  a  whole  are  being 
conducted. 

7  So  far  so  good.  But  in  spite  of  this  increase  in  efficiency, 
the  greatest  of  our  industrial  problems,  the  relation  between  the 
employer  and  the  employee,  seems  but  little  nearer  solution.  While 
there  has  been  a  distinct  improvement  in  isolated  cases,  these  cases 
are  few  compared  with  the  total  number,  many  of  which  show  no 
improvement  whatever. 

8  It  is  safe  to  say  then,  that  the  promotion  of  efficiency  is  not 
alone  sufficient  to  serve  the  needs  of  a  nation  that  aspires  to  be  a 
leader  in  industrialism.  Aa  a  matter  of  fact  one  of  the  most  effi- 
ciently run  plants  I  have  ever  seen  promises,  xmless  my  theories  are 
all  wrong,  to  widen  the  gap  between  employer  and  employee.  The 
solution  lies  deeper,  and  before  we  can  make  any  real  progress  to- 
ward it,  we  must  revise  some  of  our  fundamental  conceptions. 

9  With  the  growth  of  competition  within  the  last  20  years  the 
necessity  for  some  knowledge  of  costs  became  evident,  and  the  manu- 
facturer turned  to  the  accountant  for  a  system  of  finding  costs. 

10  The  present  system  of  railroad  accounting  had  been  de- 
veloped, and  certain  ratios  accepted  as  measures  of  efficiency  of 
operation;  notably  among  them  the  ratio  of  operating  expense  to 
total  income. 

11  Being  accustomed  to  having  the  managerial  efficiency  of 
railroads  expressed  by  a  simple  ratio,  the  financier  demanded  a 
similar  simple  measure  of  the  efficiency  for  an  industrial  plant. 
The  cost  accoimtant  promptly  gave  him  what  he  called  the  ratio  of 
"non-productive"  to  "productive"  labor,  which  he  said  should  be 
low  for  good  management.  By  "non-productive"  labor  he  meant 
salaries  of  all  kinds,  and  all  other  labor  that  could  not  be  charged 
directly  to  an  order,  including  miscellaneous  labor  such  as  watchmen, 
sweepers,  truckmen,  etc.  By  "productive"  labor  was  meant  simply 
that  labor  which  could  be  charged  directly  to  an  order. 

12  While  the  ratio  of  operating  expense  to  total  income  may 
be  a  fair  measure  of  efficiency  in  a  transportation  company,  the  ratio 
of  '*non-productive"  to  "productive"  labor  is  not  only  not  a  fair  meaa- 
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lire  of  the  eflBciency  of  operation  in  a  manufacturing  plant,  bnt  is  often 
exactly  the  Teverse. 

13  To  my  mind  the  widespread  use  of  this  ratio  as  a  measure  of 
effidenqr,  has  been  more  efEective  in  producing  inefficiency  than  any 
other  single  factor,  except  the  oft-repeated  statement  that  you  must 
have  low  wages  if  you  would  have  low  costs.  Until  these  two  fallacies 
are  absolutely  discredited,  we  cannot  expect  a  solution  of  our  most 
serious  problems. 

14    Of  these  two  fallacies,  the  second,  namely,  that  you  cannot 
have  high  wages  and  low  costs,  seems  to  be  yielding  gradually  to  the 
overwhelming  mass  of  evidence  against  it.     So  many  cases  are  now 
on  record  where  the  industrial  engineer  has  increased  output,  raised 
▼ages,  and  at  the  same  time  lowered  costs,  that  only  those  who  are 
too  conservative  to  investigate  are  still  holding  on  to  the  old  theory. 
Better  still,  many  employers  have  shown  the  courage  of  their  con- 
actions  by  adopting  a  scheme  of  management  for  the  increase  of 
output  and  the  reduction  of  costs,  which  they  are  perfectly  well 
aw&re  wiU  make  a  decided  increase  in  wages.    With  evidence  of  this 
^ixid  at  hand,  it  is  safe  to  say  that  this  fallacy  will  before  long  be 
®^tirely  discredited.    On  the  other  hand  it  must  be  fully  imderstood 
^&t  something  more  than  a  simple  increase  in  wages  is  necessary 
^     increase  output,  and  if  nothing  is  done  but  to  increase  wages 
^^   are  sure  to  get  higher  costs. 

16    The  other  fallacy,   that  the  ratio  of  "non-productive*^  to 
l^^x)ductive**  labor  is  a  gage  of  efficiency,  is  so  firmly  rooted,  how- 
^r,  that  it  is  hardly  to  be  expected  that  it  will  yield  in  the  near 
^^ture. 

16    In  considering  this  subject  I  wish  to  call  attention  first  to 

^e  terms  "productive*'  and  "non-productive**  labor,  which  seem  to 

^^e  to  be  misleading.     If  any  expense  is  "non-productive,**  namely, 

^t>es  not  contribute  to  the  end  for  which  the  factory  was  established, 

^t:   should   be   eliminated.     The   salaries   of   the   officers,   foremen, 

^^nitors,  truckmen,  and  laborers,  as  well  as  the  money  paid  for  taxes, 

^surance,  or  interest  are  necessary  to  the  operation  of  the  factory 

^nd  therefore  productive.    They  are,  however,  not  chargeable  usually 

to  any  specific  order,  but  must  be  distributed  over  all  the  work  done 

According  to  some  definite  rule.     I  prefer  to  call  all  such  expenses 

that  have  to  be  distributed  "indirect"  expenses,  and  those  that  are 

chargeable  to  specific  orders  "direct**  expenses.    The  ratio  which  we 

have  in  mind  is  thus  more  correctly  described  as  that  of  "indirect** 
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to  "direct* '  labor.  This,  however,  is  a  matter  of  names  and  does  nc 
affect  the  fact  that  to  base  any  conclusions  as  to  the  efSciency  wit 
which  a  factory  is  run  on  this  ratio  is  misleading,  and  to  attempt  t 
use  it  as  the  gage  in  operating  a  factory  may  be,  and  often  i 
productive  of  inefficiency  rather  than  efficiency. 

17  This  fact  can  best  be  made  clear  by  a  series  of  examples.  In 
factory  where  this  ratio  was  used  as  a  guide  the  following  incider 
occurred : 

18  A  foreman  had  ten  men  on  a  job,  which  he  said  could  b 
done  by  eight  if  he  could  have  a  boy  to  supply  them  with  work.  H 
said,  however,  that  if  he  made  the  change,  the  boy^s  wages  woul 
be  called  "non-productive"  labor  and  his  ratio  would  go  up,  with  tl 
result  that  he  would  be  criticized,  so  he  did  not  make  it. 

19  In  the  U.  S.  Navy  an  energetic  officer  studied  the  loadin 
of  ammunition  and  very  much  reduced  the  direct  labor  employee 
but,  being  unable  to  reduce  the  indirect  labor  in  the  same  propo: 
tion,  the  above  ratio  went  up.  He  came  in  for  very  severe  criticisD 
notwithstanding  the  fact  that  his  total  labor  had  been  decided) 
reduced. 

20  I  might  give  numerous  examples  of  this  kind,  including  or 
where  2  men  took  the  place  of  16,  and  a  daily  direct  wage  of  $8  too 
the  place  of  $48,  with  but  little  increase  of  the  corresponding  ii 
direct  expense.  The  result  of  this  and  other  changes  was  that  tl 
ratio  for  that  shop  became  over  double  its  former  value,  with 
marked  reduction  in  the  total  cost.  Needless  to  say,  that  the  rati 
theory  in  that  plant  is  not  regarded  with  the  same  reverence  that 
once  was.  In  plants  where  such  results  have  been  accomplishes 
those  who  have  been  accustomed  to  worshipping  this  ratio,  at  on< 
demand  another  idol  in  place  of  the  one  that  has  been  so  bad! 
discredited. 

21  Inasmuch,  however,  as  the  efficiency  of  the  operation  of 
factory  is  made  up  of  the  efficiency  of  a  great  many  independei 
operations,  and  is  really  indicated  only  by  the  cost  of  the  varioi 
articles  produced,  there  has  not  yet  been  found  any  easy  way  of  ii 
dicating  the  efficiency  without  first  getting  the  cost  of  the  individtt 
articles.  Hence  there  is  no  readily  available  idol  that  can  be  su) 
stituted  for  the  discredited  one.  Having  been  accustomed  to  an  idc 
however,  both  the  accountant  and  the  financier  demand  one,  and  a: 
loathe  to  give  up  the  idol  they  have  so  long  worshipped  no  matti 
how  badly  shattered  it  may  be.    When,  however,  a  reliable  cost  tj 
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tern  has  been  installed,  this  idol  becomes  so  badly  discredited  that 
even  its  most  devoted  high  priests  are  obliged  to  abandon  it. 

22  In  speaking  of  the  cost  systems^  we  must  discriminate  be- 
tween cost  systems  and  expense  systems.  Before  we  can  get  correct 
oosts  we  must  have  a  correct  knowledge  in  detail  of  all  the  expenses 
of  a  plant,  and  some  idea  of  how  to  combine  these  to  get  costs. 

23  In  discussing  this  subject^  I  wish  to  avoid  the  controversy 
^  to  the  proper  method  of  distribution  of  indirect  labor  and  indirect 
expense  and  to  confine  myself  to  the  problem  of  how  to  get  a  true 
^owledge  of  the  various  items  of  labor  and  expense,  both  direct  and 
indirect    This  subject  seems  to  have  been  given  but  scant  considera- 
tion by  the  average  accountant,  who  has  usually  assumed  this  to  he 
^^sy  and  devoted  his  energies  to  working  out  elaborate  theories  as 
to    ^hat  should  be  done  with  the  various  items  of  expense.     Inas- 
^iich  as  I  find  that  the  information  which  the  office  gets  of  what 
t^e  shop  has  done  is,  as  a  rule,  not  very  reliable,  I  feel  that  it  is  far 
^oxe  important  to  get  this   information   correct   than   to  get   up 
^^^.borate  schemes  for  using  it. 

24i    Everybody  is  agreed  that  all  expense  of  material  or  labor 

^^^•t  can  be  readily  charged  to  an  order  should  be  so  charged,  but 

^Ix^ther  the  indirect  labor  and  expense  should  be  charged  in  propor- 

to  direct  labor  or  machine  hours,  and  how  other  items  of  rent, 

68,  insurance,  etc.,  should  be  distributed,  are  questions  which  it 

f^'^ms  to  me  should  be  largely  determined  in  eacli  case  on  its  merits. 

lave  never  yet  seen  any  general  scheme  that  seemed  to  suit  all 


25  We  shall  therefore  confine  ourselves  to  the  consideration  of 
liat  the  essential  elements  of  a  reliable  cost  system  are,  and  how 

^^    get  an  exact  knowledge  of  them.    These  elements  are  a  knowledge 
*^ch  day  of 

(a)  what  was  done  the  day  before 

(b)  who  did  it,  and 

(c)  what  was  paid  for  it 

i;  is  necessary  to  check  these  items  daily,  for  it  is  impossible  to  check 
^^em  accurately  after  the  lapse  of  any  appreciable  time. 

26  It  is  comparatively  easy  to  get  a  set  of  returns  purporting 
'to  give  the  above  information,  but  the  real  difficulty  comes  in  know- 
ing whether  these  returns  are  correct  or  not.     The  only  sure  way 
tDf  knowing  whether  these  returns  are  correct  or  not  is  to  know  be- 
forehand 
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(a)  what  should  be  done  the  next  day 

(b)  who  should  do  it,  and 

(c)  what  should  be  paid  for  it 

27  When  we  have  arrived  at  a  condition  under  which  we  car 
plan  our  work  in  advance  on  these  lines,  we  have  the  basis  of  a  rea 
system  of  management,  in  which  we  can  promptly  check  what  hai 
been  done  with  what  should  have  been  done,  and  know  with  certaint] 
each  day  how  we  stand. 

28  It  is  not  my  intention  to  go  into  details  as  to  how  this  cai 
be  done,  as  the  subject  is  too  big  for  a  paper  of  this  character.  How 
ever,  as  the  criticism  will  be  at  once  raised  that  the  clerical  worl 
needed  would  be  so  great  as  to  make  it  out  of  the  question,  in  repl; 
I  may  say  that  even  in  the  most  poorly  run  business,  some  attempt 
either  consciously  or  imconsciously,  is  made  to  control  work  on  the» 
lines.  Moreover,  we  generally  find  that  the  more  nearly  the  abovi 
ideal  is  approached,  the  more  successful  the  plant  is,  and  all  wil 
admit  the  desirability  of  such  a  system  if  it  can  be  established  with 
out  excessive  clerical  work. 

29  When  it  is  realized  that  the  installation  of  such  a  systen 
seldom  results  in  an  increase  of  output  of  less  than  25  per  cent,  an( 
often  as  much  as  100  per  cent,  it  is  easy  to  see  that  the  additiona 
clerical  work  cuts  but  little  figure.  As  a  matter  of  fact  the  clerica 
work  needed  to  operate  the  best  systems  of  this  type  is  decidedly  les 
than  that  needed  to  operate  any  of  the  standard  cost  systems  put  ti 
by  chartered  accountants. 

30  It  must  be  borne  in  mind,  however,  that  during  the  proces 
of  installing  the  new  system  and  training  the  employees  to  operat 
under  it,  the  old  system  must  be  continued;  and  not  until  ead 
function  performed  by  the  old  has  been  taken  over  by  the  new  cai 
we  drop  the  old  entirely. 

31  During  the  process  of  installation,  therefore,  we  must  h 
a  large  extent  operate  two  systems.  This  necessarily  nms  up  th 
ratio  of  "non-productive^'  to  "productive"  expenses,  and  the  ac 
coxmtant  lifts  up  his  hands  in  horror  at  the  expense  the  new  sys 
tem  is  running  them  into.  If  at  the  same  time  the  new  system  i 
successful  in  reducing  the  "productive"  labor,  the  ratio  is  still  highe 
and  the  "showing"  is  still  worse,  even  though  the  total  cost  is  lesE 
I  therefore  repeat  that  the  first  step  to  be  taken  before  introducinj 
a  modem  system  of  management  is  to  eliminate  the  ratio  of  ^'non 
productive"  to  "productive"  labor  as  a  measure  of  efficiency. 
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32  The  elimination  of  this  ratio  as  a  measure^  and  the  establish- 
ment of  the  fact  that  total  cost  is  the  only  reliable  guide,  will  do 
much  to  pave  the  way  for  an  improved  system  of  management. 
How  is  this  to  be  accomplished? 

33  The  first  step  is  to  revise  our  ideas  as  to  the  fimctions  of  a 
cost  system.  In  the  past  the  principal  function  of  a  cost  system, 
besides  indicating  a  limiting  selling  price,  has  been  to  enable  those 
in  financial  control  to  criticize  those  operating  the  factory*  These 
criticisms  are  usually  from  one  to  three  months  late,  and  are  so 
general  in  their  character  as  to  afford,  as  a  rule,  no  guide  whatever 
by  which  the  superintendent  can  be  governed.  Such  a  system  is  too 
often  most  highly  prized  for  its  worst  defect,  namely,  that  it  enables 
those  in  financial  authority  to  criticize  without  taking  any  responsi- 
bility whatever  for  showing  how  to  do  better. 

34  If,  instead  of  making  the  fimction  just  described  the  prime 
oue,  we  raise  to  equality  with  it,  a  fimction  which  requires  the  sys- 
^Di  to  furnish  promptly,  day  by  day  if  necessary,  exact  information 
of  what  has  been  done  and  what  the  expenditure  has  been,  we  shall 
find  that  its  most  valuable  function  becomes,  not  finding  costs,  but 
^'^^lUshing  the  superintendent  with  information  which  helps  him  to 
reduce  costs. 

35  In  other  words,  before  we  can  expect  to  get  any  great  benefits 
^Txx  the  newer  managerial  ideas,  we  must  readjust  our  ideas  of  the 
^'^ctions  of  the  cost  accoimtant,  who  must  become  the  servant  of 
^^«  operating  executive  as  well  as  of  the  financial  executive. 

•36  As  long  as  the  cost  accountant  is  simply  a  critic,  he  may  be 
^Hed  ''non-productive,"  but  when  he  furnished  the  superintendent 
^*^'th  prompt  information  which  enables  him  to  reduce  costs  he  be- 
^*^^es  ''productive."  Prompt  detail  information  of  what  is  being 
^^^le  each  day,  furnished  in  such  manner  as  to  be  readily  compared 
^^tb  what  has  been  done,  and  what  can  be  done,  is  the  best  method  of 
^^easuring  efficiency. 

DISCUSSION 

Habby  E.  Hasris  (written).  That  which  interests  those  who  are 
^nancially  responsible  for  an  undertaking  is  the  actual  monetary 
^tum  for  the  amount  invested.  Tliis  cannot  be  measured  by  any 
arbitrary  rule  of  accounting  or  by  a  comparison  of  the  earnings  of 
the  wage  worker,  nor  can  it  be  judged  by  the  individual  costs  of 
separate  operations  without  a  due  consideration  of  all  overhead  or 
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non-productive  factors  entering  into  such  cost,  as  it  is  possible  to  8h( 
by  cost  records  a  very  high  increase  of  efficiency  and  still  open 
under  an  increasing  loss. 

Efficiency,  taken  in  tlic  sense  of  manufacturing  at  a  low  dir 
labor  cost,  is  not  always  synonymous  with  economy  and  therefore  is  i 
always  expedient. 

In  almost  every,  if  not  all,  manufacturing  establishments  there  i 
many  opportunities  for  reaping  a  much  greater  return  by  inve 
ment  made  in  improvement. 

However,  what  the  manufacturer  needs  is  not  a  radical  overthr 
of  existing  conditions  under  the  ineffectual  supervision  of  an  inco 
petent  or  the  fanatical  enthusiasm  of  an  extremist,  but  a  careful 
lection  of  such  conditions  as  may  be  changed  to  bring  in  a  bet 
return,  and  the  avoidance  of  change  in  those  conditions,  whi 
may  be  technically  inefficient,  but  whose  alteration  would  net  no  pro: 

Systems,  methods,  cost  records,  rate  plans,  etc.,  have  no  val 
except  where  they  result  in  increased  profit  or  quality. 

Therefore,  in  the  writer^s  opinion,  as  day-to-day  costs  cannot  is 
in  all  variables  of  increased  equipment,  non-productive  labor,  etc., 
better  method  of  measuring  the  value  of  efficiency  is  periodically 
take  the  total  productive  costs,  i.e.,  the  direct,  and  indirect  lab 
plus  salary  expense,  material,  a  portion  of  the  cost  of  new  equipme: 
etc.,  together  with  the  total  sales  value  of  the  articles  produced  duri 
the  same  period,  and  compare  their  ratio  with  similar  ratios  taken 
previous  periods. 

The  engineer  in  charge  of  such  work  in  his  planning  for  increas 
efficiency,  through  new  methods  or  eijuipment,  should  always  earefu 
estimate  and  balance  the  cost  of  inaugurating  the  change  against  t 
saving  to  be  effected  and  except  where  the  methods  in  general  f 
already  in  a  pretty  efficient  state,  should  ])ass  to  some  more  profital 
item,  unless  his  projec'tcd  improvements  will  be  paid  for  by  the  savi 
in  one  vear  or  less. 

« 

Admitting  that  day-to-day  cost  returns  are  valuable  for  referei 
to  the  managing  engineer,  does  not  their  cost  increase  with  tb 
accuracy ;  and  if  the  desired  results  from  careful  planning  are  ensui 
by  the  setting  of  proper  piece  rates  and  regulations  for  their  enfor 
ment,  cannot  the  energies  of  the  engineer  be  left  free,  for  furtl 
constructive  work,  instead  of  analyzing  yesterday^s  returns  and  oil 
past  history?  It  may  thus  become  possible  to  reduce  the  cost  < 
partment,  and  employ  its  time  more  advantageously  in  the  special  i 
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vestigation  of  such  matters  as  the  engineer  may  direct  to  assist  him 
ill  working  out  future  economies  rather  than  to  compile  routine  data 
to  fill  a  filing  cabinet. 

Fred  J.  Miller  (written).  The  percentage  of  operating  expense 
is  of  itself  of  no  importance  whatever ;  a  low  percentage  of  operating 
expense  may  mean  a  high  total  cost  of  product,  or  a  high  percentage 
of  operating  expense  may  mean  a  low  total  cost  of  product.  Under 
good  management  conditions  it  is  safe  to  say  that  almost  any  increase 
of  operating  expense  results  in  decreased  total  cost. 

For  example,  in  a  department  of  a  factory  in  which  the  work  is 

mostly  done  by  hand  with  elementary  low-cost  fixtures  or  tools,  labor 

costs  will  be  high  and  operating  expense  or  overhead  charges  low. 

Suppose  that  automatic  machines  are  devised  for  doing  this  work 

and  that  almost  no  human  agency  is  required  for  their  operation. 

Under  such  conditions  the  percentage  of  operating  expense  might  rise 

from  say  20  to  over  1000  per  cent  if  based  upon  labor  cost,  yet  under 

the  second  condition  total  cost  would  presumably  be  lower. 

"The  only  explanation  for  the  persistence  of  the  superstitious  atti- 
tude maintained  by  many  toward  operating  expense  is  that  cost 
systems  were  at  first,  and  are  still,  largely  devised  by  accountants  who 
know  nothing,  or  next  to  nothing,  of  manufacturing  operations  and 
^'ho  simply  imagine  that  if  the  percentage  of  so-called  non-productive 
Iali<>|.^  or  of  the  operating  expense,  is  high,  it  is  something  that  ought 
^^  t»e  immediately  looked  after;  whereas,  those  who  know  something 
*^"^3Vat  manufacturing  are  aware  that  it  is  the  direct  labor  cost  that 
I'^^'^cls  looking  after  more  than  any  other  and  that  the  only  really 
''^^F^rtant  figures  regarding  costs  are  those  which  show  the  total  per 
^'^it  of  product. 

Where  the  proprietor  of  a  factory  commenced  life  as  an  accountant, 

usually  finds  it  difficult  to  overcome  his  earlier  ideas  on  these 

'^^tters,  no  matter  how  well  he  may  become  acquainted  subsequently 

^th  manufacturing  operations  and  with  the  real  significance  of  figures 

^^x^ining  to  them. 

It  cannot  be  too  often  insisted  upon  that  the  term  non-productive 
^bor  is  a  misnomer,  and  that  there  is  no  such  thing  in  a  well-organized 
^Ud  well-managed  industrial  establishment.  The  work  of  clerks, 
^^ftsmen,  pattern  makers,  tool  makers,  and  others  whose  immediate 
I^t'oduct  is  not  sold  in  the  market  is  usually  productive  labor  in  the 
^^ighest  sense. 

Engineers  ought  so  far  as  possible  to  refrain  from  using  the  term 


be 
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non-productive  labor  and  to  use  their  influence  against  its  use  by 
others. 

H.  K.  Hathaway  (written).  Increased  efl5ciency  is  apparent  only 
in  isolated  cases.  Even  in  such  cases  the  benefits  to  society  are  greatly 
offset  by  periods  of  business  depression,  which  while  not  reducing  the 
efficiency  of  those  workmen  who  retain  their  jobs,  do  very  decidedly 
reduce  the  efficiency  of  the  industrial  organization  as  a  whole.  The 
promotion  of  efficiency  is  not  alone  sufficient  to  solve  our  industrial 
problems.    A  way  must  be  found  to  provide  continuity  of  employment. 

There  is  one  point  which  should  be  covered  in  greater  detail,  i.e., 
that,  under  scientific  management,  the  ratio  between  direct  and  in- 
direct labor  is  increased  not  only  as  a  result  of  lowering  the  amount  of 
direct  labor  through  the  elimination  of  waste  effort,  but  by  transf  ering 
to  others  many  of  the  things  which  the  workman  formerly  did  himself, 
as,  for  example,  the  grinding  of  tools,  fixing  belts,  planning  the  work, 
etc.  This  work  is  just  as  productive  as  if  done  by  each  machinist 
himself,  although  it  is  difficult  to  charge  it  directly  to  the  various 
jobs  to  which  it  applies.  Those  who  attach  such  great  importance 
to  the  ratio  of  indirect  to  direct  expense  should  consider  that  the  more 
inefficiently  those  whom  they  class  as  producers  do  their  work,  the 
lower  will  be  their  ratio.  The  only  satisfactory  means  for  measuring 
efficiency  is  a  comparison  of  work  done  with  a  task  set,  based  on  stand- 
ardization conditions  and  accurate  time  study.  Such  comparison 
should  be  made  as  soon  as  each  task  is  completed  so  that  any  conditions 
that  lower  efficiency  may  be  corrected  without  delay. 

The  author  points  out  that  it  has  always  been  the  prerogative  of 
those  in  financial  control  to  criticize  those  operating  the  factory  with- 
out assuming  any  responsibility  for  showing  how  to  improve  condi- 
tions. This  is  not  entirely  undesirable  as  in  an  indirect  way  it  stimu- 
lates the  factory  management  to  improve  conditions.  However, 
ignorance  of  the  problems  of  production  often  results  in  injustice. 

H.  H.  SuPLEE.  Efficiency  is  frequently  determined  from  the 
wrong  end,  that  is,  after  operations  have  been  conducted,  instead  of 
with  some  reasonable  degree  of  truth  beforehand.  There  is  a  method 
employed  by  a  manufacturer  of  clothing  in  New  York  which  may  have 
some  bearing  on  the  subject.  He  made  what  he  called  ''pants,"  and 
his  method  of  reasoning  was  as  follows:  "I  can  sell  these  for  $2.50 
a  pair.  If  I  cannot  sell  them  for  that,  I  cannot  sell  them  at  all.  I 
must  make  50  cents  profit  on  each  garment,  or  I  do  not  want  to  make 
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them  at  all/'  He  took  out  his  profit  first.  That  left  9^  a  pair  for 
manufacture.  Then  he  figured  how  many  pairs  an  operator  could 
make  in  a  day,  and  how  much  wages  he  would  have  to  pay  the  operator 
at  the  union  rate.  He  figured  his  overhead  charges^  rent^  clerk  hire, 
etc.,  and  after  deducting  all  his  expenses  of  this  character,  determined 
how  much  he  had  left  to  buy  the  materials,  and  the  quality  of  the 
materials  he  purchased  was  covered  by  the  amount  at  his  disposal. 
That  was  his  cost  system.  It  was  crude,  but  if  the  principle  was  fol- 
lowed by  many  who  go  into  various  businesses  it  would  produce  good 
results. 

W.  A.  PoLAKOv  (written).  The  quintessence  of  the  shortest  paper 
presented  at  this  session,  but  on  the  biggest  question,  is  the  statement 
that  the  most  valuable  function  of  the  management  is  not  finding 
costs,  but  furnishing  the  superintendent  with  information  which  helps 
him  to  reduce  costs.  Information  furnished  by  accountants  is  like 
that  which  tells  us  why  a  patient  has  died.  What  is  needed  is  a 
diagnosis  from  which  the  management  can  learn  before  everything  is 
over,  what,  when  and  how  the  work  shall  be  done,  and  therefore  how 
much  it  will  cost. 

It  was  my  good  fortime  to  work  for  and  with  the  author,  and 
applying  his  principles  to  my  own  business  of  managing  central  sta- 
tions, I  have  invariably  found  that  an  unprecedented  increase  of 
e£Sciency  and  reduction  of  costs  is  possible,  if  the  operating  force  is 
supplemented  by  a  body  of  "non-producers"  constituting  a  planning 
department,  whose  ofiice  is  to  teach  the  producers  what,  when  and 
how  to  do. 

P.  A.  Waldron  (written).  The  stand  Mr.  Gantt  has  taken  on 
the  expression,  "ratio  of  non-productive  to  productive  labor"  and  its 
interpretation  as  a  measure  of  efficiency,  is  particularly  gratifying 
as  it  is  an  admission  that  the  interpretation  rather  than  the  ex- 
pression is  due  to  the  lack  of  training  of  the  men  higher  up.  This 
has  been  my  own  experience  in  the  last  seven  years  during  which  I 
have  been  brought  into  close  contact  with  the  entire  corporate  organ- 
ization of  a  number  of  diflFerent  companies,  from  simple  shop  opera- 
tions to  the  closing  of  books  for  annual  statements. 

At  the  time  this  phrase  was  coined,  it  meant  something,  as  very 
few  plants  in  that  age  and  time  were  worked  regularly  up  to  their 
capacity.    We  were  fortunate  if  enough  business  could  be  obtained  « 
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to  keep  half  the  number  of  employees  that  the  plant  was  capable  of 
accommodating  employed  on  full  time  the  year  around. 

Then,  corporate  charges,  plant  charges,  depreciation,  salaries,  etc. 
were  not  as  large  as  they  now  are  and  the  amount  of  n6n-productiv( 
labor  represented  much  more  than  it  does  at  the  present  time.  Nc 
only  this,  competition  was  not  as  keen  in  many  lines  of  labor 
While  the  rate  per  unit  might  be  a  little  more  than  at  the  presen 
time,  the  reduction  in  special  work  and  the  conditions  that  there  wer< 
not  so  many  complicated  tools  or  draftsmen  required,  also  tha 
the  work  instead  of  being  functional! zed  as  it  is  at  the  present  da; 
was  centered  in  and  around  one  or  two  men  who  could  turn  to  am 
make  sketches  and  get  ideas  that  were  carried  out  by  the  80-calle< 
producer  and  non-producer  prevailed.  Then  again,  when  the  BtatiJstic 
were  placed  before  the  man  at  the  top,  he  knew  how  to  interpret  an 
use  this  ratio  of  productive  to  non-productive  labor  in  a  way  whic 
resulted  in  real  benefit.  Now  it  means  less  and  cannot  be  used  eve 
as  a  comparison  as  no  two  plants  have  the  same  classifications. 

Twenty-five  years  ago  the  physician  cured  diseases  but  their  cans 
was  to  a  certain  extent  unknown  and  ignored.  The  discovery  of  thee 
causes  by  the  surgeon  and  bacteriologist  and  the  application  of  th 
knife  or  antitoxin  have  done  more  to  conserve  life  and  health  than  an 
other  discovery  of  modem  science. 

All  treatises,  including  the  masterpiece  on  Scientific  Manage 
ment  by  Dr.  Taylor,  suggest  the  means  of  curing  by  certain  remedies 
None,  however,  have  gone  into  the  cause  of  the  conditions  whic 
demand  such  drastic  treatment.  With  this  in  view,  I  have  at 
tempted  to  analyze  what,  in  my  judgment,  is  the  cause  of  the  pref 
ent  condition,  covering  the  observation  and  experience  of  37  years 
They  are  as  follows: 

1.  Individual  selfishness  and  self-preservation. 

2.  Uncontrolled  enthusiasm. 

3.  Poor  judgment. 

4.  Careful  consideration  of  the  question  of  fact  is  ignored. 

If  the  individual  can  be  schooled  and  trained  in  the  obtaining 
by  analysis  and  elimination,  of  the  cold  commercial  facts  and  appl; 
his  judgment  in  the  segregation  of  those  facts  with  a  controlled  an< 
well-directed  enthusiasm  and  tlie  application  of  a  broad  gage  judg 
ment  and  practical  plan  of  self -preservation,  his  success  is  assured 

The  cause  of  troubles  that  demand  efficiency  engineering  at  th< 
preeent  time -is  that  many  of  the  industries  have  had  in  view  tb 


DISCUSSION  429 

instantaneous  or  immediate  profits  rather  than  the  building  of  an 
economically  operated  plant  and  the  turning  out  of  a  well  made  and 
well  designed  product. 

Another  important  cause  of  the  condition  are  the  so-called  pro- 
gressive and  up-to-date  ideas,  conceived  by  industrial  owners,  which 
thejr  obtain  from  reading  from  this  book  or  that  magazine  how  to 
org^anize  a  factory,  when  in  reality  it  is  not  the  factory  alone  that 
noeds  reorganizing  but  their  own  mentality  and  judgment. 

As  to  the  phrase,  "ratio  of  productive  to  non-productive  labor," 
I  l>elieve  I  am  right  in  saying  that  this  was  not  coined  by  an  ac- 
co^intant  but  by  an  engineer,  a  past-president  of  this  Society,  and 
tkie  first  time  that  the  writer  remembers  hearing  it  used  was  in  1887. 
Probably  Henry  B.  Towne  is  more  largely  responsible  for  progres- 
sive methods  of  shop  accounting  and  analysis  that  are  in  vogue  today 
tbtaji  any  other  man  in  this  country;  his  accounts  were  analyzed 
from  the  engineers'  and  not  the  accountants'  standpoint  and  so 
cai-ried  through  the  entire  organization  and  there  is  hardly  a  set  of 
books  or  a  factory  today  that  has  not  the  ear-marks  of  Mr.  Towne's 
original  work  in  this  direction. 

Today  this  expression  holds  just  as  much  as  it  then  did  if 
^^glitly  and  properly  interpreted  in  its  relation  to  other  shop  ex- 
P^^ses.  In  fact,  it  is  just  this  ratio  that  influences  and  enables 
^^Sineers  to  make  real  progress  in  the  industrial  world.  If  we  in- 
^^ret  this  expression  as  it  should  be  interpreted  and  bring  it  to 
^  FK>int  where,  instead  of  standing  alone,  it  is  taken  in  conjunction 
^*tlx  other  figures,  we  find  that  where  plants  are  running  under 
^^i*t;ain  conditions,  it  is  a  very  good  guide  or  barometer  for  the 
^^^lyst  or  accountant  as  a  straightforward  and  simple  interpretation 
y    those  who  have  a  broad  view  of  the  entire  situation. 

The  Author.    From  the  comments  that  this  paper  has  brought 
^Ut,  I  feel  that  it  has  served  its  purpose;  for  it  has  been  made  clear 
^hat  engineers  who  have  given  real  thought  to  this  subject  are  in 
^^bstantial  accord,  and  are  opposed  to  the  tlieories  to  which  the  aver- 
age accountant  is  so  strongly  wedded. 
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STANDARDIZATION  IN  THE  FACTORY 

By  Carl  Bbnnrt  Aukl,  East  Pittbbxjboh,  Pa. 
Member  of  fhe  Society 

The  subject  of  this  paper  covers  so  broad  a  field  as  to  preclude 
its  being  handled  within  the  confines  of  a  single  discussion,  in  any 
but  the  most  fragmentary  manner.  Accordingly,  in  what  follows, 
which  is  a  brief  outline  of  a  few  of  the  ways  and  means  employed 
by  a  large  electrical  establishment  in  their  work  of  standardization, 
no  reference  will  be  made  to  the  standardization  of  the  company's 
products.  Rather  will  attention  be  directed  to  a  description  of 
certain  methods  and  processes  which  it  is  hoped  may  prove  of  in- 
terest to  manufacturers  in  general,  regardless  of  their  particular 
wares. 

DRAWINGS 

2  In  the  early  days  of  this  company,  it  was  the  custom  to  make 
all  drawings  for  apparatus  as  complete  and  self-contained  as  possible. 
Opposite  each  item  a  note  was  placed  specifying  the  material  required 
to  manufacture  it.  When  drawings  for  new  apparatus  were  made 
and  any  of  the  old  parts  could  be  used,  these  parts  were  shown  again 
on  the  new  drawings  in  complete  detail  so  that  the  workmen  would 
not  have  to  refer  to  any  other  drawing.  Such  a  system  was  ad- 
mirable from  the  standpoint  of  the  workmen;  but,  it  is  obvious  that 
errors  could  be  and  were  committed  in  transfering  old  parts  to  new 
drawings,  and  considerable  time  was  required  for  such  reproduction; 
furthermore,  variations  occurred  in  the  copying  process  due  either 
to  the  ideas  of  the  individual  designers  or  to  the  fact  that  they  were 
unable  to  locate  drawings  showing  the  old  parts. 

3  With  the  development  of  the  electrical  art,  this  method  of 
making  drawings  was  found  to  involve  more  and  more  a  duplication 
of  drafting  and  clerical  work,  for  the  reason  that  the  newer  apparatus, 
though  differing  from  the  older  apparatus  when  completed,  had 
nevertheless  an  increasing  number  of  pieces  or  parts  in  common. 


Presented  at  the  Annnal  Meeting,  December  1914,  of  The  American  So- 
ciETT  OF  Mechanical  Engineers. 

431 


432 


BTAKDARDIZATION   IK  THE   FACTORY 


The  scheme  of  making  elemental  drawings,  that  is,  making  but  one 
piece  on  a  drawing  was  next  considered;  but,  while  this  would  insure 
the  greatest  accuracy  in  the  duplication  of  a  piece  at  any  time,  it 
has  the  disadvantage  that  there  are  too  many  drawings  to  handle, 
an  especially  serious  matter  when  the  apparatus  is  at  all  complicated. 
A  compromise  arrangement  was  therefore  adopted,  consisting  of  a 
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natural  grouping  of  pieces  or  parts  on  a  single  drawing.  Each  pif  ce 
is  assigned  an  item  number  and  a  list  of  the  material  involved  is 
located  conveniently  on  the  drawing  arranged  numerically  according 
to  item  numbers,  as  shown  on  Fig.  1.  In  the  absence  of  recognized 
standards,  the  company  arbitrarily  fixed  upon  four  sizes  of  drawings, 
the  smaller  being  subdivisions  of  the  larger.  All  blueprints  from  these 
are  not  only  made  by  machine  but  are  further  washed,  as  well  as 
dried  by  machine,  many  being  also  ironed,  and  are  issued  to  the 
works  unmounted.  Fig.  2  shows  a  standard  drawing  <A  a  line  of 
wii^  nuts,  arranged,  however,  in  such  manner  that  the  various  items 
may  be  cut  into  cards  and  issued  to  the  workmen  who  can  attach 
them  to  the  belt-shifters  of  their  machines  while  working.    It  might 
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be  suggested  that  a  simpler  form  of  drawing  would  consist  of  one 
picture  only,  each  part  being  lettered,  a  statement  immediately  below 
containing  the  differing  dimensions  of  each  size  of  nut.    While  this 
is  true,  experience  shows  that  with  tabulated  data  of  this  kind,  there 
is  a  decided  tendency  for  the  workmen'  to  misread  dimensions, 
taking  perhaps  one  of  them  from  the  line  immediately  above  or 
below  the  proper  line.    As  would  be  expected  a  very  complete  refer- 
ence index  is  maintained,  so  that  the  danger  of  duplicating  items  is 
reduced  to  a  minimum. 

MANUFACTURING   INFORMATION 

4  All  apparatus  and  parts  are  built  to  so-called  manufacturing 
information.  This  consists  of  a  specification  setting  forth  the  draw- 
iags  to  be  worked  to,  with  a  list  of  the  various  kinds  and  amounts  of 
Baaterial  required.  Copies  of  such  portions  of  these  specifications 
and  drawings  as  pertain  are  issued  to  all  departments  having  work 
to  do  in  connection  with  an  order,  which  specifications  are  closed 
when  the  order  is  completed.  Exceptions  are,  however,  made  to 
this  general  procedure,  for  all  apparatus  or  parts  which  have  been 
standardized  and  the  orders  for  which  are,  therefore,  likely  to  be 
repeated.  In  such  latter  cases,  the  specification  is  issued  to  the 
^Manufacturing  departments  in  permanent  form  but  for  a  single  unit 
^^y,  to  which  is  assigned  a  style  or  catalogue  number.  By  this 
^iTangement  when  standard  apparatus  or  parts  are  wanted,  orders 
'^^ay  at  once  be  forwarded  to  the  works,  simply  by  referencie  to  the 
^tjrle  number  and  without  being  sent  to  the  engineering  or  drafting 
^^partments  for  information,  thus  avoiding  a  useless  burdening  of 
*  Hese  departments  as  well  as  saving  considerable  time  in  the  ordering 
'^^f  the  material  and  the  commencing  of  work. 

SPECIFICATIONS 

5  Materials  used  throughout  the  works  are  arbitrarily  divided 
^Jito  two  classes,  productive  and  expense,  the  former  entering  di- 
^ectly  into  the  manufacture  of  the  company's  products,  the  latter 
but  indirectly;  as  examples  of  each  may  be  mentioned  axle  steel  for 
armature  shafts  and  leather  for  machinery  belting;  occasionally, 
however,  material  may  belong  to  both  classes. 

6  When  either  the  quantity  or  the  importance  of  the  items 
warrant,  specifications  are  carefully  prepared  for  the  purchasing 
and  the  inspection  departments  who  use  them  in  the  purchase  and 
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subsequent  inspection  of  such  materials.  These  specifications 
[uently  involve  a  great  amount  of  work,  not  only  in  their  original 
;>aration  but  in  the  subsequent  revision  of  them.  As  a  rule  the 
ineering  departments  prepare  the  specifications  pertaining  to 
ductive  items,  while  the  manufactimng  departments  handle  those 
resenting  expense  items.  A  typical  specification  of  this  kind 
ering  cold  drawn  steel  for  automatic  screw  stock  is  shown  in 
.  3,  and  it  may  be  mentioned  in  passing  that  the  general  arrange- 
dt  is  in  accordance  with  the  standards  of  the  American  Society 
Testing  Materials. 

7  It  will  be  appreciated  that  this  work  is  of  the  very  highest 
x)rtance;  and  similar  work  must  be  carried  out  faithfully  by  every 
ustrial  concern  which  values  a  reputation  for  uniformly  high 
de  and  consistent  products.  But  this  being  admitted,  it  does 
m  as  though  there  should  long  since  have  been  taken  in  hand  by 
oe  one  or  more  of  the  prominent  engineering  societies,  the  prepara- 
D  of  such  standard  specifications,  particularly  for  the  more  com- 
m  and  simple  materials,  which  could  be  used  throughout  the 
intry  by  manufacturers  and  others,  thus  avoiding  some  of  the 
plication  of  this  kind  of  work  at  present  going  on  among  many 
lividual  manufacturers. 

8  When  quotations  are  received,  either  on  new  materials  or 
iin  manufacturers  whose  goods  have  not  previously  been  used, 
nples  are  generally  required.  These  are  subjected  to  such  tests 
may  be  deemed  necessary;  and  if  the  results  prove  satisfactory, 
e  manufacturers  of  the  materials  are  placed  on  an  approved  or 
mdard  list  from  which  the  purchasing  department  is  free  to  choose 
len  placing  orders. 

SHOP   PROCESSES 

9  Another  equally  important  line  of  work  consists  in  the  de- 
lopment  of  manufacturing  processes  and  formulse  which,  when 
Uidardized,  are  recorded  in  permanent  form  and  issued  to  the 
rious  manufacturing  departments  involved.  In  this  way  uniform- 
^  in  product  is  assured,  there  is  no  needless  repetition  of  lessons  or 
periences  previously  learned,  and  the  company  is  made  independent 

any  individual's  knowledge.     Both  foremen  and  workmen  take 

lidly  to  the  process  specifications  and  formulse,  the  former  because, 

many  cases,  they  helped  to  originate  them  and  appreciate  that 

rough  such  media  they  are  relieved  of  some  of  the  routine  re- 

•onsibility  of  manufacture,  the  latter  for  the  reason  that  they  are 
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Westinghouse  Electric  &  Manufacturing  Company 

East  Pittsburgh,  Pa. 

Purchasing  Department  Specification  No. 

COLD  DRAWN  STEEL  (AUTOMATIC  SCREW  STOCK) 


1 — ^Tbe  material  desired  under  this  q;>ecification  is  a  free  cutting  steel  of  anv 
K)ecified  section,  suitable  for  high  speed  screw  machine  work,  leaving  a  smooth 
finish  after  being  machined. 

I— MANUFACTURE 

2 — ^The  steel  shall  be  made  by  the  Bessemer  process. 

n— CHEMICAL  PROPERTIES 

3 — ^The  chemical  analysis  shall  be  as  follows: 

Carbon.  .08%  to  .16%. 

Manganese.  .60%  to  .80%. 

Phorohonis.  about  .10%  not  more  than  .13%. 

Sulphur,  .09%  to  .15%. 
4 — Samples  for  analysis  shall  be  taken  in  such  a  way  as  to  represent  the  average 
of  a  full  section  of  one  or  more  bars. 

m— DIMENSIONS 

5 — ^The  variation  from  the  specified  diameter  or  distance  between  parallel 
faoes  shall  not  exceed  the  following  limits: 

Over  Site       Under  Sise      Variation  from 

True  Section 

Up  to  >^' OOr  .002*  .001' 

yf'tol^' 001'  .002*  .002* 

IJi'toS* 001'  .OOSr  .002* 

6 — Ordinarily  the  material  will  be  ordered  in  10  foot  lengths,  with  allowable 
variations  as  follows: 

At  least  70%  shall  be  10  feet  long,  30%  may  be  furnished  in  shorter 
lengths,  but  no  rod  shall  be  loss  than  8  feet  long. 

IV— FINISH 

7 — All  rods  shall  be  cold  drawn,  so  as  to  leave  a  bright,  smooth  surface. 

8 — The  rods  shall  be  free  from  injurious  defects,  such  as  cracks,  rough  surfaces, 
seams,  etc.,  and  shall  be  straight  and  true  to  section.  No  crop  ends  will  be 
accepted. 

V— PACKING  AND  MARKING 

9 — Rods  up  to  H  inch  diameter,  inclusive,  or  other  sections  up  to  the  same 
cross-sectional  area  (.307  square  inch)  shall  be  shipped  in  bundles  weighing  not 
more  than  125  pounds  each. 

VI— REJECTION 

10 — The  Westinghouse  Electric  A  Manufacturing  Company  reserves  the  right 
to  reject  any  portion  or  all  of  the  material  which  docs  not  conform  to  the  above 
specification  in  every  particular,  and  to  return  the  rejected  material  to  the  manu- 
facturer or  seller  for  full  credit  at  price  charged  f.o  b.  point  of  delivery  q>ecified  by 
the  purchaser.  If  the  material  is  to  be  replaced,  a  new  order  will  be  entered  at 
prices,  terms  and  conditions  acceptable  to  the  purchaser. 

Approved,  .  190 

IU9i$ed,  .  191 

Revised,  ,  191 

Chief  Engineer. 
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Westinghouse  Electric  &  Manufacturing  Company 

East  Pittsburgh,  Pa. 


Process  Specification  No.  ,  191 

TREATINQ  COILS  WITH  CRYSTAL  INSULATING  VARNISH 


GENERAL 


This  specification  covers  the  process  to  be  followed  in  treating  coils  with  Crystal  Insulating 
'amiflh. 

The  number  of  Varnish  Treatments  required  will  be  speeified  in  the  Insulation  Specification. 

PROCESS 

^pnmtieiu: 
Tinning 
Singeing 
Dipping  Leads 
Heating 


Draining 
Baking 


T^imiikg 

Imitag: 

Tin  the  leads  as  per  Process  Speoifieation  60615.    Tinning  is  to  be  done  only  previous  to  the 
rst  vamlah  or  gum  treatment  given  to  the  coil. 


Singe  the  coils  all  over  to  remove  any  fleece  that  would  cause  any  roughness  to  the  varnish 


Mpping  Leads: 

Dip  the  leads  in  plastie  varnish  (M  No.  1781)  until  the  cotton  covering  is  thoroughly  saturated. 
\irbo  ooils,  gum  treated  coils  or  coils  that  have  been  treated  in  plastic  varnish  previous  to  applying 
bis  proeess  will  not  require  this  operation. 

fwitiin; 

Heat  the  coils  in  an  ovm  at  a  temperature  of  101-107*  C.  (215-225*  F.)  for  one  to  one  and  one- 
alf  hours.  Tikis  (^Miration  is  to  be  done  only  previous  to  the  first  dip,  and  is  to  be  omitted  if  the 
oils  have  had  other  varnish  or  gum  treatments  previous  to  applying  this  process. 


Inunwse  the  coils  in  Crystal  Insulating  Varnish  (M-2229)  and  soak  until  all  bubbling  ceases 
10  to  30  minutes).    Keep  the  specific  gravity  of  the  varnish  at  .85.    When  thinning  is  necessary. 


Hmbdug: 

Drain  the  coib  for  thirty  minutes  at  room  temperature  before  placing  in  the  oven. 

lAking:  _ 

Bake  the  coils  in  an  oven  at  a  temperature  of  101-107*  C.  (215-225*  F.)  for  five  to  ten  hours 
epending  upon  the  sise  of  coil  and  the  number  of  dippings. 


Sand  Uie  ooil  just  before  applying  the  last  varnish  treatment.     The  number  of  times  to  apply 
his  varnish  treatment  will  be  specified  in  the  Insulation  Specification. 

llHrfWgl 

Re-tin  the  leads  after  the  last  varnish  treatment  has  been  properly  applied. 

Material  Material  No. 

BlackPUstic  Varnish M  1781 

Crystal  Insulating  Varnish M  2230 

Bensine P.  D.  Spec.  1609. 

Approved: Accepted: 

Engineer  Manager  of  Works 


Fig.  4    Pbogxss  SpBcincATiON  covering  Method  of  Treating  Coils  with 

INSXTLATINO  VaRKISH 
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made  acquainted  vith  the  best  methods.  These  specificationB  m 
formtils  are,  like  the  material  specificationB,  revised  from  time  I 
time  as  added  experience,  new  equipment  or  other  reasons  dictat 


5H1PPING0AYS 
CALEMOAR  DATE 

Tio.  5    Load  Diaoraii 


and  further,  like  them,  are  made  use  of  by  the  inspection  departme 
in  checking  the  company's  products  during  the  course  of  manufutui 
Fig.  4  shows  a  process  specification  covering  the  method  t^  treati 
coils  with  insulating  varnish. 
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VISIBLE  PRODUCTION   CHARTS 

10  Everyone  who  has  had  to  do  with  production,  has  felt  the 
d  of  a  means  of  portraying  in  some  simple  manner  the  actual 
put  of  a  department  and  of  comparing  it  with  past  as  well  as  with 
ired  performance.  To  many  shop  men  figures  appeal  more 
nbly  than  do  curves,  since  they  are  usually  more  readily  under- 
od;  but  it  is  believed  those  shown  by  Fig.  5  are  so  plain  as  to 
elude  any  objection  on  such  score.  Curve  a  is  the  daily  total  of 
illed  orders,  machines  or  pieces  obtained  by  adding  the  niunber  re- 
^ed  each  day  to  the  total  on  hand  and  subtracting  the  niunber 
pp>ed.  Curve  b  shows  the  maximum  possible  output  of  which  the 
>artment  is  capable  in  a  month.     Curve  c  is  the  desired  output 

the  same  period.  While  these  two  latter  are  both  straight  lines, 
iir  shape  could  of  course,  be  altered,  though  with  a  loss  in  sim- 
city.  Curve  d  indicates  the  actual  output  and  a  comparison  be- 
een  it  and  curve  c  tells  whether  the  department  is  working  up  to  its 
ledule  or  falling  behind.  Curve  e  is  that  of  actual  daily  deliveries, 
lese  load  diagrams,  as  they  are  called,  have  been  standardized  and 
3  used  quite  generally  throughout  the  works,  though  there  are  of 
urse,  certain  departments  where  their  use  would  mean  but  little. 

METHODS   OF  STANDARDIZATION 

11  Owing  to  the  obvious  need  for  having  certain  standard  sizes 
id  kinds  of  materials,  including  wire,  screws,  bolts,  nuts,  rivets, 
itter-pins,  sheet  metals,  finished  parts  and  the  like,  the  first  steps 
.  standardization  naturally  fell  largely  upon  the  drafting  depart- 
lent.  As  the  necessity  for  further  standardization  along  such  lines 
ecame  apparent,  the  work  was  transferred  to  the  engineering  de- 
BTtmcDts  where  the  scope  was  very  much  broadened;  and,  in  order 
lat  full  advantage  should  be  taken  of  the  results  of  such  standardiza- 
on,  standard  books  and  card  indexes  were  prepared  and  placed  in 
very  department  where  needed.  As  the  benefits  of  standardization 
•'ere  still  further  appreciated,  a  standards  division  of  the  engineering 
epartments  and  a  Standards  Committee  were  created,  whose 
unctions  are  the  standardization  of  existing  materials  and  parts, 
►ut  in  nowise  interfering  with  or  having  to  do  with,  the  development 
( apparatus  as  such. 

12  This  Standards  Committee  has  but  two  permanent  members, 
chairman  and  a  secretary.     Subjects  which  seem  suitable  for 

tandardization  either  originate  with  the  permanent  members  of  the 
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committee  or  else  are  called  to  their  attention  by  various  members 
of  the  engineering  or  manufacturing  departments.  Sub-committees 
whose  members  are  drawn  from  the  engincM.Ting,  manufacturing, 
purchasing,  storekeeping  and  other  departments,  are  then  appointed 
by  the  permanent  chairman  and  furnished  with  instructions  and  sug- 
gesiions  pertaining  to  the  work  to  be  undertaken.  The  chairmen 
of  these  several  8ul)-committeeH  form  the  temi)orary  members  of 
the  Standards  or  main  committee,  which  passes  u]X)n  all  reports 
presented  by  the  8ub-committe(js.  As  a  rei:)ort  is  accepted,  the  cor- 
responding sub-committee  is  dissolved,  its  chairman  at  the  same 
time  oeasing  to  be  a  meml>er  of  the  Standards  C'ommittee. 

13  The  work  of  the  Standards  Committee  has  l)een  varied  in 
the  extreme,  such  matters  as  punched  circular  washers,  thumb  and 
wing  nuts,  oil-hole  covers  and  hinges,  furniture,  anchor  holes  in 
bearingB,  wood  handles,  sizes  of  taj)  drills,  stresses  in  eye-bolt^,  thick- 
ness of  babbitt  in  bearings,  liners,  trucks,  etc.,  having  been  success- 
fully handled. 

CUTTING  TOOT>J,    DIE   AND  JIG    PARTS,    ETC. 

14  No  one,  it  is  I)elieved,  will  dispute  the  arguments  in  favor  of 
standardising  cutting  tools.  Such  work  means  not  alone  increased 
and  uniform  production  from  machines  of  tlie  same  class,  but  it 
means  also  that  savings  are  efTected  in  the  making  of  the  cutting 
tools  themselves  and  in  the  kinds  and  amounts  of  raw  materials  from 
which  they  are  made.  Fig.  ()  shows  the  cutting  tools  that  have 
been  thus  standardized. 

15  There  may,  howev(T,  Ik*  some  sc(»pticisin  as  to  the  foasibiHty 
of  attempting  the  standardization  of  die  and  jig  ])arts,  etc.,  but  the 
extent  to  which  this  can  Ik'  carried,  without  ov(Tdoing  it,  will  prove 
upon  investigation,  especially  in  a  hirge  sho]),  to  be  rather  surprising. 
Fig.  7  is  simply  indicative  of  a  f(*w  of  the  many  items  used  in  large 
quantities,  and  which  have  been  found  to  lend  themselves  admirably 
to  standardization.  Among  th(*ni  may  Im>  noted  dies  and  die  shoes, 
punches  and  punch  holders,  ])un('h  and  strippiT  plates,  jig  )K)xes  and 
bushings,  drill  press  chucks  and  shanks,  etc.  For  shaft  grinding 
machines,  wheels  are  now  purchaser!  for  the  largest  size  and  used  with 
them  until  the  diameter  is  reduced  to  a  certain  predetermined  figure, 
when  they  are  returned  to  the  storerooms  to  be  issued  in  due  course, 
for  use  with  the  next  smaller  size  of  shaft  grinder  and  so  cm.  On 
milling  machines,  mandrels  and  collets  have  bcM'ii  standardized,  and 
on  lathes  effort  is  now  being  put  forth  to  standardize  the  si)indles 
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with  respect  to  the  diameters  and  the  number  of  threads  per  inch  so 
that  chucks  piay  be  used  interchangeably.  Much  more  might  be 
said  along  similar  lines  but  enough  examples  have  been  given  to 
indicate  that  standardization  is  ]X)ssible,  to  some  extent  at  least,  in 
what  would  be  considered  at  first  glance  as  a  very  infertile  field. 

ALLOWABLE  VARLA.TIONS  FROM    DRAWING  DIMENSIONS  FOR  STANDARD 

PARTS 

16  Endeavor  has  been  made,  and  with  considerable  success,  in 
connection  with  certain  classes  of  apparatus,  to  place  on  working 
drawings  the  allowable  variations  from  drawing  dimensions  for 
standard  parts.  In  most  manufacturing  establishments,  it  will  be 
found  that  working  drawings  call  for  single  dimensions  only,  and, 
as  it  is  impossible  to  work  to  mathematically  exact  measurements, 
permissible  variations  are  largely  a  matter  of  judgment  on  the  part 
of  the  foremen,  inspectors  and  workmen.  As  a  result,  it  is  obvious 
that  work  may  at  times  be  accepted  which  should  be  rejected  and 
vice  versa.  Again,  when  uncertainty  exists  as  to  the  advisability  of 
passing  material  that  varies  from  drawing  dimensions,  conferences 
of  those  interested  are  called  to  determine  the  question  and  as 
records  are  not  usually  made  of  the  decisions  reached,  the  same 
ground  is  liable  to  be  covered  again  and  again.  This  is  especially 
true  when  changes  occur  in  the  personnel.  Furthermore,  with 
definite  information  as  to  the  permissible  variations  from  exact 
dimensions,  both  workmen  and  inspectors  can  work  to  better  ad- 
vantage in  every  way,  there  being  no  doubt  as  to  what  is  wanted 
in  the  matter  of  accuracy.  Such  reasons  as  these  were  deemed 
sufficiently  important  to  warrant  the  placing  of  limiting  dimensions 
on  drawings  for  standard  parts. 

17  The  method  which  has  been  adopted  consists  in  placing  the 

nominal  dimensions  first,  followed  by  the  limiting  dimensions  in 

f4  251"'l 
brackets:  thus  ^14'^  ]aoaq»\'     There  has,  however,  been  a  certain 

preference  expressed  for  a  slightly  different  method,  namely 
41^'  <  , nnoo  f  »  ^^^  ^^^^  objection  to  this  method  is  that  whoever 

uses  these  dimensions  must  add  or  subtract  the  allowance  each  time 
same  are  used. 

18  At  present  it  is  the  custom  to  specify  drawing  dimensions 
in  feet  and  inches,  but  the  advisability  of  changing  to  inches  only 
has  been  under  discussion  for  some  time.     Among  the  arguments  in 
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favor  of  such  a  change  are:  Increased  accuracy  in  actual  manufao- 
luring;  since  there  would  be  no  translating  from  feet  to  inches;  the 
dimensioning  of  drawings  would  be  simplified  especially  if  the 
designating  mark  for  inches  {")  were  omitted;  it  is  already  the  custom 
to  specify  inches  for  some  kinds  of  sheet  material ,  as  for  example 
24"  by  96*^;  storeroom  accounts  for  certain  items  would  be  rather 
more  easily  reckoned;  there  would  be  less  danger  in  making  mistakes 
when  ordering  many  items,  especially  where  the  quantities  were 
small.  However,  the  fact  that  no  decision  has  yet  been  reached 
shows  there  are  adverse  arguments  to  be  considered  as  well. 

ALLOWANCES   FOR   EXPENSE   MATERIALS 

19  The  monthly  consumption  of  various  expense  materials, 
such  as  oils,  greases,  waste,  incandescent  lamps,  janitor's  supplies, 
etc.,  has  been  estimated  for  the  individual  manufacturing  departr 
ments,  based  on  normal  production.  From  these  investigations, 
allowances  have  been  set  on  each  item  and  a  department  is  per- 
mitted to  draw  from  the  storerooms  on  requisitions  up  to  its  allow- 
ance. Anything  in  excess  must  first  receive  the  approval  of  the 
superintendent  of  the  department.  Of  course,  when  production 
rises  or  falls  abnormally,  the  allowances  are  changed  accordingly. 
The  main  idea  in  a  scheme  of  this  kind  is  to  aid  the  superintendent  of 
the  department  in  keeping  down  expc^nse  items  by  calling  his  atten- 
tion to  such  as  are  overrun,  thus  affording  him  an  opportunity  to 
investigate  the  matter  either  at  or  close  to  the  time  of  its  occurrence, 
rather  than  at  a  remoter  period  wlu»n  the  details  are  no  longer  re- 
membenul  by  those  concerned. 

HANDLING   MATERIALS 

20  Considerable  attention  is  being  given  to  the  economical 
handling  of  the  smaller  materials;  and  while  the  problem  is  one 
whose  complete  solution  is  still  far  removed,  nevertheless  certain 
gains  have  been  made  over  previously  existing  methods,  a  few  of 
which  may  be  worth  enumerating.  Much  of  the  very  small  material 
is  packed  preparatory^  to  transportation,  in  misprint  cloth  bags  which 
can  be  purchased  at  very  low  figures  and  used  many  times.  These 
have  the  advantage  over  wrapping  paper  or  paper  bags  in  that  they 
do  not  tear  readily  when  the  material  is  oily,  as  is  usually  the  case. 
Larger  material  is  placed  directly  in  tote  boxes,  either  with  or  without 
wheels;  and,  while  originally  of  wood  these  are  now  being  made  of 
metal,  those  without  wheels  being  telescopic  for  economical  stacking. 
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For  transporting,  besides  the  standard  gage  steam  and  narrow  ncage 
electric  storage  battery  cars,  three  forms  of  trucks  are  used,  hand, 
platform-lifting  and  electric  storage.  Before  installing  the  electric 
storage  trucks,  careful  tests  were  made  to  determine  the  possible 
saving  over  hand  trucks,  the  result  being  that  a  single  electric  storage 
truck  with  a  crew  of  two  men  was  found  equivalent  to  two  hand  trucks 
with  a  total  of  four  to  five  men.  Expressed  somewhat  differently, 
the  electric  storage  trucks  returned  a  handsome  profit  by  the  end  of 
the  second  year.  One  of  the  marked  indirect  gains  made  by  the  use 
of  these  trucks  was  in  the  receiving  or  unloading  department,  where 
the  ability  to  remove  material  almost  as  fast  as  unloaded  from 
incoming  freight  cars,  eliminated  from  consideration  the  necessity 
of  providing  additional  floor  space  for  a  department  that  with  only 
hand  truck  facilities  had  become  badly  congested. 

21  A  very  complete  central  storage  warehouse  for  oils  has 
recently  been  erected.  From  it  radiate  to  the  various  manufactur- 
ing buildings  supply  pipes,  several  of  which  are  approximately  one- 
quarter  mile  in  length.  By  means  of  a  system  of  remote  electrical 
control,  an  operator  standing  at  the  delivery  end  of  one  of  these 
pipes,  can  start  an  electrically  driven  pump  in  the  central  storage 
warehouse  and  cause  to  flow  a  supply  of  oil  of  any  amount  desired. 
The  operator  being  stationed  at  his  post  during  certain  hours  of  each 
day,  it  is  an  easy  matter  for  any  manufacturing  department  to  send 
to  him  for  whatever  may  be  required,  thus  making  a  short  haul  out 
of  what  would  otherwise  be  a  long  one.  A  further  improvement  will 
be  made  in  this  scheme,  however,  by  having  one  or  more  electric 
storage  trucks  fitted  with  oil  tanks  which  will  be  filled  from  time  to 
time  at  these  supply  stations.  These  trucks  will  then  cover  certain 
routes,  delivering  oils  to  the  various  manufacturing  departments 
direct.  It  is  at  once  obvious  that  a  still  further  amplification  of  the 
scheme  will  be  the  delivering  of  material  from  storerooms  to  depart- 
ments and  between  departments. 

22  For  the  handling  of  shop  mail,  a  central  post  office  has  been 
established  with  pneumatic  tubes  running  to  substations  in  all  of  the 
principal  departments.  From  these  ]X)ints,  girls  in  turn  carry  the 
Doail  matter  to  the  individual  foremen's  desks. 

SAFETY   METHODS 

23  While  it  would  be  overstating  the  case  to  say  that  work  along 
the  lines  of  safety  has  been  standardized,  nevertheless,  certain  well- 
defined  steps  have  been  taken  with  the  object  of  a  systematic  handling 
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of  it.  In  commencing  this  work  originally  and  on  a  routine  basiSy  it 
was  properly  assumed  that  certain  precautions  or  safeguards  had 
been  omitted.  All  tools  or  equipment  were  therefore,  arbitrarily 
divided  into  three  classes:  (1)  those  which  were  dangerous  in  the 
extreme;  (2)  those  in  which  there  was  liability  of  injury  though 
slight  in  character;  (3)  those  in  which  the  liability  of  injury  was  so 
very  remote  as  to  be  negUgible.  A  supervisor  of  safety  appliances 
was  appointed  to  take  direct  charge  of  this  work  and  a  monthly 
appropriation  issued  to  cover  the  cost  involved.  Further,  a  ruling 
was  made  that  no  new  tools  should  be  erected  nor  any  old  tools  re- 
placed without  adequate  safeguards  being  provided;  and,  purchasing 
specifications  for  new  tools  were  made  to  state  that  preference  would 
be  accorded  to  properly  guarded  tools.  With  such  arrangements 
effectively  in  force,  it  is  obvious  that  dangerous  tools  or  equipment 
must  gradually  be  eliminated;  and,  to  such  an  extent  has  this  now 
been  carried  that  an  analysis  of  the  accidents  for  the  past  year  shows 
but  three-tenths  of  one  per  cent  to  have  been  caused  by  the  absence 
of  safeguards.  In  this  connection,  it  is  of  importance  to  note  that 
this  same  analysis  also  shows  that  by  far  the  largest  percentage, 
namely,  213^  per  cent,  were  due  to  the  carelessness  of  the  injured 
themselves,  so  it  means  a  campaign  of  education  must  be  undo 
taken.  This  is  being  accomplished  in  several  ways,  as  for  example 
through  the  medium  of  small  yet  striking  Safety  First  metal  plates 
which  have  been  placed  in  a  prominent  position  on  every  machine 
— msually  the  ram,  in  the  punch  shop.  Signs  bearing  this  and  similar 
legends  have  been  recently  standardized  by  several  national  societies, 
among  them  Founders,  Manufacturers,  Metal;  Trades,  and  Electric 
Light,  and  these  have  been  adopted  by  us  for  use  at  suitable  locations 
throughout  the  works.  First-aid  kits  and  a  method  of  resuscitation 
have  also  been  adopted  and  lectures  on  the  application  of  both  are 
given  to  such  employees  as  are  at  all  likely  to  be  called  upon  to  make 
use  of  this  knowledge,  each  one  being  put  through  the  actual  move- 
ments involved.  These  lectures  are  repeated  to  the  same  individuals 
at  intervals  of  six  months,  so  that  the  subject  matter  will  not  be 
forgotten. 

INACTIVE    MATERIALS 

24  All  stock  ledgers  are  regularly  scrutinized  by  the  storekeeping 
department  and  such  itoms  as  are  considered  slow-moving  or  inactive 
submitted  to  a  materials  disposition  department  that  investigates 
not  only  the  cause  of  the  inactivity  with  a  view  to  preventing  a  re- 
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renoe  but  at  the  same  time  endeavors  to  dispose  of  the  material 
the  best  advantage.  Quarteriy  ''clean-up"  inventories  have  also 
!n  instituted  throughout  the  works,  at  which  times  all  partially 
Qpleted  materials  which  have  become  inactive  due  either  to  can- 
lation,  hold;  reduction  or  change  in  design  of  orders,  are  investi- 
.ed  by  this  same  department  with  a  view  to  their  quickest  and  most 
/antageous  disposal. 

CONCLUSION 

25  It  has  been  truly  said  with  respect  to  the  electrical  and  mechan- 
1  industries  that  the  only  thing  constant  is  change.  It  is  well  to 
GUT  this  fact  in  mind  when  carrying  on  the  work  of  standardization. 
op  standards,  regardless  of  their  name,  should  be  considered  as 
ative,  not  absolute,  and  should  therefore  admit  of  a  certain  degree 
flexibility,  being  capable  of  revision  from  time  to  time.  Further, 
attempt  should  in  general  be  made  to  make  them  retroactive  but 
bher  should  they  apply  to  new  work  only.  In  this  way  opposition 
.  the  part  of  those  whose  work  will  be  affected  will  be  minimized 
d  a  greater  degree  of  cooperation  secured. 

DISCUSSION 

H.  B.  Lange  (written) .  The  broad  scope  of  the  field  of  standard- 
itioD  in  works  operation  and  its  far-reaching  effects  will  be  more 
Mirly  recognized  when  it  is  noted  that  in  many  works  organizations 
ere  are  engineers  whose  sole  functions  are  to  further  this  condition, 
>t  only  with  respect  to  design  of  parts  but  also  with  individual  ma- 
line  operations,  routine  functions,  etc. 

The  general  trend  of  the  paper  would  indicate  that  the  examples 
ven  are  in  repetition  work.  Coming  to  the  drawing  arrangements, 
should  be  that  these  are  in  conformity  with,  and  express  the  im- 
jrlying  principles  of  manufacture  that  are  being  followed  in  any 
ven  case,  especially  in  so  far  as  work  on  parts  is  concerned.  For 
petitive  work  it  has  often  been  demonstrated  that  production  can 
I  accomplished  at  minimum  cost  by  dealing  with  parts  production 
dividually  without  reference  to  final  assembly.  This  assumed  the 
orking  to  prescribed  limits  of  allowable  variations  in  dimensions  to 
«ure  interchangeability.  Where  this  is  so,  the  most  convenient 
rawing  arrangement  is  for  the  drawing  of  one  part  on  a  single 
rawing.  The  size  of  such  a  single  drawing  may  be  most  conveniently 
ken  as  8^  in.  X  H^  in.  in  order  to  conform  to  standard  letter 
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size  paper  for  filing  with  correspoudence,  etc.  lu  the  drafting  room, 
however,  the  master  drawing  sheets  will  consist  of,  say,  two  hori- 
zontal rows  of  four  drawings  (^aeh  with  a  bottom  margin  for  title, 
etc.  Then  for  use  in  the  shops,  individual  part  drawings  would  be 
available  for  the  production  operations  between  raw  material  aDd 
assembly  without  reference  to  any  other  part  and  it  will  be  seen  that 
in  this  way  there  can  be  no  confusion  to  the  machine  operator,  88 
he  only  has  before  him  the  necessary  instructions  for  the  particular 
part  in  process.  If  it  is  admitted  that  the  true  function  of  a  detail 
drawing  is  for  the  purpose  of  ascertaining  dimensions  only,  it  should 
be,  then,  that  the  drawing  number,  part  number,  material  symbol 
and  brief  title  should  alone  appear,  together  with  the  usual  dimen- 
sions. Assembly  information  is  then  embodied  in  a  part  list  and  aD 
arrangement  drawing.  This  method  of  drawing  of  parts,  in  addition 
to  providing  for  low  cost  production  methods,  is  also  of  great  value 
as  an  agency  for  furthering  standardization.  Prints  are  taken  off 
each  detail  drawing  and  are  filed  under  the  heading  under  which  they 
may  be  included,  such  as  bearing  boxes,  pulleys,  hangers,  levers, 
brackets,  saddles,  yokes,  stuffing  boxes,  glands,  etc?.  When  new  pro- 
duct is  designed  roforen(*e  to  such  a  file  will  facilitate  the  selection  of 
parts  already  in  use  where  otherwise  a  new  part  might  be  adopted. 
Such  a  collection  under  any  classification  will  also  be  of  great  aid  to 
the  engineer  dealing  with  standardization  l)y  revealing  the  existence 
of  a  number  of  ])arts  of  like  character  but  differing  only  slightly  in 
essential  dimensions  and  which  might  hv  consolidated  into  one  part 
for  standard  adaptation. 

The  question  of  expense  for  this  arrangement  lies  almost  entirely 
in  drawing  materials  and  becomes  in  many  cases  negligible  when  com- 
pared to  the  benefits  tliat  accrue.  In  tlie  shops  these  part  drawings 
can  be  mounted  on  straw  hoard,  about  '^/'^'2  in.  thick,  shellaced  on 
one  side  and  filed  in  the  tool  crib,  or  time  kce])er's  booth  or  8<mie  other 
place  where  the  workmen  would  necessarily  go  i)efore  commencing 
work  on  a  job.  The  increased  filing  space  so  re<juired  is  more  than 
compensated  for  by  the  saving  in  ))rints  as  their  life  is  greatly  in- 
creased and  replacement  copies  are  called  for  less  frequently  than 
when  prints  are  unmounted. 

A  great  aid  to  standardization  of  design  is  in  the  use  of  letter  di- 
mension sheets  of  certain  classes  of  parts,  the  arrangement  being  al- 
luded to  in  the  paper  as  ". . .  one  picture  only,  each  part  being  lettered, 
a  statement  immediately  below  containing  the  diflfering  dimen- 
sions .  .  ."     Such  sheets  should  be  prepared  at  least  for  purchased 
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I  ^hich  are  dealt  with  in  assembly  operations  only  or  treated 
Ly  as  merchandize.  Such  items  as  hardware^  pipe  fittings^  valves, 
les,  washers,  keys,  pins,  etc.,  lend  themselves  particularly  to  this^ 
igement.  These  sheets  should  contain  only  those  sizes  which  are 
3  used  in  connection  with  product,  and  designers  by  reference  to 
1  will  avoid  adoption  of  new  sizes.  This  is  important.  A  col- 
on of  these  sheets  suitably  bound  forms  a  private  catalogue  of  a 
»  proportion  of  parts  dealt  with  and,  by  their  distribution  to  stores 

stock,  purchasing,  designing,  production,  and  certain  other  de- 
ments, they  afford  a  simple  and  condensed  means  of  imparting 
itial  information. 

ideed  the  value  of  the  letter  dimension  scheme  is  so  great  in 
Siin  cases  that  the  advisability  of  extending  it  to  parts  made  in  the 
>s  should  be  considered.  Whilst  it  is  necessary  to  assure  that  in- 
flation should  be  "foolproof'  yet  provision  may  often  be  made  to 
linate  the  likelihood  of  misreading  dimensions  by  referring  to  the 

above  or  the  one  below  that  to  which  reference  should  be  made. 

L.  D.  BuRLiNOAME  Said  that  the  paper  illustrated  the  transition 
Q  the  old-time  method  when  the  man  in  charge  knew  every  part 

could  fit  all  parts  to  make  a  completed  unit,  to  the  new  method 
naking  parts,  in  widely  separated  departments,  from  a  carefully 
mred  drawing  with  sutficiont  information  thereon  so  that  when 
:mbled  the  final  unit  will  come  together  satisfactorily.  It  brings 
further,  the  present  tinu*  method  of  manufacturing  parts  in 
;e  quantities  at  one  time  and  havin^j:  tlioni  available  when  neede<l. 
The  question  is  raised  as  to  which  of  the  two  methods  of  figuring 
nrings  is  the  more  satisfactory.  The  gage  system,  where  the  gages 
neasuring  instruments  are  marked  in  decimals,  corresponding  to 

first  method  suggested  by  the  author,  should  be  used  in  figuring 
1  drawings.    Where  the  ordinary  measuring  instruments  are  used 

the  work  is  done  without  gages,  the  scn-ond  method  of  figuring 
nches  is  in  the  writer's  belief  Ihe  correct  one.     \either  of  the  two 
hods  should  be  adopted  to  the  exclusion  of  the  other. 
Due  to  the  simplification  in  always  figuring  in  inches,  it  has  been 
gested  that  the  use  of  inch  marks  can  be  dispensed  with  and  this 

been  done  in  large  factories  for  many  years  and  has  simplified 

work  and  saved  time. 

We  should  be  able  to  adapt  our  drawing  rooms  to  modern  methods 

conditions  rather  than  hang  on  to  the  old  methods  simply  be- 
se  they  suited  the  needs  in  the  past. 
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The  Author.    In  closing  I  desire  to  point  out,  as  typified  both  b; 
the  paper  and  the  discussion,  that  individual  manufacturers  are  bem^^ 
.compelled  to  develop  many  standards  of  their  own,  because  there  is- 
as  yet  no  official  clearing  house  to  which  they  can  apply  for  the  data 
they  require. 

It  is  of  course  recognized  that  certain  of  such  standards  would  in 
any  event  be  of  interest  only  to  the  individual  manufacturer,  but 
there  is,  nevertheless,  a  great  deal  of  this  work  that  would  prove  of 
general  advantage  and  would,  furthermore,  be  willingly  exchanged 
by  manufacturers,  did  they  but  know  one  another^s  wants. 

Every  one  of  the  large  engineering  societies  has  already  done 
some  good  work  along  this  line,  yet,  compared  with  what  can  be  done, 
the  surface  has  been  but  slightly  scratched,  and  the  author  desires  to 
express  the  hope  that  this  Society  will,  in  connection  with  others,  en- 
deavor to  advance  the  work  of  standardization,  if  necessary  by  the* 
appointment  of  one  or  more  national  committees  on  the  subject. 
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Xjong  experience  in  the  use  of  grinding  wheels  has  developed 

d  established  facts  regarding  the  action  of  such  wheels  when  used 

nodem  grinding  machines.    These  facts,  however,  have  been 

sttied  only  as  empirical  rules.    Such  rules  are  easily  forgotten  or 

infused  by  operators  because  they  are  not  related  in  any  obvious 

Ety  to  any  known  principles  by  which  results  may  be  predicted. 

or  example,  what  is  the  effect  upon  a  wheel  of  increasing  the  speed 

'Work,  or  of  increasing  the  diameter  of  the  work,  or  of  diminishing 

L^  diameter  of  the  wheel?    The  following  analysis  of  the  action  of 

^^  grinding  wheel  when  operating  upon  cylindrical  or  plane  surface 

^Tk,  reveals  a  principle  which  leads  at  once  to  the  answers  to 

■i^stions  like  the  above.    In  all  cases  the  term  "speed,"  whether 

•^^rring  to  work  or  to  wheel,  means  peripheral  speed. 

2    In  Fig.  1,  let 

C  =  the  center  of  the  wheel  and 
c=the  center  of  the  work 

*Vie  arrows  indicate  the   direction  of  motion  of  wheel  and   work 
^pectively. 

OP = the  radial  depth  of  cut,  and 
OQ=the  arc  of  contact  of  wheel  and  work 
3  Ekich  of  these  dimensions  is  much  exaggerated  in  the  figure, 
le  real  dimensions  in  actual  work  being  exceedingly  small.  Assume 
>r  a  moment  that  there  is  but  one  abrasive  grain  or  cutting  point 
i  the  surface  of  the  wheel,  and  that  this  one  grain  is  at  0.  On 
ccount  of  the  revolution  of  the  wheel,  the  point  0  will  move  to  Q 
I  a  certain  time,  but  on  account  of  the  revolution  of  the  work,  the 
oint  Q  on  the  work  will  move  toward  P  to  the  point  W.    As  the 
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speed  of  the  work  is  usually  very  much  less  than  the  speed  of  th^ 
wheel,  this  distance  QW  will  be  much  less  than  OQ.  The  cuttbg^ 
point  will  remove  from  the  work  a  chip  represented  by  OQW.  From 
the  outline  or  shape  of  the  chip  it  appears  at  once  that  when  the 
cutting  point  begins  to  act  at  0,  its  depth  of  cut  is  nothing,  but  that 
the  depth  of  cut  of  the  grain  increases  gradually  to  its  maximum 


I 
Pig.  1   Action  of  Grinding  Wheel  when  Operating  upon  Cylindrical  W< 


WS.    As  the  abrasive  grain  in  a  grinding  wheel  is  set  or  fixed  in  ib 
bond  of  the  wheel,  it  is  clear  that  the  deeper  the  grain  cuts  into  tin 
work,  the  more  the  bond  will  be  disturbed,  or  worn  away.     I 
called  the  distance  WS  the  maximum  grain  depth  of  cut,  or,  fo: 
brevity,  the  grain  depth  of  cut.    Of  course,  there  are  actually  ^ 
number  of  cutting  particles  between  0  and  Q,  but  each  acts  in  th^ 
same  manner  as  the  single  grain  we  have  considered.    The  grain 
depth  of  cut  of  each  particle,  however,  will  be  the  distance  WS 
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divided  by^  the  number  of  cutting  grains  or  particles  in  action  at 

onee,  or  the  number  between  0  and  Q.    When  a  grinding  wheel  is 

wmidng  properly,  we  may  consider  the  abrasive  grain  in  the  wheel 

as  catting  small  chips  from  the  work,  and  the  surface  of  the  work 

Ba  cutting  or  wearing  away  the  bond  of  the  wheel.     Now,  it  is  quite 

evident  that  the  greater  the  grain  depth  of  cut,  the  more  effective 


Fio.  2     Effect  of  Changes  in  Diameter  of  Wheel  or  Work 


^rill  be  the  action  of  the  work  upon  the  bond  of  the  wheel.  So 
long  as  the  bond  is  being  worn  away  just  as  fast  as  the  abrasive  grains 
tif  the  wheel  are  being  worn  down,  the  wheel  will  continue  to  work 
Veil.  If  the  bond  is  cut  away  too  rapidly,  the  wheel  will  appear 
too  soft,  and  will  wear  away  too  rapidly.  If  the  cutting  grains  wear 
down  faster  than  the  bond  is  cut  or  worn  away,  the  face  of  the  wheel 
will  become  glossy,  and  the  wheel  will  not  cut  freely.  These  con- 
siderations lead  directly  to  the  conclusion  that  the  action  of  a  given 
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wheel  on  a  given  kind  of  work  is  almost  entirely  dependent  upon 
the  grain  depth  of  cut.  If  the  grain  depth  is  too  great,  the  whed 
wears  away  too  rapidly.  If  the  grain  depth  is  too  small,  the  whed 
may  glaze.  It  is  therefore  important  to  know  how  the  grain  depth 
of  cut  may  be  regulated. 

4  Referring  again  to  Fig.  1,  it  appears  that  WS  will  increase 
if  QW  increases  and  vice  versa;  but  QW  depends  upon  the  speed  of 
the  work.  Therefore  if  the  «peed  of  the  wheel  remains  constant, 
and  the  speed  of  the  work  increases,  WS  will  increase.  The  correct 
working  of  the  wheel  therefore  depends  upon  the  relation  of  QW 
to  OQj  or  upon  the  relation  of  work  speed  to  wheel  speed.  If  the 
wheel  speed  and  all  other  conditions  except  work  speed  remain  con- 
stant, the  grain  depth  will  increase  as  the  work  speed  increases,  and 
diminish  as  the  work  speed  diminishes.  Also  the  work  speed  and 
all  other  conditions  except  wheel  speed  remaining  constant,  the  grain 
depth  of  cut  will  increase  as  the  wheel  speed  diminishes  and  vice  versa. 

EFFECT  OF   CHANGES   IN   DIAMETER  OF  WHEEL   OR  WORK 

5  In  Fig.  2,  let 

C  =  the  center  of  a  grinding  wheel 
C'  =  center  of  a  smaller  grinding  wheel 
c    =the  center  of  the  work 

6  Suppose  the  wheel  whose  center  is  at  C  to  have  worn  do^ii 
until  its  center  is  at  C,  the  work  diameter  remaining  the  same.    Let 
the  radial  depth  and  work  speed  also  remain  constant.     This  insures 
the  same  rate  of  production  in  each  case.     Let  the  wheel  speed  also 
be  the  same  in  each  case.     It  will  be  seen  from  Fig.  2  that  the  smaller 
wheel  will  have  a  shorter  arc  of  contact  with  the  work  than  has  the 
larger  wheel,  or  that  OQ'  is  less  than  OQ.    Since  the  wheel  speed  in 
both  cases  is  assumed  to  be  the  same,  the  number  of  chips  cut  from 
the  work  each  minute  will  be  the  same;  but  as  the  chips  cut  by  the 
smaller  wheel  are  shorter,  and  as  the  volume  of  all  the  chips  cut 
each  minute  is  the  same,  it  follows  that  the  thickness  of  the  chips 
cut  by  the  smaller  wheel  is  greater  than  the  thickness  of  the  chips 
cut  by  the  larger  wheel.     In  other  words,  the  grain  depth  of  cut 
increases  as  the  wheel  diameter  diminishes.    Therefore  the  bond 
should  wear  away  faster  as  the  wheel  gets  smaller,  and  the  smaller 
wheel  should  appear  softer. 

7  In  many  cases  as  the  wheel  wears  down,  the  speed  of  the 
wheel  is  allowed  to  diminish,  and  when  this  is  the  case  the  grain  depth 
of  cut  will  be  increased  on  account  of  the  diminished  wheel  speed, 


GEO.  I.  ALDSN  455 

18  iw'ell  as  because  of  the  smaller  wheel.  Following  the  same  line  of 
reasoning  as  above  it  is  easily  shown  that  if  the  work  diameter  is 
increased  (all  other  factors  remaining  the  same)  a  longer  chip  will 
be  cut  from  the  work,  and  as  the  number  and  volume  of  chips  re- 
main constant  for  each  unit  of  time,  the  thickness  of  the  chips  must 
diminish,  or  the  grain  depth  must  be  less.  Therefore  a  wheel,  other 
conditions  being  the  same,  should  appear  harder  as  the  diameter 
of  the  work  increases.  A  proper  increase  of  work  speed  on  the 
larger  work  will  bring  up  the  grain  depth  of  cut  to  what  it  was  on 
the  smaller  work. 

8     Summarizing  these  conclusions,  to  which  we  are  led  by  purely 
theoretical  considerations,  we  can  say: 

a    Other  factors  remaining  constant,  increase  of  work  speed 
increases  grain  depth  of  cut,  and  makes  a  wheel  appear 
softer 
b     Similarly,  a  decrease  of  wheel  speed  increases  grain  depth 

of  cut 
c  Similarly,  diminishing  the  diameter  of  the  grinding  wheel 
increases  grain  depth  of  cut,  and  increasing  the  diameter 
of  the  wheel  decreases  grain  depth  of  cut 
d  Similarly,  making  the  diameter  of  work  smaller  increases 
grain  depth  of  cut.  Conversely,  making  the  diameter  of 
work  larger  makes  grain  depth  of  cut  smaller 

9  In  the  above  analysis  no  account  has  been  taken  of  certain 
factors  that  no  doubt  modify  to  a  degree  the  results  arrived  at. 
For  example,  chips  cut  from  the  work  by  the  abrasive  particles  of 
the  grinding  wheel  are  not  entirely  free  to  escape.  Referring  to 
Fig.  1,  the  arc  OQ  will,  in  practice,  contain  several  cutting  points, 
so  that  several  chips  are  in  the  process  of  being  cut  off  at  once. 
Before  these  chips  all  escape,  some  of  them  may  be  forced  into 
spaces  between  the  cutting  particles  inthe  face  of  the  wheel,  causing 
the  wheel  to  "load."  This  loading  may  at  times  be  such  as  greatly  to 
reduce  or  even  practically  to  destroy  the  cutting  quality  of  the  wheel. 
Even  though  the  wheel  does  not  **load,"  the  presence  of  loose  chips 
of  metal  between  the  wheel  and  the  work  may  impair  the  cutting 
action  of  the  wheel  or  the  quality  of  the  ground  surface  produced; 
but  the  statements  a-d  inclusive  are  recommended  as  giving  correct 
relative  results. 

10  In  applying  the  principle  that  grain  depth  of  cut  is  the  main 
factor  in  all  the  phenomena  of  a  good  grinding  wheel,  it  must  be 
remembered  that  the  correct  relative  speeds  of  work  and  of  wheel 
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must  be  found  by  trial  for  each  wheel  and  each  kmd  of  work.  When 
this  has  been  done,  the  principle  of  grain  depth  of  cut  will  enable 
one  to  know  the  direction  in  which  to  make  the  changes  of  woA 
speed  or  wheel  speedy  to  adapt  the  wheel  to  changes  in  its  own  diam- 
eter, or  to  other  sizes  of  the  same  kind  of  work. 

FINISHING 

11  Thus  far  it  has  been  assumed  that  the  object  of  grinding  is 
to  remove  stock  rapidly  or,  in  other  words,  to  get  a  high  rate  of 
production.  Often,  however,  the  character  or  finish  of  a  ground  sur- 
face is  of  primary  importance.  From  the  point  of  view  of  grain 
depth  of  cut,  we  should  reason  that  to  get  a  very  smooth  surface  by 
grinding,  the  grain  depth  of  cut  should  be  very  small,  and  therefore 
that  the  work  speed  should  be  relatively  slower  for  finishing  than  for 
roughing. 

12  That  the  bond  may  be  worn  away  by  a  very  small  grain 
depth  of  cut,  we  should  expect  that  generally  a  softer  wheel  would 
be  used  for  fine  finishing  than  for  roughing.  A  very  hard  glased 
wheel  may  sometimes  produce  a  mirror-like  surface  on  the  work; 
the  action  in  this  case  being  a  sort  of  burnishing  process. 

MATHEMATICAL   ANALYSIS 

13  A  general  equation  for  grain  depth  of  cut  may  be  obtained 
as  follows:     Referring  again  to  Fig.  1,  let 

OQ  =1  =  arc  of  contact  of  wheel  and  work 

n  =  no.  of  cutting  particles  per  unit  length  of  circumference 

of  wheel 
V  =  surface  velocity  of  the  wheel 
V  =  surface  velocity  of  the  work 

r  =  time  it  takes  point  on  wheel  to  go  from  0  to  Q  and 
also  time  it  takes  point  on  work  to  go  from  Q  to  W 
d  =  grain  depth  of  cut 
Then 

l=VT  or  T:=y [11 

QW  =  vT [21 

and 

WS--vt  sin  (A+B) [31 
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WS      vT 


rU        rU 
Substituting  T  from  [1] 


(siuil+B) 


[41 


d=-p-  sin  (ii+B) 


[5] 


14  Ek][uation  [5]  shows  that  grain  depth  of  cut  varies  directly 
as  ^^rork  speed;  inversely  as  wheel  speed;  and  directly  as  sin  {A+B). 

15  To  give  the  reader  an  idea  of  the  dimensions  of  some  of  the 
qu^uitities  entering  into  equation  [5J  and  also  a  means  of  determining 
froisi  [5]  the  change  in  grain  depth  of  cut  due  to  changes  in  radial 
depth,  Table  1  giving  lengths  of  arcs  of  contact  of  wheel  and  work 


TABLE  1 

ARCS  OF  CONTACT 

R»<cl  iai  Depth] 

of  Cut. 

0.0005 

0.001 

0.0016 

0.002 

0.0025 

0.003 

Knehet 

Work 

Dbm., 

i 

LUGS  or  CONl 

'ACT 

Incbes 

_ 

H 

0.0168 

0.0210 

0.0270 

0.0307 

0.0346 

0.0378 

s 

1 

0.0212 

0.0318 

0.0373 

0.0429 

0.0482 

0.0626 

^ 

2 

0.0391 

0  0413 

0.0607 

0.0684 

0.0664 

0.0711 

^ 

3 

0.0346 

0.0490 

0.0600 

0.0692 

0.0776 

0.0848 

a     \    4 

0.0S86 

0.0647 

0.0689 

0.0776 

0.0866 

0.0949 

1         BO 

0.0448 

0.0634 

0.0774 

0.0894 

0.1001 

0.1096 

I    34 

00 

0.0776 

0.1006 

0.1342 

0.1649 
0.0436 

0.1732 

0.1898 

1 

0.0220 

0.0311 

0.0377 

0.0486 

0.0633 

1               2 

0.0280 

0.0428 

0.0621 

0.0608 

.     0.0669 

0.0735 

3 

0.0362 

0.0604 

0.0620 

0.0717 

4.0801 

0.0878 

> 

4 

0.0401 

0.0674 

0.0699 

0.0810 

0.0900 

0.0990 

i 

6 
8 

12 

24 

00 

0.0477 

0.0672 

0.0824 

0.0950 

0.1061 

0.1162 

9^ 

0.0948 

0.1341 

0.1638 

0.1897 

0.2121 

0.2324 

1      ^ 

0.0294 

0.0423 

0.0621 

0.0604 

0.0676 

0.0742 

0.0364 

0.0616 

0.0031 

0.0728 

0.0814 

0.0892 

*      \      4 

0.0407 

0.0682 

0.0714 

0.0827 

0.0925 

0.1013 

* 

e 

0.0489 

0.0601 

0.0846 

0.0977 

0.1095 

0.1189 

^ 

8 

0.0646 

0.0773 

0.0947 

0.1095 

0.1224 

0.1340 

12 

0.0631 

0.0896 

0.1093 

0.1264 

0.1413 

0.1640 

<s^ 

34 

0.0777 

0.1006 

0.1342 

0.1549 

0.1731 

0.1896 



00 

0.1007 

0.1648 

0.1896 

0.2189 

0.2448 

0.2682 

for  three  different  diameters  of  wheels,  and  Table  2  giving  the  values 
of  sin  {A+B)  for  the  dimensions  of  wheel  |and  arcs  of  contact 
given  in  Table  1,  are  appended. 

16  Values  of  Sin  (A+B).  To  show  how  grain  depth  varies  by 
the  changes  of  radial  depth  in  special  cases,  three  examples  are 
computed  with  the  following  results. 
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Example  1.    5  =  9  in  ;  r=4  in. 

Radial  depth  0.0015;  sin  (A+B)  =0.03285 
Radial  depth  0.003;  sin  (A +5)  =0.04650 

In  this  case  double  radial  depth  gives  an  increase  of  only  about  40 

per  cent  in  gram  depth. 

Example  2.    R  =  9  in.;  r=2  in. 

Radial  depth  0.0015;  sin  (A +5)  =0.04271 
Radial  depth  0.003;  sm  (A +B)  =  0.06051 
Increase  of  about  40  per  cent 

Example  3.     i2  =  9  in.;  r=l  in. 

Radial  depth  0.0015;  sin  (A+B)  =0.05793 
Radial  depth  0.003;  sin  (A +B)  =0.08167 
Increase  of  about  41  per  cent 


TABLE  2    SIN  (A  +  B) 


Radial  Depth 

of  Cut. 

0.0006 

0.001 

0.0016 

0.002 

0.0026 

0.003 

Inches 

Work 

Diam.. 

Sm  U  +  l 

^) 

Inches 

■ 

H 

0.06681 

0.09678 

0.10999 

0.12807 

0.14379 

0.18724 

I. 

1 

0.04686 

0.06888 

0.08084 

0.09287 

0.10439 

0.11396 

t 

2 

0.033Q4 

0.04822 

0.06914 

0.06816 

0.07626 

0.08294 

3 

0.02870 

0.04076 

0.04997 

0.05768 

0.06463 

0.07066 

a 

4 

0.02673 

0.03649 

0.04589 

0.05163 

0.06769 

0.06323 

3 

6 
8 

12 

24 

00 

0.02238 

0.03167 

0.03868 

0.04469 

0.06002 

0.05475 

0.01291 

0.01826 

0.02236 

0.02682 

0.02886 

0.03162 

1 

0.06394 

0.06696 

0.07948 

0.09210 

0.10231 

0.11224 

^ 

2 

0.03321 

0.04761 

0.06793 

0.06646 

0.07430 

0.08167 

s 

3 

0.02813 

0.03916 

0.04842 

0.05678 

0.06229 

0.06830 

4 

4 

0.02448 

0.03601 

0.04271 

0.04951 

0.06497 

0.06061 

6 
8 

12 

24 

00 

0.02110 

0.02981 

0.03661 

0.04221 

0.04716 

0.06163 

1^ 

0.01063 

0.01490 

0.01826 

0.02108 

0.02366 

0.02682 

"il 

1 
2 

0.03246 

0.04682 

0.05647 

0.06541 

0.07322 

0.06903 

4> 

3 

0.02731 

0.03861 

0.04730 

0.05462 

0.05817 

0.06687 

4 

0.02375 

0.a3394 

0.04167 

0.04822 

0.06396 

0.06010 

0 

0.02036 

0.02877 

0.03535 

0.04069 

0.04664 

0.04997 

a 

8 

0.01821 

0.02576 

0.03155 

0.03661 

0.04080 

0.01467 

•r 

12 

0.01576 

0.02238 

0.02731 

0.03160 

0.03631 

0.03872 

M 

24 

0.01294 

0.01826 

0.02238 

0.02582 

0.02886 

0.03160 

00 

0.00914 

0.01290 

0.01580 

0.01824 

0.02046 

0.02235 

17  Examples  might  be  multiplied,  but  those  cited  are  sufficient 
to  show  that  increase  of  radial  depth  does  not  increase  grain  depth 
in  the  same  proportion  as  the  radial  depth  increases.  In  the  first 
example,  doubling  the  radial  depth  gives  only  about  40  per  cent 
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V 

Lcrease  in  grain  depth.     Resuming  the  equation  d—-y—  sin  (A  +B) 

rhich  is  equation  [5],  we  see  that  if  sin  {A+B)  is  increased  say  40 per 

«nt  by  doubling  the  radial  depth,  we  might  diminish  -y-  by  about 

M  per  cent  mthout  changing  the  grain  depth;  but  these  changes, 
¥hich  have  not  varied  the  theoretical  value  of  grain  depth  d  have  in- 
creased the  rate  of  production  40  per  cent.  This  indicates  that  pro- 
duction may  be  increased  without  increasing  grain  depth  of  cut,  by 
increasing  the  radial  depth  of  cut,  and  at  the  same  time  diminishing 
bhe  work  speed  a  less  per  cent  than  the  radial  depth  is  increased. 
In  practice  this  method  of  increasing  production  supposes  that  the 
^ork  and  the  machine  are  reasonably  rigid. 

SUMMARY 

18  All  the  above  results,  which  have  been  obtained  from  purely 
ieoretical  considerations,  are  based  on  the  principle  that  the  success- 
il  working  of  a  grinding  wheel  depends  upon  securing  in  its  operation 
le  correct  grain  depth  of  cut  for  that  particular  wheel  on  a  specified 
ind  of  work.  It  remains  for  expert  users  of  wheels  to  decide  from 
ractice  the  correctness  of  these  theoretical  results.  While  the 
Latter  of  clearance  and  of  the  unequal  diameters  and  irregular  ar- 
iD^ement  of  the  abrasive  grains  may  modify  to  some  degree  the 
tieoretical  results,  it  is  confidently  believed  that  the  theory  based 
n  the  idea  of  grain  depth  of  cut  will  always  lead  in  the  right  direc- 
ion,  and  that  it  gives  to  empirical  rules  for  changes  of  work  and 
/heel  speeds,  a  rational  basis,  and  affords  the  operator  an  opportunity 
o  do  by  thought  and  reason  what  heretofore  he  has  done  by  memory 
klone. 

19  This  brief  paper  may  suggest  a  line  of  investigation  which, 
vith  the  aid  of  sufficient  data  from  practical  experience,  will  lead  to 
jome  definite  directions  for  the  use  of  standard  grinding  wheels  on 
[cylindrical  and  plane  surface  work. 

DISCUSSION 

C.  H.  Norton.  1  wonder  if  those  interested  have  caught  the 
thought  offered.  It  all  has  to  do,  in  the  operation  of  grinding  ma- 
chines, with  the  selection  of  the  speed  of  the  work,  in  a  given  radial 
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depth  of  the  wheel.  The  paper  states  that  you  can  increase  the  pro- 
duction by  slowing  the  working  speed  and  increasing  the  radial  depth, 
without  destroying  the  wheel  as  rapidly  as  you  would  if  you  attempted 
to  cut  a  greater  depth  or  with  a  rapid  revolution  of  the  work.  In 
making  our  grinding  machines  we  have  tried  to  follow  that  principle, 
but  our  customers  and  operators  generally  feel  that  they  will  accom- 
plish more  work  when  the  wheel  flies  around  fast,  which  has  rather 
forced  us  against  our  will  to  follow  their  wishes  to  a  certain  extent; 
but  otherwise  we  feel  that  it  is  the  wrong  way  to  get  production  of  the 
grinding  wheel. 

M.  D.  Herset.  May  I  ask  the  author^  as  a  matter  of  information, 
what  eflfect  the  pressure  with  which  the  wheel  is  forced  against  the 
work  has  on  the  results.  Also,  just  how  important  it  is  that  the 
support  of  the  working  wheel  should  be  rigid. 

The  Author.  The  question  of  pressure  will  depend  upon  the 
freedom  with  which  the  wheel  cuts.  In  machine  grinding  the  pressnie 
is  regulated  by  the  conditions  and  according  to  the  depth  it  is  proposed 
to  cut.  If  the  wheel  is  cutting  very  badly,  you  will  require  a  very 
heavy  pressure,  and  if  the  wheel  is  cutting  freely  you  will  need  mudi 
less  pressure. 

Rigidity,  of  course,  is  the  main  thing  in  grinding,  and  it  is  secured 
largely  in  the  best  machines  by  means  of  the  back-rest.  Rigidity  and 
strength  are  of  very  great  importance  to  production  and  good  work. 

C.  H.  Norton.  In  regard  to  rigidity,  that  affects  the  life  of  the 
wheel  of  any  given  grade,  the  amount  of  effective  work  and  the 
rapidity  with  which  it  produces  it  in  a  given  time.  Some  prefer  to 
use  wheels  of  a  hard  bond.  Of  course,  hard  bond  wheels  require  « 
more  rigid  support  and  also  more  power  to  accomplish  the  same  result, 
because  the  pressure  will  be  greater.  If  we  lack  rigidity,  however, 
the  life  of  the  wheel  will  be  shortened. 
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As  a  form  of  mechanism  for  the  transmission  of  power  the  uni- 
versal joint  is  well  recognized.  Its  extensive  use  in  automobile 
construction  where  it  operates  continuously  for  long  periods  of  time 
as  high  rates  of  speed,  imder  heavy  loads  and  varying  angles  of  de- 
flection, gives  it  a  significance  as  a  piece  of  power  equipment  which  it 
did  not  possess  when  its  application  was  limited  to  more  slowly 
moving  machinery  in  intermittent  service.  Manufacturers  of  auto- 
mobile parts  have  given  much  attention  to  its  design,  with  a  view 
to  perfecting  its  mechanical  details  and  to  furnishing  protecting 
covers  for  the  bearing  surfaces,  and  by  this  means  a  reduction  of 
wear  in  the  joints  as  well  as  an  actual  saving  of  power  in  transmission 
has  been  effected.  In  principle,  the  form  used  is  a  simple  adaptation 
of  Hooke's  joint. 

2  During  the  past  three  years  two  standard  makes  of  joints 
have  been  under  observation  and  test  in  the  laboratory  of  the  Me- 
chanical Engineering  Department  of  the  University  of  Kansas. 
The  results  of  the  last  series  of  these  tests  were  formulated  by  W.  J. 
Malcolmson,  his  report  being  used  in  full  for  a  large  portion  of  this 
paper.  The  object  in  view  has  been  to  determine  the  loss  of  power 
due  to  friction  in  the  joint  while  operating  under  such  loads  and 
speeds  as  are  common  in  automobile  service  In  these  final  results 
it  is  believed  that  all  appreciable  errors  have  been  eliminated  and 
that  they  give  representative  values  of  what  may  be  expected  as 
friction  loss  in  the  operation  of  transmission  joints,  operating  under 
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conditions  of  good  lubrication  and  within  the  limits  of  the  loads  for 
which  the  size  of  bearings  is  appropriate. 

3  The  two  joints  which  have  been  tested  are  standard  forms  of 
the  joint,  although  somewhat  different  in  general  design.  No.  1, 
Fig.  1,  was  encased  in  a  polished  steel  cover  to  exclude  the  dust, 
while  No.  2,  Fig.  2,  of  heavier  design  was  protected  by  felt  washers 
and  grease  cups  at  the  ends  of  each  bearing.  In  the  clear  atmos- 
phere of  the  laboratory  any  difference  in  effectiveness  of  these 
methods  of  excluding  dust  would  be  without  effect.  The  results 
do  not  indicate  any  noticable  difference  in  the  losses,  No.  1 
having  an  efficiency  of  97  per  cent  and  No.  2  98  per  cent,  when 
operated  at  800  r.p.m.  and  transmitting  12  k.w.  with  an  angle  of 
deflection  of  12  deg.  Id  each  case  two  complete  joints  connected 
by  an  intermediate  shaft  were  employed,  so  that  in  service  during 
the  tests  power  was  transmitted  through  the  set  from  the  primarj' 
shaft  to  a  parallel  secondary  shaft,  Fig.  3.  All  observed  data  relate 
therefore  to  the  loss  occurring  in  two  joints.  The  main  dimensions 
were  as  follows: 

Joint  No.  1  Joint  No.  2 

Diameter  intermediate  shaft 1)  in.            1}  in- 

Length  of  shaft 22    in.          13     in. 

Dimensions  of  each  bearing }  x  }  in.     H  ^c  li  ^' 

Maximum  angle  of  deflection 15  deg.          14  deg. 

Horsepower  rating 16  h.p.          30  h.p- 

Lubricant  used hard  grease  in  each 

4  A  study  of  the  kinematic  relationships  embodied  in  the 
Hooke's  joint  show  that  when  a  shaft  is  rotating  uniformly  and  is 
driving  through  the  joint  a  shaft  not  in  the  same  straight  line  but 
making  an  angle  with  it,  there  is  a  variation  in  the  angular  velocity 
of  the  second  shaft,  the  period  of  vibration  being  one-quarter  revo- 
lution, and  the  extent  of  the  variation  depending  directly  on  the 
angle  made  by  the  second  shaft  and  a  straight  line  projected  along 
the  first  shaft.  When  used  commercially  for  power  transmission,  on 
account  of  this  variation  in  angular  velocity,  the  single  universal 
joint  gives  rise  to  vibratory  and  unsteady  motion.  To  obviate 
this,  whenever  possible  two  such  joints  and  an  intermediate  shaft 
are  used,  and  the  two  main  shafts,  the  driving  and  the  driven,  are 
always  parallel  to  each  other,  but  the  perpendicular  distance 
between  the  two,  being  a  function  of  the  tangent  of  the  angle 
made  by  the  intennediate  shaft  and  the  main  shaft,  can  be  freely 
varied  between  certain  limits.  While  the  intermediate  shaft,  the 
same  as  before,  rotates  with  a  vibratory  motion,  the  double  joint 
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eliminstes  all  variation  in  the  velocity  ratio  between  the  two 
main  shafts,  providing  that  the  forks  on  the  intermediate  shaft 
lie  in  the  same  plane.  All  variation  between  the  two  main  shafta 
is  also  eliminated  when  the  two  main  shafts  make  an  angle  mth 
each  other,  providing  the  ai^es  between  the  intermediate  shaft 
and  the  two  main  shafts  are  equal.  However,  as  is  evident 
from  a  little  study  of  the  matter,  if  the  forks  on  the  intermediate 
shaft  are  at  right  angles  to  each  other,  the  variation  in 
angular  velocity  in  the  intermediate  shaft  is  multiplied  in  \!be 
transmission  to  the  second  main  shaft,  and  the  velocity  varistira 
between  the  two  main  shafts  is  then  twice  as  great  as  that  if  but  one 
utuversal  joint  had  been  used.  This  point  is  not  appreciated  by  tbe 
average  person  using  machinery  that  contuns  universal  joiDts  and 
little  care  is  shown  in  assembling  the  joints,  about  half  of  the  jointB 
being  wrongly  assembled,  the  forks  on  the  intermediate  shaft  being 


Generator 
Fio.  3    Abranobuent  op  Magbinbs 

at  90  deg.  or  some  other  angle  to  each  other.  This  gives  rise  to 
unsatisfactory  operation  and  the  joints  of  the  machine  are  often 
indiscriminately  condemned. 

5  The  miiversal  joint  finds  extensive  use  in  certain  classes  of 
machinery  such  as  agricultural  machinery,  milling  machines,  multiple 
drill  presses,  steel  mill  rollers,  testing  machines,  etc.  At  present, 
however,  the  most  important  use  of  the  universal  joint  is  in  automo- 
bile construction,  where  it  is  often  employed  in  place  of  chain 
or  straight  shaft  drives  to  transmit  the  power  from  the  crank  or 
engine  shaft  to  the  drivii^  shaft  geared  to  the  back  axle.  Usually 
these  two  shafts  are  parallel  but  do  not  lie  in  the  same  straight 
line  nor  at  a  fixed  perpendicular  distance  apart.  The  objections 
are  often  made  by  men  in  the  automobile  industry  that  the  we 
of  the  universal  joint  causes  large  transmission  loss  and  also  detracts 
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»m  smooth  running  conditions.  How  true  these  objections  are  is 
rd  to  say,  for,  while  much  data  are  available  on  the  economy  and 
iciency  of  gear  or  chain  transmission,  very  little  is  known  concem- 
l  the  economy  and  comparative  efficiency  of  universal  joints  when 
sd  in  power  transmission.  The  latter  objection,  that  the  use  of 
B  universal  joint  detracts  from  smooth  running  conditions,  is 
)bably  due  more  to  the  improper  proportioning  and  assembling 
the  joints  than  to  any  fault  of  the  joint  itself. 

6  In  using  the  universal  joint  in  automobile  transmission  there 
always  a  certain  transmission  loss,  part  of  which  is  caused  by  fric- 
»n  in  the  joints.  Friction  losses  occur  in  the  joints  at  the  points 
sliding  contact  which  are  between  the  grips  of  the  forks  and  the 
ds  of  the  square  cross.  The  amount  of  movement  depends  upon 
s  angular  displacement  of  the  two  forks  of  the  single  joint  and  also 
on  the  speed  of  rotation  or  angular  velocity.  Theoretically  the 
ction  depends  upon  the  amount  of  movement,  the  pressure  between 
e  forks  and  arms,  the  material  and  finish  of  the  rubbing  surfaces, 
e  temperature,  and  the  lubrication. 

7  The  actual  determination  of  the  friction  losses  in  universal 
ints,  such  as  are  used  in  automobile  power  transmission,  under 
oper  conditions  of  speed  and  load  requires  extreme  delicacy  and 
re.  The  difficulty  in  this  problem  lies  in  the  fact  that  the  amount 
power  dissipated  in  the  joint,  as  friction  loss,  is  very  small  compared 
th  the  amount  of  power  transmitted.  Practically  the  only  way 
measure  the  loss  in  the  joints  is  to  determine  the  power  delivered 
one  of  the  shafts  and  the  power  delivered  by  the  other  end.  The 
jses  would  then  be  the  difference  between  the  input  and  the  output. 
{  these  two  quantities  are  comparatively  very  large  and  very 
arly  equal,  any  small  error  in  their  determination  would  produce 
relatively  large  error  in  the  derived  value  of  the  loss.  In  the 
tual  performance  of  any  experimental  work  to  determine  this  loss 
power  in  the  joints  as  friction,  the  problem  becomes  that  of  measur- 
5  acciu*ately  the  power  supplied  to,  and  that  received  from  the 
3tion  of  shafting  which  includes  the  joints. 

8  In  considering  the  several  possible  methods  of  measuring  the 
wer  transmitted  by  line  shafting  the  accuracy  required  to  de- 
rmine  the  relatively  small  value  of  the  friction  losses  in  the  uni- 
rsal  joints  put  the  general  class  of  dynamometers  out  of  the  ques- 
>n,  and  it  was  early  decided  that  to  obtain  any  accuracy  what- 
er  with  the  facilities  and  time  available,  electrical  methods  should 

used  throughout.    Bearing  in  mind  the  equipment  and  time 
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available  it  was  decided  to  use  the  Puffer  Modification  of  the  Kapp 
Load-Back  Method  of  Testing,  as  described  in  Foster's  EUecUicai 
Engineer's  Pocket  Book  (1908  ed.).  Briefly,  in  this  method  of  test- 
ing, two  machines,  preferably  of  the  same  size,  make  and  rating,  are 
both  electrically  and  mechanically  interconnected  (see  wiring  din- 
gram.  Fig.  4).  One  machine  operates  as  a  motor  and  drives  the 
other  mechanically  as  a  generator.  The  current  generated  by  the 
generator  is  loaded  back  on  the  motor  supply  line.  Used  as  a  method 
of  loading  the  generator,  this  saves  power,  avoids  the  necessity  of 
providing  load  resistance  for  the  generator,  and  offers  a  simple  and 
effective  method  of  changing  the  load  on  the  generator,  this  being 
done  by  merely  changing  the  generator  field.  Since  one  machine 
takes  power  as  a  motor  and  the  other  returns  power  as  a  generator, 
the  net  power  taken  from  the  line  is  only  that  which  is  required  to 
supply  the  total  losses  of  the  system.  If  the  two  machines  are 
similar  in  construction,  size,  and  rating  and  providing  that  there 
were  no  transmission  loss,  then  the  losses  of  one  machine  would  be 
equal  to  half  the  total  losses  except  for  a  small  error  due  to  the 
opposite  effects  on  armature  reaction  in  the  two  machines.  Then 
very  approximately  the  power  transmitted  from  the  motor  to  the 
generator  would  be  the  load  on  the  generator  plus  one-half  of  the 
total  power  supplied  by  the  line.  The  transmission  losses  could 
then  be  determined  by  a  method  of  substitution,  as  will  be  explained 
later. 

9    This  method  of  conducting  the  tests  has  the  following  advan- 
tages over  obher  methods  that  might  be  used: 

a    The  quantity  to  be  measured  is  often  as  low  as  25  per  cent 
of  that  usually  involved  by  other  methods  and  the  errors 
in  the  readings  taken  would  be  correspondingly  less 
6     It  is  moi'e  economical  of  power  and  is  more  convenient  to 

operate  than  most  other  methods 
c     It  makes  possible  the  carrying  out  of  the  substitution 
method  for  determining  the  friction  losses  in  the  trans- 
mission, and  in  so  doing  the  actual  losses  of  each  ma- 
chine need  not  be  determined,  or  need  be  determined 
only  to  a  degree  of  accuracy  sufficient  to  give  the  desired 
knowledge  of  the  power  being  transmitted 
10    The  apparatus  was  originally  arranged  with  the  load-back 
method   of   testing   in   view.     Later   several   improvements   were 
made,  the  most  important  of  which  was  the  installation  of  a  variable 
water  rheostat  in  the  line  which  supplied  the  losses.    This  was  done 
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in  order  to  imjvide  for  proper  voltage  regulation  of  the  motor  fieldi 
The  appftratus  uaed  waa  as  follows: 

Motor:    eismou  A  Halske,  125  V.,  &20  A.,  800  r.pjn. 

Oflnerfttari     ffismfliiB  *  Hal^e,  12G  V.,  ISO  A.,  1025  T.p.ni. 

Wli«  raMatanM  rlieoatAts  for  motor  field 

Win  itDatftnee  rheoatata  for  generBtor  field 

Water  rlwortat  in  line,  used  for  motor  voltage  control 

Ammotar :     0-100,  lued  to  measare  line  current 

0-8;  0-lG,  used  to  measnre  motor  field 
0-lSO;  0-300,  used  to  measure  dreolatiug  load 
HiniTolbiietei  with  0-lG  amperw  shunt  for  generator  field 
Voltateter:    0-160,  to  measore  voltage  of  sTstem 

Centrifugal  tachometer   (baud   t;pe}    to   measure  speeds  raugiug   ia  r.p.m. 
10-40;  30-120;  100-400;  300-1800;  1000-4000. 
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9  The  water  rheostat  consisted  of  two  52'gal.  barrels  filled  with 
a  BolutioQ  of  salt  and  water.  For  low  speeds  the  barrels  were 
connected  in  series,  for  intermediate  speeds  but  one  barrel  was  used, 
and  for  h^^h  speeds  the  barrels  were  connected  in  parallel. 

10  Mechanically  the  two  machines  were  connected  by  the 
universal  joint  set,  consisting  of  two  joints  and  an  intermediate  shaft, 
Fig.  3.  The  motor  was  bolted,  without  any  rails,  in  a  fixed  position 
to  the  floor.  The  generator  was  mounted  on  rails  and  could  be 
offset  BO  that  it«  shaft  was  always  parallel  to  the  motor  shaft.  As 
the  generator  was  somewhat  smaller  than  the  motor  its  rails  had  to 
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be  blocked  up  in  order  to  make  its  shaft  lie  in  the  same  boriiontal 
plane  as  the  motor  shaft,  and  to  secure  a  defiectioa  of  the  intCT- 
mediate  shaft,  the  generator  was  offset  by  moving  it  along  its  guide 
rails.  The  amount  of  offset  to  give  the  required  angular  diq)Iaee- 
meat  on  the  intermediate  shaft  was  determined  by  a  8im[de 
trigonometric  calculation  of  the  tangent  of  the  angle  in  terms  of  the 
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perpendicular  lateral  distance  between  the  two  shafts,  this  distance 
being  always  constant.  The  chaise  in  distance  between  the  ends 
of  the  two  main  shafts,  measured  on  the  diagonal,  was  provided 
for  by  the  slip  of  the  square  end  of  the  shaft  in  the  sleeve  of  the 
joint  fork. 

11  The  actual  procedure  in  carrying  out  the  experiments  cod- 
sisted  in  first  running  the  machines  with  all  shafts  in  tiie  same  atrwgbt 
line  and  determining  the  total  losses  of  the  system  as  a  whole. 
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ith  the  nuun  shafts  kept  parallel;  and  keeping  as  nearly  constant 
possible  all  other  conditions,  such  as  speed,  temperature,  lubricar 
»ny  and  general  conditions,  the  losses  of  the  system  were  again 
termined  for  a  certain  angular  displacement  of  the  intermediate 
aft.  Readings  were  taken  at  different  angular  displacements  and 
ailar  nms  were  then  made  for  various  speeds  and  loads.  Experi- 
snts  were  made  for  both  sets  of  joints  both  with  the  forks  on  the 
termediate  shaft  at  90  deg.  to  each  other  and  with  the  forks  in  the 
me  plane.  Assuming,  correctly,  that  the  losses  in  the  joints  are 
ro  for  conditions  of  straight  line  drive,  with  all  other  conditions 
^maining  the  same,  the  friction  losses  for  a  certain  displacement  of 
le  intermediate  shaft  would  be  found  by  subtracting  from  the 
otal  losses  of  the  system  at  that  displacement  the  total  losses  under 
onditions  of  straight  line  drive. 

12  Before  any  readings  were  taken  the  machines  were  allowed  to 
in  from  three  to  four  hours  at  a  speed  of  from  700  to  900  r.p.m. 
his  was  done  to  make  sure  that  the  losses  and  temperatures  in  the 
achines  had  become  practically  constant.  As  a  preliminary  step, 
fore  taking  readings  the  machines  were  thrown  together,  or  elec- 
oally  interconnected,  and  the  motor  and  the  generator  fields  ad- 
dled to  give  the  desired  conditions.  No  trouble  was  experienced 
Iceeping  the  motor  field  constant.  The  speed  was  then  accurately 
Justed  to  the  proper  value  by  manipulating  the  water  rheostat. 
"Vcral  adjustments  had  to  be  made  usually  between  the  generator 
■Id  and  the  speed  as  the  load  on  the  generator  is  dependent  on  the 
*^ed  as  well  as  the  strength  of  the  field.  After  making  an  adjust- 
ent  or  changing  any  of  the  quantities  involved,  sufficient  time  was 
lowed  to  pass  to  permit  conditions  to  reach  a  state  of  equilibrium, 
ith  the  circulating  current  (hereafter  designated  as  the  "load")? 
eed,  angular  displacement,  motor  field  and  other  general  condi- 
los  kept  as  nearly  constant  as  possible,  readings  were  taken  of  the 
Itage  and  Une  current.  Readings  were  taken  simultaneously  and 
fficient  in  number  and  over  a  sufficient  length  of  time  to  insure  a 
16  average  value.  In  all  cases  from  4  to  12  readings  of  the  variable 
lan titles  involved  were  taken  and  an  arithmetical  avert^e  was  found 
aich  was  then  used  as  the  accepted  reading.  All  the  data  given 
e  averaged  data  obtained  in  this  way.  Similar  readings  were 
ken  for  both  sets  of  joints  for  different  loads,  different  speeds, 
fferent  angular  displacements  and  different  assembly  of  the  forks 
I  the  intermediate  shafts.  All  external  conditions  that  might  pos- 
bly  affect  the  accuracy  of  the  results  were,  as  far  as  possible,  taken 
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into  account  and  kept  constant.  After  running  a  few  tests  it  mi 
found  that  the  deanii^  of  the  commutators  would  often  cause  con- 
^derable  difference,  and  thereafter  they  were  lightly  cleaned  before 
each  set  of  readings. 

13.  As  a  preliminary  study  of  resulte,  .Ul  data  obtuned  wtn 
plotted  on  crossHBectioo  paper  usii^  the  total  losses,  or  line  comnt 
times  the  voltage,  and  the  "load,"  or  circulating  current  times  the 


Power  transmitted.  K.W. 
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voltage,  as  coordinates,  A  study  of  these  curves  showed  that  for  • 
given  set  of  imposed  conditions  the  losses  of  the  system  varied 
noticeably  on  different  days.  Hence  it  was  decided  that  data  takw 
on  different  days  could  not  be  compared  accurately  unless  they 
wore  referred  to  a  common  base  line.  To  obtain  a  base  line  it  waa 
assumed,  as  already  mentioned,  that  the  losses  in  the  joint  under  ■ 
straight  line  drive  were  zero,  no  matter  whether  the  forks  on  the 
intermediate  shaft  were  at  90  deg.  or  in  the  same  plane.  The  actual 
losses  in  the  joints,  credited  as  friction  losses,  were  then  obtuned  by 
subtracting  from  the  total  losses  at  a  certain  deSection,  the  totil 
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les  ftt  straight  line  drive  for  the  same  imposed  conditions  of  load, 
xl,  etc.  There  is  no  criticism  of  this  assumption  and  method  of 
lizung  the  actual  losses  when  the  joints  are  properly  assembled, 
•  is  when  the  forks  on  the  intermediate  shaft  are  in  the  same 
e.  However  when  the  forks  on  (be  intermediate  shaft  are  at 
leg.  to  each  other,  as  already  mentioned,  the  motion  trans- 
^k]  when  there  is  any  angular  displacement  is  not  uoiform,  but 
atory  in  nature.  In  the  actual  operation  of  the  machines  with 
I  «intfi  so  arranged,  there  was  noticeable  a  distinct  vibration  and  - 
sking  which  was  not  present  when  the  joints  were  properly 
mbled.  This  vibration  increised  as  the  angle  of  deflection  in- 
sed,  sometimes  becomii^  so  pronounced  for  the  larger  angles 
.  it  was  found  to  be  unsafe  to  try  to  operate.    When  the  joints 


^1 

Deflsction  of  Sttaf  t-E,  Dtgroes 
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e  SO  operated  it  was  also  notice<l,  on  plotting  the  curves,  that 
data  obtained  were  somewhat  more  uncertain  and  the  exact 

ire  of  the  curves  could  not  be  determined  as  accurately  as  when 
joints  were  properly  assembled.     Then  with  thfl  forks  on  the 

rmediate  shaft  at  00  <log.  tlic  assumption  made  .is  to  the  actual 

39  in  the  joints  would  not  be  exactly  cumict,  as  such  vibrations 
knocking  that  were  present  would  caum  the  total  losses  of  the 

em  to  vary  more  or  less.     However,  as  the  total  losses  could  not 

malyzed  with  the  metho<l  aTi<l  apparatus  being  used,  and  as  it 
the  opinion  of  the  authors,  after  a  careful  study  of  the  conditions 
the  data  obtained,  that  the  true  state  of  affairs  could  not  differ 

septibly  from  the  results  obtained,  the  as.iumption  was  allowed 

land  with  the  above  criticism. 
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14  During  the  entire  period  through  which  these  jointe^l 
been  under  investigation  a  very  large  amount  of  data  have  I 
secured.  Thoee  which  appear  in  the  following  paragraphs  are 
tions  which  have  been  selected  from  the  report  of  Mr.  Malooln 
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which  was  limited  to  a  single  speed  and  moderate  variation  of  I 
Since  it  was  impossible  to  hold  all  conditions  constant  tbroug] 
the  several  months  which  elapsed  while  the  work  was  in  prc^ 
each  year,  the  data  secured  on  successive  days  had  to  be  broi 


p.   F.   WALKER  AND  W.   J.    MALCOLMSON 


473 


ABLE  1     JOINT  NO.  1.  WITH  FORKS  IN  SAME  PLANE.  800  R,P.M. 


Line 
Current, 
Amperes 

Generator 

Load. 
Amperes 

Voltage, 
Volts 

Load 

Transmitted  by 

Joints,  Watts 

Total 
Lossea, 

Watts 

drive 

38.3 

0 

70.2 

00 

2600 

42.2 

50 

67.3 

4150 

2840 

53.2 

100 

65.0 

7360 

3460 

eg- 

39.8 

0 

70.0 

00 

2790 

43.7 

50 

67.0 

4130 

2930 

66.0 

100 

65.7 

7430 

3610 

ffg- 

40.0 

0 

71.0 

00 

2840 

45.4 

50 

67.7 

4160 

3070 

55.7 

100 

65.5 

7410 

3650 

?g- 

40.0 

0 

71.3 

00 

2850 

47.1 

60 

67.3 

4140 

2970 

1 

55.7 

100 

66  4 

7600 

3700 

ABLE  2    JOINT  NO.  1,  WITH  FORKS  AT  90  DEO.  800  R.P.M. 


Line 

Generator 

Voltage, 
Volts 

Load 

Total 

Current, 

Load, 

Transmitted 

Losses. 

Amperes 

Amperes 

by  Jointa,  Watts 

WatU 

drive 

37.3 

00 

70.7 

0 

2638 

44.2 

26 

70.2 

2505 

3100 

47.1 

60 

68.3 

4197 

3220 

52.0 

75 

67.5 

5883 

3508 

57.1 

100 

66.0 

7460 

3767 

64.3 

125 

65.8 

9150 

4230 

72.6 

160 

66.2 

10800 

4740 

tg- 

38.0 

00 

71.0 

0 

2700 

44.3 

26 

70.6 

2514 

3130 

47.7 

60 

68.5 

4210 

3276 

63.0 

76 

67.8 

5900 

3632 

69.2 

100 

66.6 

7624 

3938 

66.8 

126 

66.4 

9230 

4447 

76.6 

160 

65.2 

10773 

4936 

5g. 

41.6 

00 

71.5 

0 

2970 

44.9 

26 

71.5 

2540 

3210 

46.9 

50 

69.1 

4235 

3240 

56.7 

75 

68.0 

5920 

3790 

62.0 

100 

67.2 

7640 

4170 

69.2 

126 

67.1 

9300 

4640 

47.8 

150 

66.0 

10885 

6140 
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to  a  Tiniform  basis  by  methods  which  would  be  both  tedious  in  thdr 
presentation  and  unnecessary  for  an  understanding  of  the  final 
results.  Those  sets  of  readings  which  are  given  are  taken  from  the 
observations  made  in  a  single  day  so  that  comparison  of  losses  may 
be  made  directly.  The  more  complete  results  indicated  by  the 
general  curves,  showing  the  variation  of  the  lost  energy  with  varying 
load  in  the  one  case  and  with  varying  angles  of  displacement  in  the 
other,  represent  the  final  result  secured  by  comparison  of  many 
individual  determinations  of  which  each  is  the  average  of  many 
observations. 

16    Two  general  methods  for  securing  readings  which  should 
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- 

Angle  of 

Line 

Generator 

Voltage, 
Volts 

Load 

Total 

Deflection, 

Current. 

Load. 

Transmitted  by 

Losses, 

Deg. 

Amperes 

Amperes 

Joints,  Watts 

Watts 

Forks  in  same  plane 

0 

68.1 

100 

65.8 

7444 

8820 

3 

58.1 

100 

65.9 

7450 

3836 

6 

58.6 

100 

66.3 

7490 

3880 

9 

59.6 

lop 

.  66.0 

7460 

3930 

12 

61.1 

100 

65.6 

7420 

4000 

Forks  at  90  deg. 

0 

58.0 

100 

66.2 

7480 

8836 

3 

58.3 

100 

66.7 

7530 

3896 

6 

60.9 

100 

66.7 

7430 

4000 

9 

63.4 

100 

65.1 

7370 

4130 

12 

65.1 

100 

65.3 

7390 

4260 

cover  variations  both  in  load  and  angle  of  inclination  were  fol- 
lowed. One  consisted  in  lining  the  shaft  exactly  for  straight  line 
drive  and  under  this  condition  of  zero  loss  operating  the  joint 
through  a  wide  range  of  loads.  This  being  done,  the  driven  machine 
would  be  offset  to  give  any  desired  angle  and  the  apparatus  then  be 
operated  through  exactly  the  same  range  of  loads,  speed  being  held  con- 
stant for  all  conditions.  This  being  repeated  for  several  angles  gives 
data  recorded  in  Tables  1  and  2.  The  other  method  consists  in 
holding  both  speed  and  transmitted  load  constant  during  the  entire 
series  of  observations.  In  this  case,  with  the  shafts  in  direct  line  for 
straight  line  drive,  the  initial  value  of  total  loss  corresponding  to 
zero  loss  in  the  joint  is  determined.  After  this,  with  the  machines 
still  running,  the  generator  would  be  moved  to  give  the  proper 
o£fset  angle  and  the  readings  for  that  condition  taken  with  but  a  few 
moments  delay.    This  would  be  repeated  for  as  many  angles  as  de- 
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ed.  Sucb  a  set  of  readings  is  shown  in  Table  3.  It  will  be  imder- 
>od  readily  that  one  of  the  mast  difficult  conditions  to  maintain 
Bucb  a  series  of  tests  is  %  constant  temperature  in  the  field  coils  of 
)  electric  machines.    The  latter  of  the  two  methods  of  procedure 
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entioned  above  has  a  point  of  advantage  in  this  regard,  since  a 
hole  SCTies  of  observations  throughout  the  range  of  ai^ular  varia- 
on  could  be  secured  without  stopping  the  machines  or  changing  the 
tnditioDS  of  load.  It  may  be  said  in  parsing  that  during  the  three 
sars  the  improvements  which  have  been  effected  each  year  have 
sen  io  the  direction  of  standardizing  the  details  of  operation  and 


476  FRICTION  LOSSES  IN  UNIVERSAL  JOINT 

the  adjustment  of  all  items  of  the  handliDg  apparatus  to  the  exactin 
requirements  of  the  work. 

18  Figs.  5,  6  and  7  show  curves  which  represent  the  individuA. 
readings  of  total  losses  included  in  Tables  1,  2  and  3;  Figs.  8  and 
are  curves  showing  the  true  friction  loss.  Fig.  8  pertains  to  joint  No 
1  as  operated  at  the  two  speeds  of  1000  and  800  r.p.m.  Fig.  9  giv 
corresponding  information  for  joint  No.  2.  The  curves  represen 
the  final  results  of  all  of  the  work  and  are  located  by  points  whic 
are  fixed  by  taking  averages  of  many  observations.  In  changi 
from  the  basis  of  total  losses  to  friction  loss  in  the  joints  alone,  th 
total  loss  for  zero  angle  was  first  deducted  from  all  other  values 
total  loss,  determined  during  that  particular  days'  work.  All  sue 
diflferences,  each  representing  a  loss  due  to  angularity,  were  the 
cast  onto  one  common  base  line  and  a  single  representative  corv^ 
established  for  each  angle  investigated.     It  did  not  seem  ne 


to  extend  the  work  to  secure  data  for  all  conditions  of  load  and  spe^ 
for  the  joints  improperly  assembled  with  the  joint  forks  set  at  90  dei 
on  the  intermediate  shaft.     Enough  was  done  to  demonstrate  t 
necessity  of  assembling  properly. 

19  In  the  calculation  of  efficiency  of  the  joints  it  has  seem 
wise  to  make  the  conclusions  applicable  to  a  complete  system 
eluding  the  two  joints  necessary  to  secure  parallel  operation  of  t 
main  shafts.    Two  joints  are  necessary  in  any  system  where  su 
speeds  as  these  under  consideration  are  likely  to  occur.     In  oth 
forms  of  application  of  the  joints  conditions  are  likely  to  be  sua 
that  the  question  of  friction  loss  is  of  no  significance.     In  case 
knowledge  of  the  efficiency  of  a  single  joint  is  desired,  it  may  b- 
assumed  without  sensible  error  that  the  loss  is  one-half  of  the  amoun 
here  recorded  and  that  the  efficiency  would  be  indicated  for  eac 
condition  by  a  fraction  which  is  the  arithmetical  mean  of  the  figun 
here  given  and  unity.     The  difference  between  the  amounts  of  powe 
transmitted  by  the  two  joints  is  so  small  as  to  be  outside  any 
limits  of  observation. 

20  The  efficiency  is  calculated  directly  from  the  curves  of  d 
rived  values  of  friction  loss.     For  any  power  and  angle  the  frictio 
loss  in  the  two  joints  is  read.    The  power  is,  in  all  cases,  the  amoun^ 
transmitted  at  the  joint,  it  being  the  sum  of  the  load  delivered  by  th' 
driven  generator  and  the  losses  of  that  machine.    These  latter  I 
have  been  based  on  separate  tests  made  to  determine  the  machine 

^^^^laracteristics.    It  follows,   therefore,  that  efficiency  equals  the 
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power  transmitted  divided  by  that  power  plus  the  friction  loss;  that 
le,  it  is  power  delivered  divided  by  power  received  by  the  joints. 

21    Fig.  10  shows  the  efGciencies  of  the  universal  joint  seta  in  the 
vaiious  conditions  of  operation.     From  these  curves  it  is  noted  that 


Pl(i.  10     Effccifkcy  Ci-rves 

*^Tjr  loads  amounting  to  one-half  the  rating  of  the  set,  or  more,  the 
Efficiency  is  nearly  constant  and  the  loss  very  small  for  angles  of 
^liclinstion  not  exceeding  6  deg.  For  larger  angles  the  loss  becomes 
^n  appreciable  amount.  The  constancy  in  the  efficiency  fraction 
Indicates  a  constant  value  of  the  coefficient  of  friction  on  the  joint 
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journals,  since  the  bearing  pressures  are  proportional  to  power 
transmitted  while  speed  remains  constant.  Under  conditions  of 
service  the  questions  of  lubrication  and  protection  from  dust  are 
important.  In  the  efficiency  calculation  a  downward  tendency 
was  noticeable  at  the  largest  loads  although  it  is  not  visible  on  the 
curves.  Doubtless  it  marks  the  point  where  the  bearing  pressures 
on  these  journals  make  lubrication  imperfect.  The  rocking  motion 
of  the  journals  tends  to  squeeze  out  the  oil. 

22  The  investigation  has  been  a  trying  one,  prolific  in  diffi- 
culties. It  has  been  one  of  the  kind  which  demands  a  multitude 
of  single  observations  in  order  to  establish  the  law  of  averages.  The 
work  of  the  four  investigators  engaged  during  the  first  two  years 
has  been  of  great  value  to  the  authors,  and  it  is  desired  to  accord 
full  credit  to  them.  All  were  student  members  of  the  Society. 
They  are  L.  L.  Browne  and  C.  G.  Martinson  of  the  class  of 
1912  and  Earl  Carson  and  E.  S.  Rush  of  the  class  of  1913.  The 
joints  were  furnished  for  the  tests  by  the  manufacturers,  who  have  co- 
operated in  every  possible  way  and  contributed  in  no  small  degree  to 
the  success  of  the  investigations. 

DISCUSSION 

RossiTER  R.  Potter^  (written).  The  authors  have  certauly  fur- 
nished the  profession  with  some  new  and  valuable  information.  Par. 
1  of  this  paper  is  one  that  should  be  carefully  studied  by  all  users  of 
universal  joints.  Profound  neglect  and  ignorance  in  regard  to  the 
point  of  the  proper  positioning  of  the  joints  on  the  intermediate  shaft 
seems  to  be  the  rule. 

In  par.  3  the  authors  make  a  statement  which  is  not  borne  out 
by  the  results  of  the  test  as  given  in  the  c!urves  of  Figs.  8  and  9. 
They  state  that  the  results  do  not  indicate  any  noticeable  diflferenco^ 
between  the  two  joints.  It  is  true  that  the  efficiency  of  both  joints 
was  high  and  the  friction  loss  very  small.  However,  inspection  of 
Figs.  8  and  9  shows  that  the  curves  for  joint  "So.  2  are  much  flatter 
than  those  for  No.  1.  The  dilTerence  becomes  even  more  pro- 
nounced upon  closer  study.  Take  the  curves  for  12  deg.  angle,  forks 
in  same  plane,  for  example.  When  transmitting  10  kw.  the  friction 
loss  for  No.  1  joint  is  about  0.39  kw.  wliile  for  joint  No.  2  it  is  only 
0.25  kw.  The  friction  loss  for  No.  1  is  56  per  cent  greater  than  that 
for  No.  2.    This  is  certainly  more  than  a  minor  difference. 

^Universal  Joint  Dcpt.,  Blood  Bros.  Machine  Co.,  Allegan,  Mich. 
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To  find  the  reason  for  this  difference  it  should  suffice  to  compare 

^^  construction  of  the  two  types  of  joints  tested.    The  most  impor- 

^^^t  difference  between  the  two  joints  is  in  the  size  of  the  working 

^^^^ngs.     The  bearings  of  No.  2  joint  had  more  than  twice  the 

Projected  area  of  No.  1.     Putting  it  another  way,  the  pressure  per 

^uare  inch  on  the  bearings  of  No.  2  joint  was  at  least  40  per  cent 

le88  than  on  No.  1  when  transmitting  the  same  power. 

Another  important  difference  is  in  the  lubrication  of  the  two  joints. 
On  joint  No.  2  there  is  no  pressed  steel  cover,  but  the  working  bear- 
ings themselves  are  enclosed  between  a  closely-fitting  felt  washer  at 
the  inner  end  and  a  threaded  grease  cap  at  the  outer  end.    It  should 
be  Tioted  that  in  this  construction  the  lubricant  is  positively  applied  to 
eaoli  bearing  individually ;  while  in  the  case  of  the  sheet  steel  cover, 
tk^   splash  system  of  lubrication  is  depended  upon. 

'The  expanation  for  the  smaller  loss  of  power  in  No.  2  joint  is 
recL<iily  found  in  the  larger  area  of  the  working  bearings,  the  more 
positive  system  of  lubrication  and  the  elimination  of  the  friction  loss 
at    "fche  jointure  of  the  steel  cover. 

C.  W.  Spicbb  wrote  that  he  wished  to  emphasize  the  results  shown 
ii^  tJie  paper  that,  wlien  properly  designed  and  applied,  the  universal 
joint  forms  one  of  the  most  efficient  methods  for  the  mechanical 
transmission  of  power  for  many  purposes.  Most  difficulties  that  have 
^><*C!irTe(l  in  its  use  can  be  directly  traced  to  lack  of  care  or  knowl- 
^^  cf  suitable  design  or  application.  When  the  conditions  have  had 
"^e  cionsideration  the  friction  losses  in  universal  joints  are  very  much 
'^    "than  is  popularly  supposed. 


'.  H.  SiBLET  (written).  Not  only  are  the  results  shown  in  this 
P*I^^T  valuable  and  interesting  but  also  is  the  method  used  to  obtain 
thexxi.  The  load-back  method  here  described  as  a  means  for  testing 
"^^:i  emission  apparatus  promises  much  in  the  way  of  accurate  deter- 
"^**^^^tion  of  efficiencies. 

'^XVo  points  in  the  paper  deserve  special  emphasis,  first,  that  the 
for Ice  Qjj  lYi^  intermediate  link  must  lie  in  the  same  plane.  It  is  not 
^^'^fiual  to  see  shop  tools  in  operation  where  this  fact  is  not  under- 
sto^Hi  or  ignored.  Even  if  the  kinematic  effect  at  low  speeds  is  not 
^^portant,  vibratorv  strains  must  be  thrown  upon  the  machines 
^i^ioh  might  be  avoided. 

Second,  the  difficulty  of  maintaining  a  constant  temperature  in 
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the  field  coils  of  the  electrical  machines  is  indicated.  Unless  this  is 
done  the  results  obtained  will  be  unreliable  or  worthless  for  purposes 
of  comparison. 

The  load-back  method  of  testing  transmission  apparatus  lends 
itself  readily  to  testing  the  efficiency  of  involute  gear  teeth. 

In  spite  of  the  statement  made  in  the  paper  that  much  data  are 
available  on  gear  efiBciencies,  whoever  tries  to  follow  up  the  subject 
will  be  impressed  with  the  scarcity  of  reliable  experimental  results.  A 
possible  exception  to  this  statement  may  be  niade^  however^  in  the 
case  of  worm  gears.  Theoretical  results  are  somewhat  discredited  bj 
the  fact  that  learned  demonstrators^  starting  with  different  sets  of 
assumptions,  have  arrived  at  diametrically  opposite  results  in  respect 
to  the  efficiency  of  a  given  form  of  gear  tooth.  In  such  experiments 
as  have  been  made  some  form  of  mechanical  dynamometer  has  been 
used  to  measure  the  load  transmitted.  All  who  have  had  experience 
with  such  dynamometers  will  appreciate  the  difficulty  of  getting  re- 
sults that  are  accurate  witliin  one  per  cent.  This  matter  is  brought 
out  forcibly  in  the  Sellers'  experiments,  described  by  Wilfred  Lewis 
in  Volume  VII.  of  the  Transactions  of  the  Society. 

During  the  spring  of  1914  tests  were  begun  at  the  University  of 
Kansas  on  involute  spur  gears,  the  apparatus  being  tlie  same  as  that 
used  by  the  authors  of  this  paper.  The  load-back  method  used  will 
probably  allow  of  finding  gear  efficiencies  within  a  error  of  one-hall 
of  one  per  cent.  This  preliminar}'^  study  of  the  problem  has  enabled 
us  to  design  apparatus  of  the  same  general  form  but  better  adapted 
to  the  work  in  hand. 

The  great  number  of  possible  tests  and  the  impossibility  of  making 
them  all  within  a  reasonable  time  shows  the  desirability  of  under- 
taking the  most  practical  things  first.  Any  suggestions  as  to  the  besi 
pitch  and  diameter  of  gear,  whether  tests  should  be  made  on  a  givei 
pitch  and  at  varying  load,  or  on  a  variety  of  j)itclie8,  each  at  its  maxi 
mum  safe  working  load,  will  be  most  welcome. 

The  Authoks.  Tho  pin'nts  of  diiTeronce  between  the  friction  losse: 
in  the  two  joints  under  i n vest i<rat ion  referred  to  by  Mr.  Potter  are  ol 
significance,  if  one  iv^  considering  joint  differences.  The  real  point  ai 
issue  in  the  tests,  however,  is  the  <ron(Tal  on(>  of  the  extent  to  whicl 
losses  oceur  in  transmissi(»n  of  power  through  the  universal  joint  as  s 
type  of  transmission  meehanism.  With  this  as  the  main  idea,  11 
seems  clear  that  in  neither  joint  under  test  was  the  loss  such  as  to  be 
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«  /actor  of  importance.    In  comparing  the  two  joints,  however,  this 
other  element  should  be  taken  into  account. 

Joint  No.  2  has  larger  bearing  areas  and  hence  is  suitable  for 
transmitting  larger  loads  than  is  N^o.  1.     Therefore,  in  comparing 
friction  losses,  it  would  be  more  just  to  take  the  loss  of  .25  kw.  for 
N^o.     2  at  10-kw.  load  and  compare  with  No.  1  at  about  6-kw.  load 
whex-e  the  loss  is  about  .22  kw.    These  losses  do  not  mean  equality  of 
efficjiency,  of  course,  but  they  do  signify  that  the  losses  are  dependent 
nuLXxily  upon  journal  friction  which  varies  with  the  bearing  pressure. 
Wb^n  we  hold  in  mind  the  fact  that  it  is  the  joint  as  a  type  and  not  as 
a  special  mechanism  that  was  under  test  it  seems  clear  that  the  gen- 
eral ized  statements  as  to  the  small  and  essentially  equal  losses  in  the 
two   makes  are  safe. 

.An  important  conclusion  from  the  discussion  is  one  bearing  on 
design.  The  larger  joint  does  operate  with  less  friction  at  any  stated 
lo3.^  above  3  or  4  kw.  This  means  that,  in  general,  bearings  should 
be  ^ven  generous  proportions.  The  actual  savings  will  be  small, 
ho'^ever,  so  that  the  returns  to  offset  additional  weight  and  cost  are 
smfiiJl. 

Both  joints  gave  most  satisfactory  results  and  there  has  been  no 
thought  of  making  distinctions.  Rather  is  it  the  thought  that  an 
av'exage  of  the  two  should  be  considered  in  forming  general  con- 
cliisions. 
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STEAM  LOCOMOTIVES  OF  TODAY 

EPORT  OF  THE  SUB-COMMITTEE  ON  RAILROADS 

lecent  progress  and  improvement  in  the  eflSciency  and  capacity 
earn  locomotives  has  been  of  such  remarkable  character  and 
it  that  a  record  in  the  proceedings  of  this  Society  is  justified. 
Steam  and  electric  locomotives  as  rivals  in  the  same  field  has 

a  favorite  subject  for  discussion  before  engineering  societies 
it  is  easy  to  start  arguments  in  favor  of  each  of  these  rivals 
ag  the  partisans  interested.  Whether  or  not  the  steam  loco- 
ve  is  to  be  displaced  by  the  electric  is,  of  course,  an  important 
bion  which  will  in  time  be  settled  by  the  court  that  settles  all 

questions,  that  of  the  treasurer's  figures.  For  the  present 
•or  the  immediate  future  the  burden  of  transportation  falls  and 
continue  to  fall  upon  the  steam  locomotive.  If  the  steam 
lotive  is  to  be  perpetuated  it  is  fitting  that  it  should  be  im- 
jd  to  the  utmost  limit.  If  it  is  to  be  finally  displaced  it  is 
g  that  it  shall  be  so  improved  in  order  that  progress  to  some- 
;  better  shall  be  intelligently  developed  upon  a  solid  founda- 
This  discussion  will  be  confined  to  the  steam  locomotive,  its 
ress  in  the  recent  past  and  its  possibilities  for  the  near  future. 

PROGRESS   IN   CAPACITY 

While  efforts  individual  in  character  and  extent  were  made 
lis  country  before  that  time,  the  first  consistent  and  systematic 
to  secure  the  utmost  power  of  locomotives  within  given  re- 
tions  of  weight  and  cross-section  clearance  was  inaugurated 
ears  ago.  This  plan  began  with  an  eight-wheel  or  American 
passenger  locomotive,  built  for  an  eastern  railroad  in  January 
This  locomotive  weighed  116,000  lb.,  with  74,500  lb.  on  driv- 
heels.  It  provided  a  tractive  efifort  of  21,290  lb.  While  this 
lotive  was  not  the  most  powerful  in  passenger  service  at  that 
it  was  the  first  of  a  chain  of  passenger  locomotives  leading  in  a 

esented  at  the  Annual  Meeting:,  December  1914,  of  The  American  So- 
or  Meghantcal  Engineers. 
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connected  series,  by  the  same  builders,  up  to  and  including  recea 
designs  of  the  Mountain  type,  representing  the  largest  passenger  typi 
of  present  practice.  This  type  has  four-wheel  leading  trucks,  eigh 
driving  wheels  and  two  trailing  wheels.  The  largest  of  the  Mountaii 
type  weighs  331,500  lb.  with  240,000  lb.  on  driving  wheels  and  pro 
duces  a  tractive  eflfort  of  58,000  lb.,  or  about  three  times  the  tractiv 
effort  of  the  first  design  of  the  series  built  during  a  period  of  20  yean 

4  In  the  year  1898  the  engineering  and  railroad  world  was  in 
terested  by  the  appearance  of  the  largest  and  most  powerful  locomc 
tive  built  up  to  that  time.  This  was  of  the  Consolidation  type  wit 
a  two-wheel  leading  truck  and  eight  driving  wheels.  This  locc 
motive  was  built  in  Pittsburgh  and  for  a  number  of  years  was  th 
largest  and  most  powerful  of  its  type,  and  the  largest  and  moe 
powerful  locomotive  in  the  world.  Its  total  weight  is  330,000  11 
weight  on  drivers  208,000  lb.  and  tractive  effort  53,300  lb. 

5  Today  the  most  powerful  freight  locomotive  has  two  leadini 
and  two  trailing  wheels  and  24  driving  wheels.  It  gives  a  tractiv 
effort  of  160,000  lb.  and  weighs  410  tons.  This  locomotive  ha 
hauled  a  train  of  251  freight  cars  weighing  17,912  tons,  exclusive  o 
the  locomotive.  The  total  length  of  the  train  was  1.6  miles;  the  maxi 
mum  speed  attained  was  14  miles  per  hour.  This  required  a  maxi 
mum  drawbar  pull  of  130,000  lb.  This  locomotive  has  six  cylinder 
and  three  groups  of  driving  wheels. 

6  A  freight  locomotive  has  recently  been  built  having  tw< 
cylinders  and  a  single  group  of  driving  wheels  which  develop 
a  tractive  effort  of  84,500  11>.  Such  has  been  the  progress  ii 
capacity. 

7  This  progress  has  been  rapid,  perhaps  somewhat  too  rapit 
with  respect  to  improvements  in  operating  facilities  and  progres 
in  other  features  of  railroad  equipment.  It  has  been  renderei 
possible  by  corresponding  developments  of  factors  making  for  greate 
efficiency  in  boilers  and  in  engines.  During  the  past  20  years  i 
this  country  locomotive  development  in  capacity  and  in  efficienc} 
particularly  during  the  past  fiv(»  years  with  respect  to  efficienc} 
has  been  remarkable  and  is  worthy  of  record  with  progress  in  marin 
and  stationary  engineering. 

8  In  Europe  the  relatively  high  cost  of  fuel  led  to  efforts  to  in 
prove  efficiency  before  this  problem  aroused  serious  attention  i 
this  country,  but  physical  limitations  more  rigidly  restricted  th 
size  and  weight  of  locomotives  in  Europe.  Our  problem  is  to'secui 
maxinmm  efficiency  combined  with  great  size,  great  weight  an 
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great  power  which  is  more  difficult.    Since  the  development  in  the 
suse  and  weight  has  been  tremendous,  even  though  these  limits  may 
not  yet  have  been  reached,  it  is  now  appropriate  to  concentrate  on 
efficiency. 

G    For  a  number  of  years  the  physical  capacity  of  the  fireman 
to  shovel  horsepower  through  the  fire  door  determined  the  capacity 
of  t>]ie  locomotive  at  high  speeds.     Mechanical  stokers  have  removed 
thfikt;  limitation.    It  is  now  possible  to  fire  six  tons,  and  more,  of 
cofikl  per  hour  into  a  locomotive  firebox.    This  has  changed  the 
problem  into  one  of  getting  the  maximum  amount  of  heat  out  of  the 
cost!  and  using  it  economically  in  the  cylinders.    With  the  large 
fif^uies  now  prevailing  for  drawbar  pull  and  weight  it  is  fitting  that 
closest  attention  should  be  given  to  the  best  possible  use  of  every 
poxind  of  metal  and  every  pound  of  coal.     Due  to  recent  applica- 
tion of  several  economy  producing  and  capacity  increasing  factors 
gre«t  improvements  have  already  been  made  with  promise  of  more 
to  come.    Then  the  great  work  of  building  up  the  efficiency  of  the 
average  locomotive  to  the  standard  of  the  best  will  follow. 

10    Among  these  economy  producing  and  capacity  increasing 
factors  are  the  following  improvements: 

Boiler  design  in  relationships  of  the  factors  making  up  heating 

surface 
Firebox  design 

Front  end  design,  draft  appliances,  exhaust  nozzles 
Ashpan  design  as  to  air  openings 
Superheating 
Compounding 
Feedwater  heating 

Firebrick  arches  and  circulating  supporting  tubes 
Valve  gear 
Detail  design  to  secure  reduced  weight  of  reciprocating  parts 

and  other  parts 
Use  of  high-grade  alloy  steels  to  reduce  weights 
Mechanical  stokers 

Labor-saving  devices  for  the  engineman  and  fireman 
Improved  counterbalancing  to  permit  of  greater  weight  on 

driving  wheels  by  reducing  dynamic  stresses 
And  yet  to  come  is  powdered  fuel  with  possibilities  unknown 
in  scope  and  in  importance.     Powdered  fuel  is  in  reserve, 
promising   the    ideal   method   of   complete   combustion 
under  control  more  perfect  than  is  possible  with  present 
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methods  other  than  oil  burning  and  perhaps  with  econo- 
mies impossible  to  obtain  with  oil. 

PROGRESS   IN   EFFICIENCY 

11  Valuable  comparisons  may  be  drawn  from  the  best  results 
of  ten  years  ago  and  of  today.     At  the  Louisiana  Purchase  Exposi- 
tion in  1904  the  tests  made  by  the  Pennsylvania  Raihroad  revealed 
important  figures  concerning  locomotive  performance  at  that  time. 
It  was  shown  to  be  possible  to  obtain  equivalent  evaporation  from 
and  at  212  deg.  of  16.4  lb.  of  water  per  sq.  ft.  of  heating  surface, 
indicating  the  power  of  locomotive  boilers  when  forced.    It  wm 
shown  that  when  the  power  was  low,  the  evaporation  per  pound  of  coal 
was  between  10  and  12  lb.,  whereas  the  evaporation  declined  to 
approximately  two-thirds  of  these  values  when  the  boiler  was  forced. 
These  results  compared  favorably  with  those  obtained  in  good  sta- 
tionary practice,  whereas  the  rate  of  evaporation  in  stationary  practice 
lies  usually  from  4  to  7  lb.  of  water  per  sq.  ft.  of  heating  surface  per 
hour.     In  steam  consiunption  the  St.  Louis  tests  showed  a  minimuin 
of  16.6  lb.  of  steam  per  i.h.p.  per  hr.     In  coal  economy  the  lowest 
figure  was  2.01  lb.  of  coal  per  i.h.p-hr.,  the  minimum  figure  for  coal  per 
dynamometer  h.p-hr.  was  2.14  lb.    These  records  were  made  after  the 
superheater  had  become  a  factor  in  locomotive  practice  and  they 
represent  economies  attained  by  aid  of  the  superheater  in  one  of  itB 
early  applications.    This  is  important  in  the  light  of  the  recea'i> 
development  of  the  superheater.     These  remarkable  figures  hav^ 
never  received  the  attention  which  they  deserve  from  engineer^  - 
They  serve,  however,  to  show  that  10  years  ago  a  steam  locomotiv^^ 
had  attained  results  which  were  worthy  of  the  best  attention  of  tb 
engineers  of  the  time.    Since  then  greater  progress  has  been  mad< 
and  today  locomotives  of  larger  capacity  than  those  concerned  in  th 
St.  Louis  tests  have  given  better  results. 

12  Voluminous  records  of  recent  investigations  of  locomotiv 
performance  taken  from  the  Pennsylvania  Railroad  test  plant  a^^^ 
Altoona  show  that  the  best  record  of  dry  fuel  per  i.h.p-hr.  down 
the  present  date  is  1.8  lb.  with  a  large  number  of  less  than  2  lb. 
while  the  best  performance  in  dry  steam  per  i.h.p-hr.  is  14.6  lb.  wit 
a  large  number  less  than  16  lb.  A  reduction  of  10  per  cent  in  fueK^  "^ 
and  12  per  cent  in  water  is  remarkable  as  a  result  of  a  development:^'^ 
of  10  years.  This  coal  performance  was  recorded  by  a  Class  E  6 
Pennsylvania  Railroad  locomotive  while  running  at  320  r.p.m.  and 
developing  1245.1  i.h.p.    The  same  locomotive  gave  a  fuel  rate 


REPORT  OF   SUB-COMMITTEE   ON   RAILROADS  487 

.  while  running  at  the  same  speed  and  developmg  1750.9  i.h.p. 
»e8t  water  rate  was  given  by  Class  K  2  S  A  Pennsylvania  Rail- 
locomotive  while  running  at  320  r.p.m.  and  developing  2033.1 

These  high  powers  indicate  that  the  locomotives  were  not 
ed  as  to  output  of  power  in  order  to  show  high  efficiencies,  but 
high  efficiencies  accompany  actual  conditions  of  operation  in 
3  service.  As  to  power  capacity  expressed  in  terms  of  evapora- 
it  is  interesting  to  note  that  the  maximum  equivalent  evapora- 
rom  and  at  212  deg.  per  sq.  ft.  of  heating  surface  per  hour  on 
Itoona  test  plant  is  23.3  lb.  These  figures  of  high  efficiency  were 
aed  from  locomotives  which  represented  not  only  very  careful 
al  and  detail  design,  but  their  design  included  several  of  the 
^vements  making  for  greater  capacity  and  higher  efficiency, 
ut  which  the  results  6ould  not  have  been  attained. 

Having  in  mind  the  facts  that  steam  locomotives  are  power 
3  on  wheels,  built  to  meet  rigid  limitations  of  weight,  both  static 
[ynamic,  and  that  the  use  of  condensers  is  impossible,  engineers 
leral  must  admit  the  high  character  of  the  work  of  locomotive 
lers  which  has  attained  these  results. 

•  Greater  efficiency  which  is  revealed  on  the  test  plant  and 
gh  reports  of  engineers  would  be  important  because  it  proves 
progress  is  being  made  in  the  possibilities  of  locomotive  per- 
jice.  Improvement  which  is  revealed  by  operating  statistics 
rhich,  therefore,  appears  in  the  records  of  the  treasurer's  office 

real  test  in  this  case.    It  is  important  to  know  that  increased 

•  of  locomotives  attained  largely  through  the  development  of 
my  producing  and  capacity  increasing  factors  has  produced 
8  which  the  financial  reports  of  railroads  prove  beyond  question, 
ently  published  list  of  train  tonnage  on  45  prominent  railroads 
ktes  that  16  of  these  roads  have  increased  their  average  freight 
loads  by  over  30  per  cent  during  the  last  five  years.  Credit 
be  given  to  the  improvement  in  the  locomotive  for  most  of  this 
opment.  These  figures  reveal  the  value  of  increased  power 
fficiency  of  steam  locomotives  and  the  end  is  not  yet  in  sight. 

WHAT  REMAINS   TO   BE   DONE 

)  American  locomotive  development  to  its  present  state  would 
been  impossible  without  the  use  of  the  improvements  already 
ioned.  It  is  believed  that  all  these  are  capable  of  still  further 
opment,  making  for  still  greater  economy  in  the  use  of  fuel  and, 
fore,  promising  greater  power  capacity.     It  is  the  object  of  your 
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Committee  to  present  these  possibilities  for  discussion  by  those  who 
are  engaged  in  perfecting  and  improving  steam  locomotive  practice 
in  this  coimtry.     It  is  the  hope  of  your  CJommittee  that  engineers 
who  are  devoting  their  attention  to  the  design  of  locomotives  as  a 
whole  and  those  who  are  engaged  in  the  development  of  the  various 
details  which  have  contributed  to  the  high  efficiency  of  the  steam 
locomotive  of  today  will  discuss  the  progress  of  the  recent  past  and 
reveal  possibilities  for  future  development  and  improvement  in 
capacity  and  efficiency. 


Suh-Commitiee  of 
Eailroad  Cammitiee 


G.  M.  Basford 

P.  H.  Clark 

W.  F.  KiESEL,  Jr. 

DISCUSSION 

GENERAL  BOILER  DESIGN 

F.  F.  Gaines  in  a  written  discussion  stated  that  boiler  and  fire- 
box proportions  must  be  carefully  studied  and  chosen  so  as  to  prO' 
duce  capacity   as  well   as  efficiency.     These   proportions   are  no^ 
being  worked  out  on  a  scientific  basis.     Modern  large  engines  hav^ 
a  ratio  of  tube  heating  surface  to  total  heating  surface  as  high  as  20  * 
On  small  engines  with  deep  fireboxes  this  ratio  formerly  ran  as  low 
8.    A  desirable  figure  for  this  ratio  is  12.    This  can  be  obtained  b; 
the'  use  of  a  combustion  chamber  which  lengthens  the  firebox  an( 
shortens  the  fiues.     Where  large  grate  areas  are  required,  as  in  th^ 
large  Erie  Triplex,  it  is  almost  impossible  to  provide  a  wheel  ar — * 
rangement  that  would  not  necessitate  the  firebox  extending  over 
drivers.     With  the  use  of  a  combustion  chamber  this  can  easily 
accomplished,  as  the  mud  ring  may  be  as  high  or  higher  than  the 
bottom  waist  line  of  the  boiler.    The  ratio  of  total  heating  surface  to 
grate  area  should  not  bo  over  80,  and  more  economical  results  are 
obtained  if  it  is  65. 

With  ample  grate  area  and  firebox  heating  surface  the  desired 
results  cannot  bo  obtained  unless  the  affiliated  parts  are  correctly 
designed.  The  grates  should  bo  of  sucli  mosh  as  the  grade  of  fuel 
requires,  the  mesli  being  as  largo  as  possible  without  the  fuel  drop- 
ping through.  The  grates  should  also  have  the  maximum  of  possible 
air  openings  as  woll  as  air  openings  in  the  side  bearers.  The  open- 
ing on  the  top  should  bo  a  niininmm  and  expand  as  it  goes  down, 
so  that  any  ash,  slate  or  clinker  that  can  pass  through  the  top  will 
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easily  pass  through  and  not  clog  the  grates.  Ash-pan  openings  are 
generally  restricted  and  do  not  admit  sufficient  air  for  economical  or 
maximum  combustion.  The  proper  arrangement  of  front  ends  is 
very  essential  to  the  uniform  drafting  of  the  fire;  the  lower  the  ex- 
haust pipe,  the  less  the  back  pressure  and  consequently  the  greater 
the  mean  effective  pressure. 

In  this  coimtry  feedwater  heating  is  confined  to  a  limited  num- 
ber of  cases  and  cannot  be  said  to  be  recognized  generally  as  a  factor 
in  fuel  economy.  Experiments  made  on  several  engines  by  the 
writer  showed  about  10  per  cent  economy,  which  was  considerably  off- 
set by  difficulties  in  maintenance. 

The  feedwater  heater  in  question  was  composed  of  two  elements, 
the  first  being  a  pair  of  condensers  in  the  form  of  long  drums  ap- 
plied underneath  the  running  boards.     The  steam  from  air  pumps, 
boiler  feed  pumps,  and  some  of  the  main  exhaust  was  condensed  in 
them  and  the  heat  taken  up  by  the  feedwater.    The  second  element 
consisted  essentially  of  a  double  nest  of  tubes  in  the  smoke  box, 
similar  to  a  Baldwin  type  superheater.     The  feedwater  from  the 
tank  was  forced  through  the  condensers  and  smoke  box  heater,  and 
from  the  heater  through  the  regular  boiler  check,  into  the  boiler. 
'*^aie  trouble  was  experienced  with  the  operation  of  the  pump  and 
'^  Was  also  found  that  the  type  of  pump  used  was  not  altogether  suit- 
**^e    for  the  purpose,  wearing  very  rapidly  and  having  considerable 
*^/>j3age.     The  smoke  box  heater  tubes  were  objectionable  from  the 
^'^^point  of  obstructing  draft  and  filling  up  with  soot  and  cinders 
^^'^^^een  the  tubes,  also  cutting  out  very  rapidly  by  the  action  of  the 
^^^^ust.    There  was  a  further  objection  due  to  the  fact  that  the  con- 
^'^^^ed  steam  from  air  pumps  and  boiler  pump  exhaust  was  still  at 
^=^  ^toperature  sufficient,  in  cold  weather,  to  give  off  considerable  clouds 
^     ^"team:  and  as  this  water  had  to  be  wasted,  the  result  was  a  cloud 
^    ^leam  around  the  engine,  obscuring  the  view  of  the  engineer.    These 
"^^^ters  were  used  some  two  or  three  years,  and  tests  were  made  which 
^'^^:^^ed  them  to  have  an  actual  fuel  economy  somewhere  in  the  neigh- 
"^^hood  of  10  per  cent.    But  on  account  of  the  mechanical  difficulties 
^^ntioned,   they   were   finally   abandoned,   more   especially   because 
Ki'eater  economy  can  be  obtained  by  using  the  smoke  box  for  super- 
Wting  steam. 

Eventually,  however,  we  will  develop  a  type  of  feedwater  heater 
that  will  eliminate  the  objections.  It  would  appear  that  the  most 
feasible  plan  would  be  a  type  of  open  feedwater  heater,  located  be- 
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tween  the  frames  of  the  engine  and  underneath  the  boiler,  and 
using  the  exhaust  from  the  air  pumps^  boiler  feed  pumps,  and  part 
of  the  main  exhaust.  In  carrying  this  out  it  is  thought  that  ultimately 
instead  of  using  the  present  form  of  exhaust  draft  to  effect  combus- 
tion, with  its  consequent  back  pressure  due  to  restriction  of  nozzle,  a 
form  of  forced  draft  of  the  blower  type  will  be  used.  Under  these 
circumstances  the  exhaust  openings  from  the  cylinder  to  the  atmos- 
phere can  be  made  without  any  restriction  whatever,  thereby  greatly 
eliminating  back  pressure.  The  steam  required  for  operating  the 
auxiliary  and  forced  draft  would  use  but  a  small  proportion  of  the 
horsepower  gained.  Previous  experiments  would  also  indicate  that  a 
type  of  centrifugal  pump  would  be  much  more  effective  and  positive 
for  boiler  feeding  than  one  of  the  reciprocating  type. 

American  railroad  practice  is  averse  to  adding  anything  to  the 
locomotive  in  the  way  of  additional  apparatus  which  complicates 
its  operation  or  adds  to  its  complexity.  The  demand  for  the  utmost 
economy  will  eventually  bring  about  a  satisfactory  method  of  feed- 
water  heating  so  that  in  connection  with  superheating,  liberal  firebox 
heating  surface,  and  possibly  compounding,  we  can  obtain  the  nuixi- 
mum  possible  economy  from  the  fuel  used. 

E.  J.  Cole  (written).  It  is  impossible,  in  the  time  allowed  for 
a  discussion  of  this  kind,  to  touch  more  than  briefly  upon  the  general 
aspects  of  this  subject,  because  the  questions  involved  in  the  matter  of 
steaming  capacity,  heating  surface,  ratios,  etc.,  are  so  numerous  that 
it  would  require  a  paper  by  itself,  illustrated  by  numerous  diagrams, 
to  do  the  subject  even  scant  justice.  The  writer  will  therefore  merely 
outline  a  few  of  the  most  important  features. 

In  recent  years,  locomotives  have  increased  so  much  in  power  that 
methods  formerly  employed  are  no  longer  adequate  in  proportioning 
the  grate,  heating  surface,  length  and  diameter  of  tubes,  etc.,  or  to 
predetermine  how  a  locomotive  boiler  can  best  be  designed  to  suit 
certain  requirements,  when  the  class,  tractive  power  and  limitations 
of  weight  are  known. 

The  size  of  cylinders  Is  usually  fixed  by  the  permissible  axle  load 
allowed  upon  the  track  or  bridges,  in  connection  with  the  type  of 
locomotive,  driving  wheel  diameter,  boiler  pressure  and  factor  of  ad- 
hesion. After  these  fundamental  features  are  decided  upon,  the 
boiler  proportions  must  be  outlined  to  see  whether  the  required  amoimt 
of  heatitig  surface  can  be  obtained  without  exceeding  the  limits  of 
weight. 
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There  are  two  general  questions  involved  in  the  consideration  of 
this  Bubjecty  namely,  how  many  pounds  of  steam  per  hour  are  re- 
quired to  supply  the  cylinders  in  order  to  develop  the  maximum 
horsepower,  and  what  proportion  of  grate,  firebox  and  tube  heating 
surface  will  best  produce  this  amount  of  steam. 

The  locomotive,  unlike  most  steam  engines,  is  a  variable  speed  and 
a  widely  variable  power  plant.    It  must  be  able  to  run  at  any  inter- 
mediate speed  between  starting  and  its  full  velocity  and  at  the  same 
time  develop  all  degrees  of  tractive  power  within  its  capacity.     At 
slow  speeds  the  maximum  pull  must  be  exerted  in  order  to  start  the 
trains  easily,  and  for  this  reason  the  live  steam  is  admitted  to  the 
cylinder  during  80  to  87  per  cent  of  the  stroke.    As  the  speed  increases 
it  is  necessary  to  reduce  the  admission  period,  thereby  increasing  the 
expansion  of  the  steam.    Therefore  for  any  speed  there  is  some  point 
for  the  valves  to  cut  oflE  the  live  steam,  at  which  the  engine  will  de- 
velop its  maximum  power.    There  is  also  some  minimum  velocity  at 
-which  the  full  horsepower  of  the  locomotive  is  attained;  after  this 
Telocity  is  reached  the  horsepower  remains  constant  or  slowly  de- 
creases.    This  critical  point  may  be  taken  at  700  to  1000  ft.  per 
minute  piston  speed. 

It  has  been  customary  to  use  certain  ratios,  based  on  cylinder 
Yoluine,  for  locomotive  proportions.  These  ratios  left  to  individual 
preference  such  matters  as  rate  of  combustion  per  square  foot  of 
grate,  length  of  flues,  evaporative  value  of  firebox  heating  surface  or 
value  of  tube  or  flue  heating  surface  in  relation  to  the  length,  making 
it  desirable  to  proportion  boilers  upon  more  uniform  methods  in 
which  these  variable  factors  are  given  due  consideration. 

Pour  or  five  years  ago  the  writer  collected  a  considerable  amount 
of  data  on  this  subject  and  drew  up  a  report  with  the  object  of  reduc- 
ing this  matter  to  a  more  uniform  basis,  substituting,  for  the  ratios 
hitherto  employed,  cylinder  horsepower  requirements.  Suitable 
values  were  assigned  to  grate  area,  firebox  and  tube  heating  surface, 
etc.,  with  corresponding  evaporative  values,  so  that  the  balance  be- 
tween the  amount  of  steam  required  by  the  cylinders  and  the  amoimt 
of  steam  which  the  boiler  was  capable  of  generating  cotdd  be  ex- 
pressed in  percentage  of  cylinder  horsepower.  The  tests  made  on  sec- 
tional boilers  on  the  Northern  Railway  and  the  Paris,  Lyons  &  Medi- 
terranean Railway  of  France,  those  of  Dr.  Goss  on  a  Jaoobs-Rhupert 
boiler,  and  tests  by  the  Pennsylvania  Railroad  on  fhe  Altoona  testing 
plant  were  examined  in  order  to  obtain  data  on  which  t^  base  the 
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evaporative  values  of  diflEerent  points  of  the  boiler.  It  is  obvioufl  that 
the  evaporative  value  of  a  boiler  tube  of  given  diameter  varies  greatly 
with  its  length.  The  temperature  of  the  firebox  is  fairly  constant 
under  similar  conditions  of  draft  and  rate  of  combustion^  therefore 
the  temperature  of  the  smokebox  will  be  reduced  with  an  increase  in 
the  tube  length.  While  some  additional  draft  will  be  required  to  draw 
the  gases  through  the  tube,  yet  the  net  result  is  a  greater  temperature 
absorption  between  the  firebox  and  smokebox.  The  thermal  efficiency 
of  the  engine  is  increased  within  certain  limitations  by  the  use  of 
long  flues.  The  economical  length  of  tube  is  determined  mostly  by 
the  number  and  arrangement  of  wheels  of  the  engine  required  and 
only  partly  by  thermal  conditions. 

About  1899  the  wide  firebox  Atlantic  (4-4-2)  type  was  introduced. 
Because  the  firebox  was  placed  behind  the  driving  wheels,  the  grate 
surface  could  be  made  to  suit  the  power  of  the  locomotive.     It  was, 
therefore,  no  longer  necessary  to  force  the  rate  of  co^ibustion  as 
heretofore  to  180  and  200  lb.  per  sq.  ft.  per  hour.    Very  uneconomical 
results  had  been  obtained  when  high  rates  of  combustion  were  neces- 
sary, because  much  unbumed  coal  was  dravm  through  the  tubes  into 
the  smokebox  and  thrown  out  through  the  stack  by  the  violent  draft- 
With  the  Atlantic,  tubes  of  15  and  16  ft.  and  sometimes  longer  wer^ 
necessary.     While  at  first  some  apprehension  from  leakage  was  felfc- 
with  tubes  of  this  length,  it  was  soon  found  that  there  was  no  more^ 
difficulty  in  maintaining  long  tubes  in  good  condition  than  sho 
tubes.    With  the  introduction  of  the  Pacific  (4-6-2)  type,  the  Mikad 
(2-8-2)  type  and  other  locomotives  having  trailing  trucks,  still  longe 
tubes  were  required.    Tests  made  on  long  tube  boilers,  compared  with^ 
older  locomotives  having  shorter  tubes,  showed  a  noticeable  reduction-^ 
in  smokebox  temperature. 

Instead  of  the  old  arbitrary  and  unsatisfactory  method  of  design — 
ing  heating  surface  by  cylinder  ratios,  the  idea  of  using  the  cylinder 
horsepower  suggested  itself  as  forming  a  very  desirable  basis.  Curves 
were  prepared  from  the  most  recent  available  data  showing  speed 
factors  or  drop  in  m.e.p.  in  relation  to  velocity.  With  saturated  steam 
the  average  maximum  horsepower  is  reached  at  about  700  ft.  piston 
speed  per  minute,  speed  factor  0.412 ;  constant  horsepower  is  obtained 
at  700  to  1000  ft.  piston  speed,  and  then  slightly  decreasing  at  higher 
velocities  for  average  conditions  when  engines  are  especially  con- 
structed for  the  highest  speeds.  For  superheated  steam  the  average 
maximum  horsepower  is  reached  at  1000  ft.  piston  speed,  speed  factor 
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445  and  constant  horsepower  at  higher  speeds.  Because  the  horse- 
3wer  is  based  on  piston  speedy  the  stroke  and  diameter  of  wheels  are 
oiitted  in  the  following  figures,  the  horsepower  calculation  for 
iturated  steam  becoming  by  cancellation : 

0.85  PX0.412X1000X2^      ^_^     „     , 
h.p.= 33- =  0mi2XPXA 

1  which 

A  =  area  of  one  cylinder  in  sq.  in. 
F  =  boiler  pressure  in  lbs.  per  sq.  in. 
0.412  =  speed  factor 

In  a  similar  manner  the  horsepower  calculation  for  superheated 
;eam  becomes 

h.p.  =  0.0229  Xi-'X^ 
Bing  0.445  as  the  speed  factor. 

The  maximum  horsepower  can  sometimes  be  increased  when  the 
»coinotive  is  operated  under  the  most  favorable  conditions.  It  is 
>ii8idered  safer  to  take  figures  which  represent  average  conditions 
ither  than  the  unusual  figures  obtained  when  all  conditions  are  most 
lYorable. 

The  horsepower  basis  affords  many  additional  advantages  in  de- 
gning  locomotives.  For  instance,  in  determining  the  maximum 
mount  of  water  and  coal  required  per  hour,  the  size  of  the  grate  is 
>iind  to  be  proportional  to  the  amoimt  of  coal  that  can  be  burned  to 
he  best  advantage,  to  be  varied  according  to  the  quality.  Knowing 
he  amount  of  coal  required  per  hour  directs  attention  to  the  question 
f  hand  firing  or  the  use  of  a  mechanical  stoker.  Knowing  the 
jnount  of  water  evaporated  per  hour  determines  the  location  of 
rater  stations,  size  of  tender  and  tank,  size  of  injectors,  safety  valve 
opacity,  and  size  of  steam  pipes,  and  also  forms  the  basis  for  other 
eatures  of  the  boiler,  such  as  stack,  etc. 

Prom  the  reports  of  the  Pennsylvania  Railroad  testing  plants  at 
}t.  Louis  and  Altoona,  and  from  road  tests,  the  conclusion  is  reached 
hat  a  horsepower-hour  can  he  obtained  from  25  to  29  lb.  of  saturated 
{team  in  simple  cylinders  with  piston  speeds  of  700  to  1000  ft.  per 
ninute.  A  fair  average  value  has  been  taken  as  27  lb.,  and  in  a  cor- 
responding way  231/^  lb.  for  compound  engines,  20.8  lb.  for  steam 
mperheated  200  deg.  and  over,  and  19.7  lb.  f<)r  superheated  steam 
osed  in  compoimd  cylinders.  These  figures  provide  steam  for  aux- 
iliaries.    While  careful  tests  show  tiiat  the  evaporation  can  be  in- 
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creased  under  the  most  advantageous  conditions^  it  is  considered  better 
practice  to  take  the  lower  figure  in  order  to  provide  a  margin  for 
average  conditions. 

The  great  increase  in  length  of  tubes  which  took  place  with  th€ 
building  of  these  trailing  truck  locomotives  naturally  directed  atten- 
tion to  the  values  of  the  heating  surface  of  diflferent  lengths  of  tubes 
and  emphasized  the  fact  that  a  sq.  ft.  of  heating  surface  in  short 
tubes,  say  10  or  11  ft.  long,  had  a  much  greater  evaporative  value 
than  in  tubes  18,  20  and  22  ft.  long. 

Before  definite  temperature  tests  were  made  in  diflferent  positions 
of  boiler  tubes,  the  temperature  was  assumed  to  vary  inversely  as  the 
square  root  of  the  length,  but  pyrometer  tests  recently  made  on  the 
testing  plant  at  Altoona  with  several  locomotives,  having  tubes  and 
flues  of  various  lengths  and  diameters,  show  the  incorrectness  of  this 
assumption.     Curves  have  been  drawn  which  show  the  temperature 
decrease  from  the  firebox  to  the  smokebox  and  from  these  curves  th€ 
relative  evaporation  has  been  calculated. 

Short   tubes   have   much   greater   evaporative   value   per 
foot  of  heating  surface  than   long  tubes,   but  they  discharge  th 
gases  into  the  smokebox  at  much  higher  temperatures.     Therefore^ 
while  the  heat  absorbed  per  foot  of  length  is  much  greater  for  sho 
than  long  tubes,  it  is  not  so  economical,  and  the  short  tube  boiler__ 
other  things  being  equal,  requires  more  coal  for  a  given  evaporation 
Where  tube  lengths  of  12  or  14  ft.  were  common  14  or  15  years  ago-= 
lengths  of  20,  22  and  even  M  ft.  are  used  in  the  modern  locomotive— 
The  result  is  that  the  smokebox  temperatures  have  decreased  fro 
750  or  800  deg.  to  550  or  600  deg.,  the  only  increase  of  energy 
quired  being  the  slightly  greater  draft  in  the  smokebox  to  pull  th 
gases  through  the  long  tubes.    This  is  not  intended  as  a  defense  of  ther 
long  tubes  in  modern  engines,  especially  of  the  4-6-2,  4-3-2,  Mallet:- 
and  other  types,  because  in  tliese  cases  the  construction  requires  long 
boilers.    Nevertheless  tests  show  that  economy  results  from  the  better 
utilization  of  heat  in  the  modern  engine  than  in  older  types  because 
the   range   of   temperature   between   the   furnace  and   the   stack  is 
greater  with  the  long  tube  locomotive. 

As  a  result  of  these  investigations,  conclusions  have  been  arrived 
at  as  follows: 

Firebox  Evaporation,  An  evaporation  of  55  lb.  per  sq,  ft.  of  fire- 
box heating  surface,  combustion  chamber  and  arch  tubes  has  been 
adopted.    The  greater  absorption  of  heat,  per  unit  of  area,  by  the  fire- 
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»x  than  by  the  rear  portion  of  tubes,  is  largely  due  to  radiant  heat, 
his  varies  as  the  square  of  the  distance  from  the  surface  of  the 
*e  to  the  sheets  separating  the  gases  from  the  water.  Again  it  is 
*obable  that  within  certain  limitations,  the  amount  of  heat  absorbed 
independent  of  the  heating  surface  and  is  a  function  of  the  grate 
*ea  or  the  area  of  the  bed  of  live  coals.  Assuming  that  there  is  suf- 
sient  heating  surface  to  absorb  the  radiant  heat,  it  is  probable  that 
^ry  little  additional  heat  will  be  absorbed  by  increasing  the  firebox 
mating  surface.  It  therefore  follows  that  the  relatively  greater  area  of 
le  fire  in  proportion  to  the  absorbing  surface  in  wide  firebox  loco- 
otives  is  more  efficient  than  in  the  old  narrow  firebox. 

Diameter,  Length  and  Spacing  of  Tubes  and  Flues,  The  evap- 
ative  value  in  pounds  of  water  per  square  foot  of  outside  heating 
rface  has  been  approximately  calculated  for  2-in.  and  ^^-in.  tubes, 
id  for  superheater  fines  of  5%  in.  and  5^  in.  The  range  of  length 
10  to  25  ft.,  and  the  spacing  9/16  in.  to  1  in.  The  best  available 
ta  show  that  the  evat)orative  value  of  a  tube  or  fine  varies  consider- 
ly  with  differences  in  length,  diameter  and  spacing.  Curves  of  tem- 
rature  compared  with  length  have  been  used  as  a  basis  for  deter- 
ining  the  evaporation  for  different  lengths  of  tubes  and  fines.  The 
te  of  evaporation  on  this  basis  will  vary  directly  as  the  difference 

temperature  of  the  tube  or  fine  gases  and  that  of  the  steam  con- 
ined  in  the  boiler.    . 

Tubes  and  flues  from  10  to  24  ft.  long,  spaced  9/16  in.  to  1  in.,  out- 
de  diameter  2  in.,  2^,4  i^-  *^d  5%  in.,  will  evaporate  from  7.50  to 
It  lb.  per  sq.  ft.  per  hour. 

Orate  Area.  Grate  area  required  for  bituminous  coal  is  based  on 
le  assumption  that  120  lb.  of  coal  per  sq.  ft.  of  grate  per  hour  is  a 
laziinum  figure  for  economical  evaporation.  While  200  and  225  lb. 
ave  at  times  been  burnt  in  small,  deep  fireboxes  and  the  engines 
kade  to  produce  sufficient  steam,  this  is  wasteful  of  fuel  and  it  has 
een  found,  after  numerous  and  careful  tests,  that  the  evaporation  per 
Dund  of  coal  under  these  conditions  is  very  low.  If  the  rate  of  com- 
dstion  is  too  slow,  economical  results  will  not  be  produced  owing  to 
le  fact  that  at  least  20  per  cent  of  the  coal  burned  produces  no  use- 
iil  work  in  hauling  trains,  but  is  consumed  in  firing  up,  or  in  waiting 
t  roundhouses,  terminals  or  on  side  tracks,  or  to  the  fact  that  during 
lie  greater  portion  of  the  time  locomotives  are  used  at  considerably 
iB8  than  their  maximum  power. 

For  hard  coal  the  grates  should  be  proportioned  for  a  range  of 
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from  56  to  70  lb.  of  coal  per  sq.  ft.  per  hour,  according  to  the  grade 
of  the  fuel. 

Complete  tables  of  horsepower  for  saturated  and  superheated 
steam,  of  evaporation  of  tubes  and  flues  of  various  length,  diameters 
and  spacing,  and  diagrams  of  temperature  of  flue  lengths  have  all 
been  prepared  to  facilitate  the  calculations  in  determining  the  propor- 
tions of  grate,  firebox,  tube  and  flue  heating  surface. 

It  must  be  remembered,  however,  that  the  boiler  capacity  for  a 
locomotive,  when  other  things  are  in  proportion,  cannot  usually 
be  made  too  large  within  the  permissible  limits  of  weight,  and  it 
can  be  shown  by  numerous  tests  that  such  increase  in  boiler  capacity 
makes  for  considerable  economy  in  the  use  of  fuel  and  steam.  For 
passenger  service  the  capacity  of  the  boilers  may  often  be  made  with 
advantage  over  100  per  cent. 

In  a  general  way,  a  boiler  will  have  ample  steam  making  capacity 
if  proportioned  by  this  100  per  cent  method  provided  the  grate 
is  sufficiently  large  and  deep  so  that  the  rate  of  combustion  at  maxi- 
mum horsepower  does  not  exceed  120  lb.  per  sq.  ft.  of  grate  per  hour 
for  bituminous  coal  of  average  quality.  For  gas  coal  a  smaller 
grate  may  be  used,  but  it  is  better  practice  to  use  the  larger  grate  and 
brick  off  a  portion  at  the  frout  end  in  order  to  obtain  sufficient  volume 
of  firebox  for  proper  combustion,  because  nearly  all  large  modem  en- 
gines are  deficient  in  firebox  volume. 

C.  D.  Young,  in  discussing  Mr.  Golems  remarks,  pointed  out  tha't- 
the  tendency  at  the  present  time  should  be  to  increase  the  firebo*^ 
heating  surface,  as  it  should  be  realized  that  this  is  of  comparatively 
greater  effectiveness  at  mean  and  low  rates  of  working  than  the  re^- — 
maining  surface  of  the  boiler. 

Some  few  years  ago,  when  large  boilers  were  designed,  the  tendency*""*' 
was  to  make  the  ratio  of  the  firebox  heating  surface  to  the  total  heat- 
ing surface  less  than  6.    This  practice  resulted  in  locomotives  wl 
while  efficient  in  evaporation,  were  not  free-steaming,  as  they  lack< 
capacity  unless  very  heavily  drafted.    Firebox  heating  surface  shoult 
be  at  least  7  per  cent  of  the  total  heating  surface  of  the  boiler.    When^^ 
this  ratio  is  attained,  good  results  will  follow  provided  the  tube  heatinj 
surface  has  been  properly  proportioned.    When  working  at  high  ral 
of  evaporation,  the  tube  surface  is  fully  as  effective  as  firebox  si 
and  for  large  capacity  a  large  tube  heating  surface  is  necessary. 

Beyond  a  certain  length  of  tube  there  is  too  great  a  sacrifice  of 
boiler  capacity  in  the  interest  in  economy  in  coal.    The  long  tube  pre- 
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fents  a  very  serious  resistance  to  the  flow  of  the  gases^  and  beyond  a 
certain  length — which  appears  to  be  about  100  internal  diameters — 
this  resistance  increases  without  a  corresponding  increase  in  evapora- 
tion. The  locomotive  with  a  long  tube  is  a  slow  steamer  and  a  higher 
draft  must  be  furnished  in  order  to  create  an  active  fire.  This  rule — 
length  of  tube  to  be  100  times  the  internal  diameter — has  been  applied 
to  three  new  classes  of  Pennsylvania  locomotives  with  exceedingly 
gratifying  results,  and  confirms  the  earlier  experiments  made  by  the 
Pennsylvania  Railroad  upon  this  subject,  as  well  as  those  made  by 
M.  A.  Henry  of  the  Paris,  Lyons  &  Mediterranean  Bailroad  of 
Prance. 

FIHEBOX  DESIGN 

J.  T.  Anthony^  (written).  Prom  a  furnace  point  of  view,  the 
principal  points  to  be  considered  are  grate  area,  flameway  or  volume, 
firing  clearance  and  air  supply.  From  the  boiler  point  of  view  we 
must  consider  the  extent  and  location  of  the  heating  surface. 

In  order  to  secure  high  efficiency,  the  grate  area  should  be  suf- 
Scent  to  keep  the  maximum  rate  of  combustion  below  100  lb.  per  sq. 
't.  per  hour  at  full  boiler  capacity,  as  the  losses  due  to  imperfect  com- 
bustion, cinder  discharge,  front  end  gases,  radiation  and  imaccounted 
or  losses  increase  rapidly  above  this  rate  with  a  corresponding  de- 
Tease  in  boiler  efficiency. 

The  Master  Mechanics^  Association  in  1897  recommended  a  ratio 
»f  heating  surface  to  grate  area  of  60  with  bituminous  coal  locomo- 
ives;  but  this  ratio  on  the  modem  superheater  locomotives  ranges 
Tom  70  to  80  and  higher.  This  is  due  in  part  to  the  decrease  in  coal 
consumption  brought  about  by  the  introduction  of  the  superheater,  and 
in  part  to  the  prevailing  idea  that  large  grates,  in  addition  to  requiring 
more  coal  for  firing  up,  waste  more  coal  when  standing  idle.  It 
is  possible,  though,  that  the  higher  efficiency  due  to  the  large  grate 
and  low  rate  of  combustion  will  more  than  offset  the  larger  amount 
of  coal  used  when  firing  up  and  standing  idle. 
•  High  efficiency  at  lower  rates  of  combustion  is  due  not  only  to  a 
reduction  in  the  heat  losses  enumerated  above,  but  also  to  the  rela- 
tively large  proportion  of  the  total  evaporation  that  takes  place  around 
the  firebox.  Most  of  the  heat  received  by  the  firebox  heating  surface  is 
radiated  directly  from  the  fuel  bed  and  luminous  fiames,  only  a  small 
amount  being  due  to  convection  or  direct  contact.  The  amount  of 
heat  received  by  radiation  depends  on   the  area  of  the  radiating 
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surface  and  the  difference  in  temperature  between  the  radiating  and 
cooling  surface. 

Flues  receive  their  heat  by  convection,  and  the  amount  of  heat 
so  received,  other,  things  being  equal,  depends  on  the  weight  of  the 
gases  going  through  them.  This  varies  with  the  rate  of  combustion, 
and  as  this  rate  increases  the  flue  evaporation  increases.  Under  the 
same  conditions  the  firebox  evaporation  increases  somewhat,  due  to 
the  slightly  higher  temperature  and  increase  in  mass  of  flames,  but 
not  nearly  as  fast  as  the  flue  evaporation. 

High  firebox  evaporation  means  high  boiler  efficiency,  for  the  high 
heat  absorption  by  the  firebox  reduces  the  temperature  of  the  gases 
entering  the  flues;  and,  for  any  one  boiler,  the  temperatures  of  the 
gases  entering  and  leaving  the  flues  are  directly  proportional  when 
reckoned  above  steam  temperature.  Hence  a  lower  temperature  of 
entering  gases  means  lower  front  end  temperatures  and  an  increase  in 
efficiency. 

A  large  percentage  of  the  bituminous  coal  bums  above  the  grate 
as  gas.     The  rapidity  and  completeness  of  the  combustion  of  this 
gas  depend  upon  the  amount  of  oxygen  present  and  the  thoroughness 
of  the  mixing.    In  a  firebox  with  60  sq.  ft.  of  grate,  with  a  rate  of 
combustion  of  60  lb.  of  coal  per  sq.  ft.  of  grate  per  hour,  an  air  sup- 
ply of  20  lb.  per  lb.  of  coal  and  an  average  firebox  temperature  of 
2000  deg.,  the  volume  of  the  gases  evolved  is  about  1200  cu.  fi  per 
second.    A  firebox  of  this  size  would  have  a  cubic  capacity  of  about 
200  ft.,  and  would  have  to  discharge  and  be  refilled  with  gases  about 
6  times  per  second.     The  average  time  available  for  combustion  oi 
each  particle  of  gas  would  be  insufficient  for  complete  and  proper 
mixing  by  diffusion.     With  the  short  time  allowed,  it  is  necessary 
to  mix  the  gases  by  mechanical  means,  and  this  is  generally 
complished  by  an  areli  or  baffle  which  forces  the  gases  through  a 
ptricted  area,  this  area  being  not  less  than  the  net  flue  area. 

Mere  firebox  volume  is  not  sufficient  of  itself.  It  is  necessary  I 
have  a  flameway  of  such  cross-section  and  length  as  to  mix  the 
intimately  and  provide  sufficient  space  for  burning  before  gaaes  reacll^ 
flues.  In  an  ordinary  firebox,  without  baffle  or  combustion  chambei^ 
the  average  length  of  flameway  is  only  5  or  6  ft.  By  the  introduce 
tion  of  baffles  and  combustion  chambers,  this  length  can  be  increased 
from  10  to  15  ft.,  which  results  in  not  only  more  complete  oombu^ 
tion  but  also  in  increased  radiating  surface,  with  a  corresponding 
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isae  in  firebox  evaporation  and  a  lowering  in  temperature  of  the 
)iiig  gases. 

L  Pacific  type  locomotive  with  55  sq.  ft.  of  grate  area,  tube  sup- 
3d  arch  and  an  average  flameway  of  8  ft.^  had  an  average  firebox 
)erature9  covering  a  range  of  Z6  testa,  of  2100  deg.  This  tempera- 
was  taken  from  the  center  of  the  firebox  at  about  the  end  of  the 
.  The  temperature  of  the  gases  entering  the  fines  showed  an 
age  of  1725  deg.^  or  a  drop  in  temperature  of  3^75  deg. 
Another  Pacific  type  locomotive  with  the  same  size  grate  and 
supported  arch,  but  with  a  3-fi.  combustion  chamber,  giving  an 
age  fiameway  of  11  ft.,  showed  over  same  range  of  tests  an  aver- 
firebox  temperature  of  218S  deg.,  with  the  temperature  of  the 
B  entering  the  fines  at  1485  deg.,  or  a  drop  of  700  deg.  between 
center  of  the  firebox  and  the  fine  sheet,  due  to  the  increased 
eway. 

ligh  efficiency  is  obtained  at  low  rates  of  combustion  in  spite  of 
large  air  excess.  The  firebox  absorbs  a  larger  percentage  of  the 
evolved,  and  the  amount  so  received  depends  primarily  on  the 
)erature  of  the  fuel  bed.  It  is  possible  that  this  temperature  is 
er  with  large  air  excess,  due  to  the  cutting  and  scrubbing  action 
le  air  upon  the  burning  coals. 

The  firing  clearance,  or  vertical  distance  between  fuel  bed  and 
r  flues  or  arch,  has  been  materially  increased  by  the  introduc- 
of  our  modem  types  of  locomotives  with  trailing  trucks,  as  this 
permitted  the  firebox  to  be  placed  behind  the  drivers  and  the 
BS  dropped  lower.  I'his  one  step  has  probably  offset  to  some  extent 
high  ratio  between  heating  surfaces  and  grate  area  which  we 
in  our  modem  locomotives. 

firebox  evaporation  depends  primarily  upon  the  extent  and  tem- 
ture  of  the  radiating  surfaces  and  not  on  the  extent  of  the  heat- 
surface.  Increasing  the  firebox  heating  surface  without  in- 
sing  the  grate  area  or  flameway  will  result  in  very  little  increase 
vaporation.  An  evaporation  of  60  lb.  of  water  per  sq.  ft.  of  fire- 
heating  surface  per  hour  requires  a  difference  of  less  than  100 
between  the  water  and  the  fire  side  of  the  sheet.  If  sufficiently 
I  firebox  temperatures  or  large  radiating  surfaces  could  be  ob- 
ed,  it  wotdd  be  possible  to  increase  this  high  rate  of  evaporation 
lOut  forcing  the  heating  surface  to  its  capacity. 

[n  the  Coatesville  tests,  the  two  fireboxes  gave  an  evaporation  as 
L  as  58  lb.  of  water  per  sq.  ft.  of  heating  surface  per  hour.    There 
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was  practically  no  difference  in  the  total  evaporation  by  each  of  the 
fireboxes  when  working  at  the  same  rate  of  combustion  and  with  the 
same  grate  area,  although  one  of  the  fireboxes  had  12  per  cent  more 
heating  surface  than  the  other. 

Unless  the  fuel  is  materially  changed,  we  are  not  likely  in  the 
near  future  to  see  any  radical  departures  from  the  present  type  of 
firebox.  Any  improvement  in  firebox  efficiency  will  be  obtained 
by  paying  particular  attention  to  and  making  ample  provision  for 
grate  area,  firing  clearance,  gas  mixing,  flameway  or  oombnrtioii 
chamber  space,  and  air  supply. 

FBONT  END  DESIGN 

H.  B.  MacFarland  in  a  written  discussion  called  attention  to 
the  amount  of  experimental  work  that  has  been  done  to  determine  tlie 
most  efficient  arrangement  of  drafting  appliances,  and  yet  it  his 
been  often  and  thoroughly  demonstrated  that  the  best  arrangement 
for  a  front  end  for  any  given  locomotive  can  be  determined  only  after 
careful  tests  in  service. 

Pioneer  work  in  this  country  in  establishing  scientifically  the 
fundamental  principles  of  front  end  action  was  done  in  the  locomo- 
tive testing  laboratory  of  Purdue  University.     The  rapid  develop- 
ment of  powerful  locomotives  in  the  past  few  years  calls  for  such 
an  increase  in  the  boiler  capacity  that  it  was  questioned  whether 
these  recommendations  were  still  applicable  to  the  newer  types  of 
power.    In  order  to  demonstrate  the  best  type  of  drafting,  the  Penn- 
sylvania Railroad  recently  made  a  series  of  front  end  tests.    Definite 
results  and  recommendations  were  obtained  only  after  a  very  well 
worked  out  series  of  tests  with  a  large  number  of  different  front  end. 
arrangements.     From  results  obtained,  however,  they  were  not  abl« 
to  establish  recommendations  governing  a  proper  design  of  front  enA- 
appliances  which  may  be  generally  applied  to  all  classes  of  locomotive^a 
80  that  such  an  arrangement  has  to  be  left  to  individual  tests  for  eacS^ 
class. 

That  the  present  practice  of  locomotive  drafting  is  accomplished 
at  the  expense  of  back  pressure  acting  against  pistons  has  been  gen^* 
erally  understood  for  a  long  time  and  although  it  was  generally  knowia^ 
that  this  back  pressure  exists  in  all  locomotives,  the  magnitude  of  tb^ 
power  loss  clue  to  it  has  not  been  generally  recognized. 

Effective  locomotive  capacity  was  first  increased  with  the  use  o^ 
high  steam  pressures.    The  tendency  in  later  years  has  been  to  lowe^ 
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;  steam  pressure.  To  increase  the  locomotive  capacity  effectively,  it 
8  first  necessary  to  increase  the  capacity  of  the  boiler,  which  has 
m  accomplished  usually  by  increasing  the  heating  surface  without 
pTO}>ortionate  increase  in  grate  area.  Designs  of  this  kind  have 
cessarily  imposed  an  increased  rate  of  combustion,  thus  involving  an 
crease  in  drafting  requirements.  The  intensive  duty  is  well  illus- 
ited  by  considering  that  there  are  locomotive  boilers  in  service 
pable  of  developing  ^00  sustained  boiler  h.p.  with  a  grate 
ea  available  of  not  over  100  sq.  ft.  The  intensive  burning  of  the  fuel 
further  brought  out  when  it  is  considered  that  in  a  stationary  plant 
presenting  the  latest  developments,  to  develop  2000  boiler  h.p. 
ually  requires  four  boilers  of  500  h.p.  each,  occupying  an  aggregate 
K>r  space  of  35  by  35  ft.  To  develop  this  high  locomotive  boiler 
irsepower  with  the  space  available,  necessitates  drafts  ranging  from 
to  10  in.  of  water  with  coal  burning,  and  from  4  to  12  for  oil 
iming  locomotives. 

Since  draft  is  a  function  of  the  front  end  arrangement  in  general 
id  of  the  exhaust  tip  in  particular,  it  naturally  follows  that  the 
eration  of  the  high  powered  locomotive  boilers  of  the  present  day  is 

the  expense  of  a  very  pronounced  back  pressure  due  to  restricted 
>.  This  is  particularly  true  when  the  locomotives  are  operated  at 
ch  rates  of  power  as  to  force  boilers  to  their  maximum.  Data  were 
llected  from  tests  conducted  upon  18  different  locomotives  repre- 
iting  as  many  different  types  and  working  under  such  varied  con- 
kions  as  are  encountered  upon  the  Sante  F6  System.  These  data 
ow  that  for  every  100  h.p.  used  as  actual  tractive  power,  there  are 

h.p.  wasted  through  the  exhaust,  over  70  per  cent  of  which  may  be 
edited  to  the  excessive  back  pressure  necessary  to  produce  draft  for 
e  locomotive  boiler. 

In  order  to  demonstrate  some  of  the  basic  principles  governing 
e  increase  in  boiler  capacity,  to  show  that  the  controlling  factor  in 
creasing  capacity  is  the  draft,  a  comparison  was  made  of  the  per- 
rmance  obtained  from  a  type  of  large  locomotive  boiler  operating 
ider  stationary  and  road  conditions.  Tests  were  not  made  on  the 
me  boiler,  but  figures  were  obtained  from  separate  tests  made  on 
fferent  boilers  of  the  same  class.  These  boilers  are  standard  for  the 
mta  F6  or  2-10-2  type  locomotives,  with  general  dimensions  as  fol- 
ws:  Heating  surface,  4796  sq.  ft.,  of  which  4587  sq.  ft.  was  tube 
?ating  surface,  and  209  sq.  ft.  was  firebox  heating  surface;  grate 
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was  practically  no  difference  in  the  total  evaporation  by  each  of  the 
fireboxes  when  working  at  the  same  rate  of  combustion  and  with  the 
same  grate  area,  although  one  of  the  fireboxes  had  12  per  cent  more 
heating  surface  than  the  other. 

Unless  the  fuel  is  materially  changed,  we  are  not  likely  in  the 
near  future  to  see  any  radical  departures  from  the  present  type  of 
firebox.  Any  improvement  in  firebox  efficiency  will  be  obtained 
by  paying  particular  attention  to  and  making  ample  provision  for 
grate  area,  firing  clearance,  gas  mixing,  flameway  or  combustioD 
chamber  space,  and  air  supply. 

FBONT  END  DESIGN 

H.  B.  MacFarland  in  a  written  discussion  called  attention  to 
the  amount  of  experimental  work  that  has  been  done  to  determine  the 
most  efficient  arrangement  of  drafting  appliances,  and  yet  it  h«8 
been  often  and  thoroughly  demonstrated  that  the  best  arrangement 
for  a  front  end  for  any  given  locomotive  can  be  determined  only  after 
careful  tests  in  service. 

Pioneer  work  in  this  country  in  establishing  scientifically  the 
fundamental  principles  of  front  end  action  was  done  in  the  locomo- 
tive testing  laboratory  of  Purdue  University.  The  rapid  develop- 
ment of  powerful  locomotives  in  the  past  few  years  calls  for  such 
an  increase  in  the  boiler  capacity  that  it  was  questioned  whether 
these  recommendations  were  still  applicable  to  the  newer  types  of 
power.  In  order  to  demonstrate  the  best  type  of  drafting,  the  Penn- 
sylvania Railroad  recently  made  a  series  of  front  end  tests.  Definite 
results  and  recommendations  were  obtained  only  after  a  very  well 
worked  out  series  of  tests  with  a  large  number  of  different  front  end 
arrangements.  From  results  obtained,  however,  they  were  not  able 
to  establish  recommendations  governing  a  proper  design  of  front  end 
appliances  which  may  be  generally  applied  to  all  classes  of  locomotives, 
80  that  such  an  arrangement  has  to  be  left  to  individual  tests  for  each 
class. 

That  the  present  practice  of  locomotive  drafting  is  accomplished 
at  the  expense  of  back  pressure  acting  against  pistons  has  been  gen- 
erally understood  for  a  long  time  and  although  it  was  generally  known 
that  this  back  pressure  exists  in  all  locomotives,  the  magnitude  of  the 
power  loss  due  to  it  has  not  been  generally  recognized. 

Effective  locomotive  capacity  was  first  increased  with  the  use  of 
high  steam  pressures.    The  tendency  in  later  years  has  been  to  lower 
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le  steam  pressure.  To  increase  the  locomotive  capacity  effectively,  it 
as  first  necessary  to  increase  the  capacity  of  the  boiler,  which  has 
een  accomplished  usually  by  increasing  the  heating  surface  without 

proportionate  increase  in  grate  area.  Designs. of  this  kind  have 
ecessarily  imposed  an  increased  rate  of  combustion,  thus  involving  an 
icrease  in  drafting  requirements.  The  intensive  duty  is  well  illus- 
rated  by  considering  that  there  are  locomotive  boilers  in  service 
apable  of  developing  ^00  sustained  boiler  h.p.  with  a  grate 
rea  available  of  not  over  100  sq.  ft.  The  intensive  burning  of  the  fuel 
3  further  brought  out  when  it  is  considered  that  in  a  stationary  plant 
epresenting  the  latest  developments,  to  develop  2000  boiler  h.p. 
sually  requires  four  boilers  of  500  h.p.  each,  occupying  an  aggregate 
loor  space  of  J^5  by  35  ft.  To  develop  this  high  locomotive  boiler 
orsepower  with  the  space  available,  necessitates  drafts  ranging  from 

to  10  in.  of  water  with  coal  burning,  and  from  4  to  12  for  oil 
urning  locomotives. 

Since  draft  is  a  function  of  the  front  end  arrangement  in  general 
nd  of  the  exhaust  tip  in  particular,  it  naturally  follows  that  the 
peration  of  the  high  powered  locomotive  boilers  of  the  present  day  is 
t  the  expense  of  a  very  pronounced  back  pressure  due  to  restricted 
ip.  This  is  particularly  true  when  the  locomotives  are  operated  at 
uch  rates  of  power  as  to  force  boilers  to  their  maximum.  Data  were 
oUected  from  tests  conducted  upon  18  different  locomotives  repre- 
enting  as  many  different  types  and  working  under  such  varied  con- 
[itions  as  are  encountered  upon  the  Sante  P6  System.  These  data 
how  that  for  every  100  h.p.  used  as  actual  tractive  power,  there  are 
6  h.p.  wasted  through  the  exhaust,  over  70  per  cent  of  which  may  be 
redited  to  the  excessive  back  pressure  necessary  to  produce  draft  for 
he  locomotive  boiler. 

In  order  to  demonstrate  some  of  the  basic  principles  governing 
he  increase  in  boiler  capacity,  to  show  that  the  controlling  factor  in 
ncreasing  capacity  is  the  draft,  a  comparison  was  made  of  the  per- 
ormance  obtained  from  a  type  of  large  locomotive  boiler  operating 
inder  stationary  and  road  conditions.  Tests  were  not  made  on  the 
ame  boiler,  but  figures  were  obtained  from  separate  tests  made  on 
lifferent  boilers  of  the  same  class.  These  boilers  are  standard  for  the 
>anta  F6  or  2-10-2  type  locomotives,  with  general  dimensions  as  fol- 
f)W8:  Heating  surface,  4796  sq.  ft.,  of  which  4587  sq.  ft.  was  tube 
leating  surface,  and  209  sq.  ft.  was  firebox  heating  surface;  grate 
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area^  53^^  sq.  ft.     California  crude  oil  having  a  calorific  value  of 
from  18,650  to  19,650  B.t.u.  was  used  in  all  cases. 

Besults  of  the  three  tests  mentioned  are  summarized  in  Table  1, 
and  demonstrate  the  influence  of  the  intensity  of  the  draft  on  the 
boiler  capacity. 

TABLE  1    RESULTS  OF  TESTS  ON  DRAFT 


MeaoB  of  Producing  Draft 


Natural 

Natural  and  IH-incb  steam 

Blower 

Locomotive  Front  End 


Draft,  in  Watbr 


Smokebox 


0.08 

1.10 
0.00 


Firebox 


0.61 

1.00 
7.26 


Oil 
Burned 
per  Hr., 

Lb. 


074 

1360 
8270 


Water 

Ev^wrated 

per  Hr., 

Lb. 


12.727 

15.895 
88,900 


Ratio 

Water 
to  Fuel 


13.07 

11.70 
10.70 


Boiler  H.P 
Derdoped 


445 

670 
1180 


.^ 


The  total  capacity  of  a  locomotive  boiler  has  been  greatly  increase^ 
during  the  past  10  years  by  the  development  of  auxiliary  apparati:^* 
such  as  superheater,  brick  arch,  feed-water  heater,  stoker  and  oth^^^ 
labor  saving  devices.    An  increase  in  boiler  capacity  has  also  been  vc:^^ 
complished  indirectly  by  improving  the  efficiency  of  the  locomotiv^ 
through  improvements  made  in  the  valve  gear  and  cylinder  desi 
and  by  properly  designed  steam  passages,  etc.    With  all  the  develop-^ 
ments  and  improvements,  however,  the  fact  remains  that  the  deter 
mining  factor  in  increased  boiler  capacity  is,  imder  the  present  ar  . 

rangement,  increased  draft,  and  it  follows  that  the  most  efficient:^ 
method  of  producing  this  draft  should  be  given  serious  consideration.  ^ 

During  complete  tests  made  in  the  summer  of  1914  of  four  dif-  ^ 
ferent  Prairie  type  locomotives,  experiments  were  made  to  determine 
the  effect  of  changes  in  front  end  arrangement.  In  each  instance  a 
number  of  runs  were  first  made  with  the  front  end,  as  far  as  pos- 
sible, in  accordance  with  recommendations  of  the  American  Railway 
Master  Mechanics'  Association.  Changes  were  then  made  in  the  front 
end  arrangement  to  make  each  locomotive  conform  generally  to  the 
latest  recommendations  of  the  Pennsylvania  Railroad. 

Diagrams  showing  the  front  end  arrangement  of  one  of  the  loco- 
motives before  and  after  changes  are  shown  in  Figs.  1  and  2. 

Assuming  an  efficiency  of  100  per  cent  for  the  original  arrange- 
ment, the  tests  show  that  a  draft  of  6  in.  in  the  front  end  was  pro- 
duced with  the  new  arrangement  at  a  saving  of  34.5  per  cent  in  back 
pressure  produced  in  the  cylinders. 


^4. 
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ts  show  what  may  be  accomplished  by  changes  in  front 
oeot,  but  when  it  is  considered  that  the  efficiency  of  the 
very  low  from  a  thermodynamic  standpoint,  these  gains 


Fia.  1    Froht  Ekd  Arranoiicent 


Fio.  2    Front  End  Arrakoement 

have  very  little  effect  on  the  total  efficiency  of  the  loco- 

'er  performance  curves  for  one  of  the  locomotiyes  tested 
8  maitimiiTn  power  was  reached  at  a  speed  of  35  milee  per 
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hour^  the  locomotive  developing  1350  i.h.p.  and  having  190  back-pres- 
sure h.p.  There  was  a  gain  of  35  per  cent  in  front  end  efficiency  with 
the  new  front  end  arrangement.  This  means  that  the  same  draft 
was  produced  with  a  reduction  of  35  per  cent  in  back  pressure,  or  at 
a  saving  of  66  h.p.  This  results  in  an  increase  of  but  5  per  cent  in 
the  capacity  of  the  locomotive. 

Curves  taken  from  tests  on  a  2-8-8-2  Mallet  show  that  maximmn 
power  was  developed  at  a  speed  of  approximately  17  miles  per  hour 
and  that  drawbar  horsepower  and  back-pressure  horsepower  equalized 
at  a  speed  of  approximately  25  miles  per  hour.  At  this  speed  the  loco- 
motive exerted  950  drawbar  h.p.  and  an  equal  amoimt  was  required  to 
draft  the  boiler. 

These  tests  have  forcibly  demonstrated  the  inefficiency  of  the 
present  front  end  arrangement  when  viewed  from  a  thermodynamic 
standpoint.    Its  chief  advantage  is  mechanical  efficiency,  that  is,  it  is 
free  from  any  complicated  parts  and  requires  only  minor  adjustments. 
It  is  this  feature  alone  that  has  enabled  the  present  front  end  to^ 
exist  to  the  present  day. 

In  view  of  existing  conditions,  attention  was  attracted  to  the  pos- 
sibility of  drafting  by  some  method  of  forced  or  induced  draft  Be^ 
cause  of  the  impracticability  of  installing  a  system  of  forced  draft, 
form  was  abandoned.  Induced  draft  has  been  successfuUly  applied  i 
stationary  and  marine  service.  The  development  of  the  steam  turbirn 
and  progress  in  theory  and  construction  of  centrifugal  fans  make  i 
seem  logical  that  if  the  system  could  be  so  successfully  applied  to  other 
fields  it  would  find  ready  application  to  the  locomotive.  When  the 
problem  was  presented  to  the  manufacturers,  they  were  able  to  calcu- 
late the  size  of  the  fan  and  the  horsepower  necessary  to  drive  it  to  bum 
the  required  amount  of  coal.  But  when  the  space  that  such  an  ap- 
paratus would  occupy  was  taken  into  consideration,  they  were  imable 
to  furnish  either  data  or  apparatus  to  meet  the  requirements  satis- 
factorily. For  this  reason  it  was  absolutely  necessary  to  start  in  at 
the  beginning  and  to  develop  such  an  apparatus. 

After  many  experiments  the  MacFarland  fan  draft  was  developed. 
The  diaphragm,  nozzle  pot,  netting  and  other  draft  appliances  were 
removed,  leaving  the  front  end  clear  for  the  reception  of  the  turbo- 
fan  unit.  The  smokebox  proper  was  divided  into  two  compartments 
by  means  of  a  sheet  iron,  air-tight  partition,  which  made  connection 
between  the  intake  opening  in  the  fan  casing  and  the  inner  ring 
of  the  smokebox  arch.     The  compartment  next  to  the  front  tube 
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thus  made  separate  and  constituted  the  front  end  proper,  the 
opening  being  directly  into  the  inlet  of  a  high-speed  direct- 
ectedy  centrifugal  fan.  The  remaining  compartment  acted  as 
leral  housing  for  the  fan  and  its  operating  power  unit.  Cylinder 
list  was  led  directly  to  the  atmosphere  by  means  of  pipes  lead- 
from  the  front  heads  of  the  steam  chest  to  a  common  stack 
ed  just  ahead  of  the  fan  exhaust  stack  on  top  of  the  boiler. 
a  the  locomotive  was  working,  the  steam  for  the  turbine  was 
1  directly  from  the  superheater;  when  the  main  throttle  was 
A  the  turbine  was  supplied  through  the  blower  line.  While  the 
jsed  during  this  experiment  was  not  mei»hanically  correct  or  of 
ient  capacity  to  develop  the  maximum  power  of  the  locomotive, 
Dught  out  many  valuable  points  relative  to  the  general  perform- 
to  be  expected  from  a  system  of  this  kind. 

'he  experience  gained  led  to  the  design  of  a  larger  fan  imit  which 
ipplied  to  a  New  York  Central  switcher  and  a  comparative  test 
made  before  and  after  installation.  This  installation  was  never 
factory  from  a  mechanical  standpoint,  becaiise  the  unit  em- 
d  was  not  adapted  to  the  size  of  the  smokebox  on  this  partic- 
locomotive.  The  test  further  demonstrated,  however,  the  pos- 
ties  of  this  form  of  draft  for  locomotives  and  justified  the  follow- 
onclusions : 

(a)  That  the  engine  could  be  successfully  drafted  with  the 
MacFarland  fan  draft.  A  maximum  of  9  in.  of  draft 
was  developed  in  the  front  end,  with  an  average  of  8^4 
in.  throughout  one  of  the  test  runs,  and  the  fan  operated 
successfully  against  depths  of  fire  ranging  from  6  to  18 
in. 

(b)  That  the  exhaust  could  be  muffled  to  any  desired  point 
by  the  introduction  of  proper  netting  stages. 

(c)  That  the  engine  could  be  operated  practically  smokeless. 

(d)  That  the  engine  burned  a  uniform  and  intense  fire. 

(e)  That  full  operating  steam  pressure  was  readily  main- 
tained. 

(/)  That  the  back  pressure  on  the  engine  was  entirely  elim- 
inated. 

(g)  That  it  was  not  necessary  to  use  the  exhaust  steam  for 
drafting  the  engine. 

?he8e  tests  have  furnished  data  for  the  design  of  a  special  unit 
rercome  the  mechanical  difficulties  which  have  been  brought  out. 


508  STEAM  LOCOMOTIVES  OF  TODAY 

drifting,  the  automatic  damper  is  an  essential  feature  for  the  protee 
tion  of  the  superheater  elements. 

There  has  been  a  tendency  of  late  to  use  exhaust  nozzles  hayini 
other  than  circular  openings.  The  plain  circular  nozzle  forms  i 
steam  jet  wliich  is  too  nearly  cylindrical,  or  is  the  shape  of  the  stack 
and  the  use  of  such  a  shaped  nozzle  as  a  rectangular  one  appears  t 
break  up  the  continuity  or  form  of  the  jet  and  causes  the  nozzle  ti 
draw  out  a  larger  volume  of  gases.  Both  rectangular  nozzles  an( 
nozzles  of  the  dumb-bell  shape  have  been  used  with  success  and  witl 
an  increase  in  evaporation  over  that  with  the  circular  form.  Ther 
has  recently  been  developed  on  the  testing  plant  a  nozzle,  having  foir 
internal  projections,  which  appears  to  be  more  satisfactory  than  somi 
of  the  irregular  forms.  With  nozzles  having  other  than  a  oirculai 
outlet,  an  increase  in  the  evaporative  capacity  of  the  boiler  of  fron 
15  to  25  per  cent  has  been  obtained.  In  recent  tests  upon  a  larg» 
Pacific  type,  a  nozzle  with  four  internal  projections  has  given  a  mail 
mum  capacity  in  equivalent  evaporation,  from  and  at  2«12  deg.,  o 
87,414  lb.  per  hour.  This  is  an  evaporation  of  18  lb.  of  water  per  sc 
ft.  of  heating  surface  per  hour.  With  this  capacity,  an  i.h.p.  of  318^ 
was  obtained.  This  same  locomotive  with  a  circular  nozzle  develope* 
a  maximum  equivalent  evaporation  of  62,719  lb.  of  water  per  houi 
resulting  in  an  i.h.p.  of  2501.  No  change,  other  than  in  the  exhaua 
tip,  was  made  in  the  locomotive.  The  back  pressure  in  both  cases  wa- 
practically  identical.  The  nozzle  had  about  the  same  area  as  tL 
equivalent  circular  nozzle,  which  meant  that  it  was  large  enough  t- 
take  care  of  the  internal  projections.  Tliere  was  a  diflEerence  of  0.0 
lb.  of  back  pressure  in  one  case  compared,  which  is  practically 
negligible.  The  limited  capacity  of  the  circular  opening  was  2501 
li.p.,  whereas  with  the  other  form  it  was  3200. 

ASnPAN  DESIGN 

C.  D.  Young  called  attention  to  ashpan  design  as  to  air  open 
ings.  He  remarked  that  the  air  openings  into  the  ashpan  should  be  a 
least  15  per  cent  of  the  area  of  the  grate.  WHien  the  openings  are  o 
this  size,  the  ashpan  vacuum  will  bo  considerably  less  than  one  inch  o 
water  at  the  maximum  evaporative  rates. 

This  ratio  has  been  found  to  be  too  large  for  the  requirements  o 
some  switching  engines.  By  installing  ashpan  dampers  along  the  ai 
inlets  at  the  mud  ring,  this  difficulty  has  been  overcome.  If  the  ai 
iTiIets  in  the  ashpans  of  locomotives  which  stand  around  a  large  par 
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o(     t-be  time  were  not  reduced,  it  would  \>e  difficult  for  the  Gremati  to 
pr^^ent  a  large  amount  of  steam  from  escnpiiig  from  the  safety  valve. 

BUPERHEATINO 

0.  L.  BoDRNE  (written).  Locomotive  boilers  preaeiit  many 
limitationB  that  have  an  important  bearing  on  the  design  and  con- 
struction of  the  superheater.  The  development  of  the  locomotive, 
within  certain  fixed  clearances,  has  been  dependent  upon  the  size 
of  (be  boiler,  Ab  the  boiler  increased,  wheels  have  been  added  to 
obtain  proper  weight  distribution.  Consequently,  the  boiler  is  no 
Iturget  than  is  absolutely  necessary  and  in  the  majority  of  cases  it 
•s   iDsufficient  in  evaporating  surface. 


PISIOM  SPEED 

Fig.  4    CiLiNDER  Tkactivb  Efk>kt — HisTON  Speed 

The  application  of  a  superheater  to  this  boiler  necessitates  a  re- 
'inction  of  about  15  or  80  per  cent  in  the  tube  lieating  surface.  Fur- 
Viiermore,  a  certain  percentage  of  the  gases,  which  formerly  was  avail- 
able for  evaporation  of  the  water,  must  now  be  used  for  superheating 
the  steam. 

Taking  this  boiler  with  its  deficiencies,  the  superheater  has  pro- 
duced an  economy  of  2-5  per  cent  in  fuel  as  a  direct  result  of  saving 
33*A  P^r  cent  of  the  total  water  evaporated  per  unit  of  power.  As 
a  result  of  this  fuel  economy,  greater  capacity  of  the  locomotive  has 
been  brought  about. 

As  an  illustration  of  this  fact  Fig.  4  shows  cylinder  tractive  power 
iu  per  cent  plotted  against  piston  speed.     The  lowest  curve  No.  1 
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very  fairly  represents  the  speed  factor  for  an  average  satnrat^^ 
steam  locomotive.    Curve  No.  2  similarly  represents  that  of  the  avc^^ 
age  modem  superheated  steam  locomotive  using  between  200  and  25^ 
deg.  superheat.    A  longer  cut-off  being  possible  on  superheater  en. — 
gines  accounts  for  the  greater  available  tractive  power.    The  limitin  gS" 
factor  at  the  usual  speeds  is  the  ability  of  the  boiler  to  famish  steaicx^ 

These  results  have  been  accomplished  in  the  face  of  boiler  limits. — 
tions,  of  parts  of  the  locomotive  not  being  adaptable  to  the  use  <»: 
highly  superheated  steam,  and  of  lack  of  experience  in  the  organiza.- 
tion  which  must  handle  the  locomotive.  The  problems  incident 
these  conditions  are  being  rapidly  worked  out,  and  results  shown  l^^ 
the  superheated  steam  curve  will  soon  be  as  basic  as  the  saturatfe^r^ 
steam  curve  was  a  few  years  ago.  The  future  holds  a  possibility  fo-^ 
further  saving  by  increasing  the  degree  of  superheat.  For  some  tinx*^ 
past  large  passenger  locomotives  have  been  operated  very  successfoLl.^^ 
with  steam  chest  temperatures  between  750  and  800  deg.  Tlxi  « 
corresponds  to  S'SO  to  400  deg.  of  superheat. 

The  superheater  engineer  has  only  made  use  of  the  same  varie^t^y 
of  flue  sizes  as  was  used  by  the  locomotive  designer  for  tube  size©. 
If  the  superheater  designer  should  be  permitted  the  use  of  a  size 
different  from  the  two  present  standards,  it  would  be  possible    to 
obtain,  in  a  superheater  boiler,  evaporating  surface  practically    as 
great  as  in  the  saturated  steam  boiler.    In  thife  case  the  superheating 
surface  would  be  a  distinct  net  gain  to  the  heat  absorbing  surface   cf 
the  boiler.     With  a  boiler  and  superheater  thus  arranged,  greater 
capacity  may  reasonably  be  expected,  and  a  curve  approximately    ^ 
No.  3  may  be  confidently  looked  forward  to  in  the  near  future. 

C.  D.  Young  remarked  that  it  is  now  known  that  the  economy  d  '^^^ 
to  superheating  increases  almost  directly  with  the  degree  of  sup^^' 

■ 

heat;  and  the  usual  type  of  fire-tube  superheater  produces  its  ma?c:^ 
mum  superheat  only  when  it  is  forced  to  the  limit  of  boiler  capacity. 

This  condition  is  not  altogether  desirable  as  the  maximum  econont^y 
should  be  obtained  when  the  locomotive  is  working  imder  moderate  ^^^ 
average  conditions  and  at  an  economical  cut-off.    A  superheater  th  ^^ 
would  give  a  uniform  superheat  under  all  conditions  of  working  wou-  ^" 
apparently  produce  ideal  results. 

If  our  materials  in  valves,  cylinders  and  packing,  as  well  as  t^  ^^ 
lubrication,  will  withstand  a  certain  high  degree  of  superheat,  there  '^ 
no  reason  why  we  should  not  furnish  this  degree  of  superheat  regar- 
less  of  the  boiler  rate  in  order  to  effect  the  greatest  economy  in 
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With  the  usual  Schmidt  superheater  we  have  observed  steam  tempera- 
tures as  high  as  670  deg.,  corresponding  to  a  superheat  of  ^1  deg.  at  a 
steam  chest  pressure  which  was  180  Ib.^  while  the  boiler  pressure  was 
2Q6  lb.    With  these  conditions  the  steam  rate  per  horsepower  hour  was 
19.3  lb.,  the  speed  47  miles  per  hour,  and  the  cut-oflf  50  per  cent.    With 
tlxifi  superheat  and  a  cut-off  at  25  per  cent,  it  is  reasonable  to  suppose 
th^t  a  water-rate  approximating  15  lb.  could  be  obtained.    For  this 
feci^n  the  desirability  in  future  designs  of  superheaters  is  to  produce, 
^^     it  be  possible,  a  superheater  that  will  give  us  a  uniform  superheat 
^^^S^urdless  of  the  evaporation  of  the  boiler.    Until  such  a  superheater 
*^-^^  been  produced  the  maximum  economy  and  capacity  from  the  boiler 
^^^^"Xmot  be  obtained  under  all  working  conditions. 

COMPOUNDING 

C.  J.  Mbllin   (written).     In  the  course  of  progress  in  steam 

gineering  it  was  but  natural  that  the  compound  engine,  which 

been   so   successfully   introduced  into   marine   and   stationary 

ice,  should  find  its  way  to  the  locomotive. 

Difference  in  conditions  under  which  the  locomotive  operates  as 

^^^mpared  with  the  marine  and  stationary  engines,  in  that  the  greatest 

^^sistance  is  in  starting,  was  not  fully  realized  in  earlier  attempts 

^^  introduce  the  compound  into  railway  service.     Various  means 

^ere  later  employed  to  compensate  for  this  difference,  but  for  many 

^ears  the  compound  was  looked  upon  with  suspicion. 

Very  little  improvement,  however,  yas  made  in  the  simple  engine 
Xintil  the  compound  commenced  to  show  its  superiority  by  hauling 
lieavier  freight  trains  with  the  same  weight  on  drivers  as  the  simple 
engine  and  with  a  considerable  reduction  in  fuel  and  water  consimip- 
tioh,  reduction  in  boiler  repairs,  improvement  in  smooth  riding 
qualities,  and  the  practical  elimination  of  jerks  in  starting,  thus 
making  a  saving  in  car  and  draft  gear  repairs. 

To  compete  with  these  advantages  the  simple  engine  was  en- 
larged both  in  boiler  and  cylinder  capacity,  necessitating  an  increase 
in  weight,  and  for  a  number  of  years  the  contest  for  supremacy  was 
on,  ending  only  when  the  limit  of  the  right  of  way  stopped  the  further 
enlargement  of  the  low-pressure  cylinder  of  the  cross-compound  en- 
gine, the  permissable  diameter  being  36  in.,  or  an  equivalent  to  a 
21-in.  simple  engine.     The  Vauclain   four-cylinder  compoimd,  the 
four-cylinder  balanced   compound   and    the   tandem   compound  fol- 
lowed, but  all  soon  found  their  limitations. 

The  three-cylinder  compound  would  have  been  the  natural  sue- 
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very  fairly  represents  the  speed  factor  for  an  average  satura 
steam  locomotive.  Curve  No.  2  similarly  represents  that  of  the  v^ 
age  modem  superheated  steam  locomotive  using  between  200  and  : 
deg.  superheat.  A  longer  cut-off  being  possible  on  superheater 
gines  accounts  for  the  greater  available  tractive  power.  The  limit 
factor  at  the  usual  speeds  is  the  ability  of  the  boiler  to  furnish  stei 

These  results  have  been  accomplished  in  the  face  of  boiler  liuL 
tions,  of  parts  of  the  locomotive  not  being  adaptable  to  the  tm 
highly  superheated  steam,  and  of  lack  of  experience  in  the  organi 
tion  which  must  handle  the  locomotive.  The  problems  incident 
these  conditions  are  being  rapidly  worked  out,  and  results  shown 
the  superheated  steam  curve  will  soon  be  as  basic  as  the  saturtt 
steam  curve  was  a  few  years  ago.  The  future  holds  a  possibility  I 
further  saving  by  increasing  the  degree  of  superheat.  For  some  tii 
past  large  passenger  locomotives  have  been  operated  very  successful 
with  steam  chest  temperatures  between  750  and  800  deg.  Tl 
corresponds  to  350  to  400  deg.  of  superheat. 

The  superheater  engineer  has  only  made  use  of  the  same  varie 
of  flue  sizes  as  was  used  by  the  locomotive  designer  for  tube  sin 
If  the  superheater  designer  should  be  permitted  the  use  of  a  si 
different  from  the  two  present  standards,  it  would  be  possible 
obtain,  in  a  superheater  boiler,  evaporating  surface  practically 
great  as  in  the  saturated  steam  boiler.    In  thife  case  the  superheatii 
surface  would  be  a  distinct  net  gain  to  tiio  heat  absorbing  surface 
the  boiler.     With  a  boiler  and  superheater  thus  arranged,  great 
capacity  may  reasonably  be  expected,  and  a  curve  approximately 
N"o.  3  may  be  confidently  looked  forward  to  in  the  near  future. 

C  D.  Young  remarked  that  it  is  now  known  that  the  economy  d 
to  superheating  increases  almost  directly  with  the  degree  of  sujk 
heat;  and  the  usual  type  of  fire-tube  superheater  produces  its  ma: 
mum  superheat  only  when  it  is  forced  to  the  limit  of  boiler  capacity. 

This  condition  is  not  altogether  desirable  as  the  maximum  econoi 
should  be  obtained  when  the  locomotive  is  working  under  moderate 
average  conditions  and  at  an  economical  cut-off.  A  superheater  tl 
would  give  a  uniform  superlieat  under  all  conditions  of  working  woi 
apparently  produce  ideal  results. 

If  our  materials  in  valves,  cylinders  and  packing,  as  well  as  1 
lubrication,  will  withstand  a  certain  high  degree  of  superheat,  there 
110  reason  why  we  should  not  furnish  this  degree  of  superheat  rega: 
less  of  the  boiler  rate  in  order  to  effect  the  greatest  economy  in  stea 
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With  the  uual  Schmidt  superheater  we  have  observed  steam  tempera- 

.    tnmasiiigh  as  670  deg.,  corresponding  to  a  superheat  of  291  deg.  at  a 

itBim  chest  pressure  which  was  180  Ib.^  while  the  boiler  pressure  was 

-    206  lb.  With  these  conditions  the  steam  rate  per  horsepower  hour  was 

Uilk,  the  speed  47  miles  per  hour,  and  the  cut-off  50  per  cent.    With 

thtf  laperheat  and  a  cut-off  at  25  per  cent,  it  is  reasonable  to  suppose 

tkt  1  water-rate  approximating  15  lb.  could  be  obtained.     For  this 

nam  the  desirability  in  future  designs  of  superheaters  is  to  produce, 

if  it  be  possible,  a  superheater  that  will  give  us  a  uniform  superheat 

nqpidless  of  the  evaporation  of  the  boiler.    Until  such  a  superheater 

ks  been  produced  the  maximum  economy  and  capacity  from  the  boiler 

eumot  be  obtained  under  all  working  conditions. 

COMPOUXDIXG 

C.  J.  Mellin  (written).  In  the  course  of  progress  in  steam 
engineering  it  was  but  natural  that  the  compound  engine,  which 
had  been  so  successfullv  introduced  into  marine  and  stationarv 
KTTice,  should  find  its  way  to  the  locomotive. 

Difference  in  conditions  under  which  the  locomotive  operates  as 
eompared  with  the  marine  and  stationary  engines,  in  that  the  greatest 
resistance  is  in  starting^  was  not  fully  realized  in  earlier  attempts 
to  introduce  the  compound  into  railway  service.  Various  means 
were  later  employed  to  compensate  for  this  difference,  but  for  many 
jem  the  compound  was  looked  upon  with  suspicion. 

Very  little  improvement,  however,  was  made  in  the  simple  engine 
Mtil  the  compound  conmienced  to  show  its  superiority  by  hauling 
kea\ier  freight  trains  with  the  same  weight  on  drivers  as  the  simple 
engine  and  with  a  considerable  reduction  in  fuel  and  water  consump- 
tion, reduction  in  boiler  repairs,  improvement  in  smooth  riding 
lualities,  and  the  practical  elimination  of  jerks  in  starting,  thus 
^ng  a  saving  in  car  and  draft  gear  repairs. 

To  compete  with  these  advautagos   the  simple  engine  was  eu- 
Iwg^  both  in  boiler  and  cylinder  ^rapacity,  necessitating  an  increase 
in  weight,  and  for  a  number  of  vt'ars  the  contest  for  supremacy  was 
pending  only  when  the  limit  of  the  right  of  way  stopped  the  further 
'Jnlargement  of  the  low-pressure  cyliniler  of  the  cross-compound  en- 
?iDe,  the  permissable  diamet<^r  l>oin<r  -J^J  in.,  or  an  equivalent  to  a 
■'l-in.  simple  engine.     The   Vauclain    foiir-cvlindor  compound,  the 
lour-cylinder  balanced   coniiK)unfl    an«l    the   randeni   compound   fol- 
lowed, but  all  soon  found  their  I  imitations. 
The  three-cylinder  compound  wotiKl  hast-  been  the  natural  sue- 


610  STEAM  LOCOMOnVBS  OF  TODAY 

very  fairly  represents  the  speed  factor  for  an  average  saturated 
steam  locomotive.  Curve  No.  2  similarly  represents  that  of  the  arer- 
age  modern  superheated  steam  locomotive  using  between  200  and  250 
deg.  superheat.  A  longer  cut-oflf  being  possible  on  superheater  en- 
gines accounts  for  the  greater  available  tractive  power.  The  limiting 
factor  at  the  usual  speeds  is  the  ability  of  the  boiler  to  furnish  steam. 

These  results  have  been  accomplished  in  the  face  of  boiler  limita- 
tions^ of  parts  of  the  locomotive  not  being  adaptable  to  the  use  of 
highly  superheated  steam,  and  of  lack  of  experience  in  the  organiza- 
tion which  must  handle  the  locomotive.  The  problems  incident  to 
these  conditions  are  being  rapidly  worked  out,  and  results  shown  by 
the  superheated  steam  curve  will  soon  be  as  basic  as  the  saturated 
steam  curve  was  a  few  years  ago.  The  future  holds  a  possibility  for 
further  saving  by  increasing  the  degree  of  superheat.  For  some  time 
past  large  passenger  locomotives  have  been  operated  very  successfully 
with  steam  chest  temperatures  between  750  and  800  deg.  This 
corresponds  to  3^60  to  400  deg.  of  superheat. 

The  superheater  engineer  has  only  made  use  of  the  same  variety 
of  flue  sizes  as  was  used  by  the  locomotive  designer  for  tube  sizes. 
If  the  superheater  designer  should  be  permitted  the  use  of  a  size 
different  from  the  two  present  standards,  it  would  be  possible  to 
obtain,  in  a  superheater  boiler,  evaporating  surface  practically  as 
great  as  in  the  saturated  steam  boiler.  In  this  case  the  superheating 
surface  would  be  a  distinct  net  gain  to  the  heat  absorbing  surface  of 
the  boiler.  With  a  boiler  and  superheater  thus  arranged,  greater 
capacity  may  reasonably  be  expected,  and  a  curve  approximately  as 
No.  3  may  be  confidently  looked  forward  to  in  the  near  future. 

C.  D.  Young  remarked  that  it  is  now  known  that  the  economy  Hue 
to  superheating  increases  almost  directly  with  the  degree  of  super- 
heat; and  the  usual  type  of  fire-tube  superheater  produces  its  maxi- 
mum superheat  only  when  it  is  forced  to  the  limit  of  boiler  capacity. 

This  condition  is  not  altogether  desirable  as  the  maximum  economy 
.•should  be  obtained  when  the  locomotive  is  working  under  moderate  or 
average  conditions  and  at  an  economical  cut-off.  A  superheater  that 
would  give  a  uniform  superheat  under  all  conditions  of  working  wouW 
apparently  produce  ideal  results. 

If  our  materials  in  valves,  cylinders  and  packing,  as  well  as  the 
lubrication,  will  withstand  a  certain  high  degree  of  superheat,  there  is 
no  reason  why  we  should  not  furnish  this  degree  of  superheat  regard- 
less of  the  boiler  rate  in  order  to  effect  the  greatest  economy  in  steam- 
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With  the  UBual  Schmidt  superheater  we  have  observed  steam  tempera- 
tures as  high  as  670  deg.,  corresponding  to  a  superheat  of  2dl  deg.  at  a 
steam  chest  pressure  which  was  180  Ib.^  while  the  boiler  pressure  was 
206  lb.  With  these  conditions  the  steam  rate  per  horsepower  hour  was 
19.3  lb.,  the  speed  47  miles  per  hour,  and  the  cut-off  60  per  cent.  With 
this  superheat  and  a  cut-off  at  25  per  cent,  it  is  reasonable  to  suppose 
that  a  water-rate  approximating  15  lb.  could  be  obtained.  For  this 
reason  the  desirability  in  future  designs  of  superheaters  is  to  produce, 
if  it  be  possible,  a  superheater  that  will  give  us  a  uniform  superheat 
regardless  of  the  evaporation  of  the  boiler.  Until  such  a  superheater 
has  been  produced  the  maximum  economy  and  capacity  from  the  boiler 
cannot  be  obtained  under  all  working  conditions. 

COMPOUNDING 

C.  J.  Mellin  (written).  In  the  course  of  progress  in  steam 
engineering  it  was  but  natural  that  the  compound  engine,  which 
had  been  so  successfully  introduced  into  marine  and  stationary 
service,  should  find  its  way  to  the  locomotive. 

Difference  in  conditions  under  which  the  locomotive  operates  as 

compared  with  the  marine  and  stationary  engines,  in  that  the  greatest 

resistance  is  in  starting,  was  not  fully  realized  in  earlier  attempts 

to   introduce  the  compound  into  railway  service.     Various  means 

Were  later  employed  to  compensate  for  this  difference,  but  for  many 

J^ears  the  compound  was  looked  upon  with  suspicion. 

Very  little  improvement,  however,  yras  made  in  the  simple  engine 
until  the  compound  commenced  to  show  its  superiority  by  hauling 
heavier  freight  trains  with  the  same  weight  on  drivers  as  the  simple 
engine  and  with  a  considerable  reduction  in  fuel  and  water  consump- 
tion, reduction  in  boiler  repairs,  improvement  in  smooth  riding 
qualities,  and  the  practical  elimination  of  jerks  in  starting,  thus 
making  a  saving  in  car  and  draft  gear  repairs. 

To  compete  with  these  advantages  the  simple  engine  was  en- 
larged both  in  boiler  and  cylinder  capacity,  necessitating  an  increase 
in  weight,  and  for  a  number  of  years  the  contest  for  supremacy  was 
on,  ending  only  when  the  limit  of  the  right  of  way  stopped  the  further 
enlargement  of  the  low-pressure  cylinder  of  the  cross-compound  en- 
gine, the  permissable  diameter  being  36  in.,  or  an  equivalent  to  a 
21-in.  simple  engine.     The  Vauclain  four-cylinder  compound,  the 
four-cylinder  balanced   compound   and    the   tandem  compound  fol- 
lowed, but  all  soon  found  their  limitations. 

The  three-cylinder  compound  would  have  been  the  natural  sue- 
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cessor  to  the  cross-compound  but  for  the  complications  involved  in 
applying  the  central  main  rod  across  the  main  axle,  as  was  necessary 
on  other  than  four  coupled  engines.  Its  introduction  was,  there- 
fore,'deferred  indefinitely.  Nevertheless,  various  designs  of  this  type 
have  been  worked  out  to  the  equivalent  of  a  26-in.  simple  engine. 

Instead  of  entering  on  this  complication,  a  step  still  further  in 
advance  was  taken  about  1^  or  13  years  ago,  when,  after  close  in- 
vestigation as  to  the  best  means  of  employing  two  low-pressure 
cylinders,  the  Mallet  method  of  articulation  was  selected.  The 
first  design  was  made  during  the  sunmier  of  1902,  retaining  the 
American  Locomotive  Company's  compounding  system  and  American 
methods  of  construction  throughout. 

Up  to  this  time  there  were  few  engines  with  higher  tractive  power 
than  40,000  lb.  The  bold  idea  of  stepping  up  to  72,000  tractive  power 
in  compound  gear  and  86,000  in  emergency  was  severely  criticized. 
After  long  and  serious  consideration  the  Baltimore  and  Ohio  Bail- 
road  decided  to  have  an  engine  built  to  these  proportions.  Hardly 
had  the  engine  started  in  regular  service  when  its  real  qualities 
were  discovered  and  its  performance  viewed  with  surprise.  Reports 
of  the  result  obtained  caused  personal  investigations  to  be  made  by 
railway  officials  and  resulted  in  a  decided  reversal  of  an  unfavorable 
opinion  to  one  of  recognition  of  its  advantages.  At  present  115,000 
lb.  in  tractive  power  in  compound  and  138,000  lb.  in  emergency  are 
being  produced  in  very  successful  service  and  plans  are  worked  out, 
ready  when  required,  for  engines  of  this  type  giving  140,000  lb. 
tractive  power  in  compound  and  168,000  lb.  emergency  power. 

The  next  step  for  heavy  power,  where  road  conditions  permit, 
is  triple  articulation,  using  the  tender  as  the  third  unit.  One 
engine  of  this  type  has  been  built  having  160,000  lb.  tractive  power, 
but  as  yet  it  may  be  considered  as  experimental.  On  account  of  th? 
limited  boiler  capacity  on  such  engines,  it  may  be  necessary  to  make 
the  tender  engine  independent  of  the  other  two  units,  subject  to 
regulation  at  will,  in  order  to  get  the  maximum  amount  of  steam  for 
fanning  the  fire.  The  exliaust  from  the  tender  engine  has  very  Utile 
effect  by  the  time  it  reaches  the  stack  and  may  therefore  be  carried 
direct  from  engine  to  atmosphere.  Mechanical  draft  could  probably 
be  applied  to  advantage  as  a  further  means  of  increasing  the  boiler 
capacity  at  the  slow  speeds  at  which  such  an  engine  would  naturally 
operate.  By  this  means  a  tract iv(»  power  of  over  200,000  lb.  could 
be  obtained. 
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In  the  meantime  the  superheater  has  proved  to  be  of  great  ad- 
Lntage  in  compounding.  Practically  all  the  superheat  in  the  steam 
in  be  used  before  its  final  exhaust,  and  condensation  during  the 
tter  part  of  its  extended  expansion  is  eliminated.  This  combina- 
on  of  compounding  and  superheating,  when  proper  cylinder  pro- 
^rtions  have  been  observed,  affords  the  greatest  economy  in  loco- 
lotive  operation. 

Mechanical  stokers  have  made  possible  the  further  enlargement 
t  ^gines.  It  is  also  probable  that  mechanical  draft,  in  combination 
ith  a  feedwater  heater,  will  be  an  additional  feature  in  the  direc- 
ion  of  economy,  because  of  the  possibility  of  running  the  boiler  to 
:s  required  capacity  regardless  of  the  speed  of  the  engine.  It  also 
emoves  the  unavoidable  loss  of  power  caused  by  back  pressure  in  the 
ylinders,  which  loss  increases  with  the  size  of  the  engine. 

FEEDWATER  HEATING 

H.  H.  Vauohan.  You  probably  all  know  the  experiments  that 
re  being  made  with  exhaust  steam  heaters  and  waste  gas  heaters  on 
le  front  end  by  Mr.  Trevithic  on  the  Egyptian  Kailways.  With  the 
Eiste  gas  heater  he  has  been  able  to  put  the  water  into  the  boiler  at 
\0  deg.  and  obtain  2s^  per  cent  economy. 

On  the  Canadian  Pacific,  experimental  open  heaters  in  a  tank 
Lve  given  a  fair  amount  of  satisfaction.  We  also  applied  exhaust- 
t^am  injectors  to  some  engines  with  fair  results,  but  found  that 
operate  them  satisfactorily  we  sliould  have  a  variable  exhaust  nozzle. 
e  have  since  been  advised  by  the  manufacturers  that  our  troubles 
ire  because  of  our  having  applied  too  large  an  injector.  While  ex- 
tust  steam  injectors  work  fairly  well  under  certain  conditions,  yet 
ere  would  be  difficulties  where  the  amount  of  water  consumed 
[>uld  be  variable. 

Experiments  on  an  open  heater  showed  that  40  deg.  of  the  tem- 
irature  obtained  from  the  exhaust  steam  was  due  to  the  exhaust 
cam  from  the  feed  pump.  A  temperature  of  200  deg.  in  the  feedwater 
the  equivalent  of  1 60  deg.  when  water  is  put  into  the  boiler  by  an  in- 
jctor  with  100  per  cent  efficiency.  By  heating  the  water  at  the  in- 
action suction  to  120  deg.,  we  got  6  per  cent  economy  using  injectors, 
hich  we  thought  preferable  to  10  or  12  per  cent  using  a  pump, 
jately  we  have  experimented  with  an  ordinary  closed  feedwater 
leater. 

Feedwater  heating  is  a  subject  which  railroad  people  on  this 
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side  have  neglected.  It  has  the  advantage  of  not  only  saving  ooal 
but  increasing  the  capacity  of  the  boiler^  as  the  temperature  of  the 
water  in  the  boiler  would  not  be  materially  changed.  My  feeling 
is  that  we  will  see  the  heater  coming  into  larger  use  not  only  with 
exhaust  steam  but  with  waste  gas. 

FIREBRICK  ARCHES  AND  CIRCULATING  SUPPORTING  TUBES 

J.  P.  Neff  (written).    About  ten  years  ago  very  few  railroads 
were   consistently   using  brick   arches.     A   number   of   roads  were 
tolerating  them  in  a  very  small  percentage  of  their  engines,  and  a. 
large  number  had  discarded  them  entirely. 

As  the  locomotive  itself  has  been  greatly  improved  during  the 
last  ten  years,  so  has  this  particular  device.  It  has  been  shorn  of 
many  of  its  original  faults,  leaving  its  never  disputed  virtues  stand- 
ing out  all  the  more  prominently. 

Briefly,  the  arch  insures  more  nearly  complete  combustion.  The 
combustion  of  high  volatile  coal  at  the  rapid  rates  necessary  to  meet 
the  demands  for  large  hauling  capacity  is  fraught  with  consider- 
able losses  due  to  incompleteness.  That  represented  by  the  CO  con- 
tent in  front  end  gases  is  only  a  part.  Losses  from  incomplete  com- 
bustion of  hydrocarbons  may  easily  be  four  times  that  represented 
by  the  00  per  cent  in  the  gas  analysis.  Anything  that  will  mitigate 
these  losses  without  introducing  too  high  air  excess  reflects  at  once 
in  higher  furnace  temperatures.  Oombustion  chambers  help  by 
lengthening  the  flame  travel,  but  the  arch,  especially  the  arch  on 
water  tubes,  not  only  doubles  the  average  length  of  the  flame  travel 
but  in  addition  possesses  the  more  important  virtue  of  a  mechanical 
mixer. 

That  eminent  authority.  Dr.  Breckenridge,  in  his  treatise  entitled 
A  Study  of  400  Steaming  Tests,  states:  ''Mere  length  of  combus- 
tion chamber  counts  for  little  compared  with  some  device  for 
thoroughly  mixing  the  gases  of  the  flame  stream;  one  good  mixing 
wall  or  baflBe  is  probably  worth  many  feet  of  undisturbed  flow."  A 
study  of  the  full  text  of  this  work  impresses  one  with  the  thought 
that  the  above  statement  was  not  made  with  the  intention  of  belittling 
the  importance  of  combustion  chamber  length  or  flame  length  bnt 
with  the  idea  of  emphasizing  the  importance  of  mixing  the  different 
strata  or  ribbons  of  the  gas  stream  mechanically. 

By  enhancing  combustion  over  the  fuel  bed,  considerable  more 
heat  is  involved,  and  higher  firebox  temperatures  result.    Authentic 
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s  have  shown  that  with  certain  coals  this  increase  in  temperature 
'  be  16  per  cent.  As  a  rule,  these  higher  firebox  temperatures  are 
accompanied  with  higher  front  end  temperatures.  Thus  the 
ble  result  of  creating  more  heat  and  causing  it  to  be  absorbed,  is 
)mplished.    See  Fig.  5. 

Circulating  tubes  or  arch  pipes  not  only  present  the  most  ef- 
ive  heat  transmitting  surface,  but  the  circulating  effect  is  very 
^rtant,  especially  at  high  rates  of  combustion.  As  the  particles  of 
s  must  quickly  touch  the  heat  absorbing  surface  and  give  way  in- 
tly  to  other  particles,  so  must  the  water  on  the  opposite  side  of 
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^  surfaces,  if  a  high  rate  of  heat  transfer  is  to  be  accomplished. 
tHlitod  circulation  will  insure  tliis  favorable  condition.  A  loco- 
ve  boiler  cannot  give  liifjh  duty  per  square  foot  of  surface  when 
^ases  move  leisurely. 

Vrch  tubes,  as  they  are  now,  give  much  aid,  but  there  is  still  more 
e  done  in  this  direction.  Arch  tubes  or  circulating  water  tubes 
ugh  the  firebox  may  be  used  in  still  greater  number  with  good 
Its,  if  properly  arranged  and  disposed  so  as  to  aid  in  mixing  me- 
lically  and  in  circulating  without  too  quickly  lowering  the  tem- 
ture  of  gases. 

[nf ormation  from  three  different  authentic  sources  shows  that  the 
k  arch,  together  with  its  circulating  water  tubes,  produces  an  in- 
88  in  maximum  boiler  capacity  of  approximately  15  per  cent. 
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side  have  neglected.  It  has  the  advantage  of  not  only  saving  coal 
but  increasing  the  capacity  of  the  boiler^  as  the  temperature  of  the 
water  in  the  boiler  would  not  be  materially  changed.  My  feeling 
is  that  we  will  see  the  heater  coming  into  larger  use  not  only  with 
exhaust  steam  but  with  waste  gas. 

FIKEBRICK  ARCHES  AND  CIBCULATJNQ  SUPPORTING  TUBES 

J.  P.  Nepp  (written).  About  ten  years  ago  very  few  railroads 
were  consistently  using  brick  arches.  A  number  of  roads  were 
tolerating  them  in  a  very  small  percentage  of  their  engines,  and  a 
large  number  had  discarded  them  entirely. 

As  the  locomotive  itself  has  been  greatly  improved  during  the 
last  ten  years^  so  has  this  particular  device.  It  has  been  shorn  of 
many  of  its  original  faults^  leaving  its  never  disputed  virtues  stand- 
ing out  all  the  more  prominently. 

Briefly^  the  arch  insures  more  nearly  complete  combustion.  The 
combustion  of  high  volatile  coal  at  the  rapid  rates  necessary  to  meet 
the  demands  for  large  hauling  capacity  is  fraught  with  consider- 
able losses  due  to  incompleteness.  That  represented  by  the  CO  con- 
tent in  front  end  gases  is  only  a  part.  Losses  from  incomplete  com- 
bustion of  hydrocarbons  may  easily  be  four  times  that  represented 
by  the  CO  per  cent  in  the  gas  analysis.  Anything  that  will  mitigate 
these  losses  without  introducing  too  high  air  excess  reflects  at  once 
in  higher  furnace  temperatures.  Combustion  chambers  help  by 
lengthening  the  flame  travel,  but  the  arch,  especially  the  arch  on 
water  tubes,  not  only  doubles  the  average  length  of  the  flame  travel, 
but  in  addition  possesses  the  more  important  virtue  of  a  mechanical 
mixer. 

That  eminent  authority.  Dr.  Breckenridge,  in  his  treatise  entitled 
A  Study  of  400  Steaming  Tests,  states:  ''Mere  length  of  combus- 
tion chamber  counts  for  little  compared  with  some  device  for 
thoroughly  mixing  the  gases  of  the  flame  stream;  one  good  mixing 
wall  or  baflBe  is  probably  worth  many  feet  of  imdisturbed  flow."  A 
study  of  the  full  text  of  this  work  impresses  one  with  the  thought 
that  the  above  statement  was  not  made  with  the  intention  of  belittling 
the  importance  of  combustion  chamber  length  or  flame  length  but 
with  the  idea  of  emphasizing  the  importance  of  mixing  the  difierent 
strata  or  ribbons  of  the  gas  stream  mechanically. 

By  enhancing  combustion  over  the  fuel  bed,  considerable  more 
heat  is  involved,  and  higher  firebox  temperatures  result.    Authentic 
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»ts  have  shown  that  with  certain  coals  this  increase  in  temperature 
lay  be  15  per  cent.  As  a  rule,  these  higher  firebox  temperatures  are 
ot  accompanied  with  higher  front  end  temperatures.  Thus  the 
ouble  result  of  creating  more  heat  and  causing  it  to  be  absorbed,  is 
ccomplished.    See  Fig.  5. 

Circulating  tubes  or  arch  pipes  not  only  present  the  most  ef- 
ective  heat  transmitting  surface,  but  the  circulating  effect  is  very 
Qiportant,  especially  at  high  rates  of  combustion.  As  the  particles  of 
:a8e8  must  quickly  touch  the  heat  absorbing  surface  and  give  way  in- 
tantly  to  other  particles,  so  must  the  water  on  the  opposite  side  of 
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iiese  surfaces,  if  a  high  rate  of  heat  transfer  is  to  be  accomplished. 
Expedited  circulation  will  insure  this  favorable  condition.  A  loco- 
iiotive  boiler  cannot  give  high  duty  per  square  foot  of  surface  when 
he  gases  move  leisurely. 

Arch  tubes,  as  they  are  now,  give  much  aid,  but  there  is  still  more 
o  be  done  in  this  direction.  Arch  tubes  or  circulating  water  tubes 
hrough  the  firebox  may  be  used  in  still  greater  number  with  good 
-esults,  if  properly  arranged  and  disposed  so  as  to  aid  in  mixing  me- 
chanically and  in  circulating  without  too  quickly  lowering  the  tem- 
perature of  gases. 

Information  from  three  different  authentic  sources  shows  that  the 
brick  arch,  together  with  its  circulating  water  tubes,  produces  an  in- 
crease in  TnayiTT^nnn  boiler  capacity  of  approximately  16  per  cent. 
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The  four  3-iii.  arch  tubes  reported  on  from  one  of  these  sources  were 
held  to  be  responsible  for  one-third  of  this  increase. 

CYLINDERS  AND  VALVE  GKARS 

G.  W.  Rink.  While  every  effort  is  being  made  to  increase  the 
efficiency  of  the  boiler,  it  appears  that  the  economical  distribution 
of  steam  in  the  cylinders  has  also  received  some  attention.  In  gen- 
eral, however,  we  are  not  getting  the  good  results  such  as  are  ob- 
tained in  good  stationary  engine  practice.  This  is  due  to  long  steam 
ports  and  the  use  of  a  single  slide  or  piston  valve  which  has  to  con- 
trol admission,  cut-off,  release  and  compression. 

A  design  of  cylinder  overcoming  these  objections  has  been  intro- 
ducod  in  recent  years  and  is  known  as  the  Hobart-Allfree  cylinder. 
A  comparative  test  was  made  on  the  Jersey  Central  with  an  engine 
fitted  with  this  type  of  cylinder  and  slide  valves  as  against  another 
engine  fitted  with  the  regulation  cylinder  and  slide  valve.  These  tests 
showed  an  economy  in  fuel  and  water  consumption  of  approximately 
12  per  cent.  Tests  conducted  on  other  railroads  with  Mallet  engines 
equipped  with  the  same  style  of  cylinder  and  slide  valve  showed,  with 
practically  the  same  amount  of  coal  per  ton  mile,  an  increase  of  13% 
per  cent  in  tonnage  hauled  with  an  increase  in  speed  of  4.3  per  cent 
and  a  saving  of  water  per  ton  mile  of  11.1  per  cent. 

Valve  gears  have  received  a  great  amount  of  attention  in  recent 
years  and  a  design  which  has  apparently  met  with  considerable  suc- 
cess is  known  as  the  Baker  valve  gear.  This  gear  was  designed  with 
a  view  of  replacing  the  old  inside  link  motion.  It  has  also  been  ap- 
plied in  preference  to  the  Walschaert  gear  in  many  instances  owing  to 
objections  due  to  links  or  sliding  blocks.  The  Baker  gear  has  all 
bearings  provided  with  pins  and  bushings  which  are  more  readily  in- 
spected and  repaired. 

DETAIL  DESIGN  TO  SECURE  HEDUCED  WEIGHT. 

W.  E.  WooDARD.  In  all  designs  it  is  necessary  to  get  as  large  a 
boiler  as  possible,  consistent  with  the  proper  design  of  the  other  parts 
of  the  locomotive.  This  leaves  a  certain  amount  of  weight,  in  many 
cases,  to  be  taken  out  of  other  parts,  with  the  result  that  the  designer 
scans  all  points  where  he  can  safely  make  a  reduction. 

Increased  weight  due  to  the  slight  increase  in  the  detail  parts  has 
been  brought  to  our  attention  in  the  past  by  the  way  certain  features 
in  locomotives  creep  up.    A  locomotive  is  built  for  a  railway  and  it 
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aerates  satisfactorily.  The  railroad  duplicates  the  order  several 
tnes  and  the  weight  will  creep  up  8000  or  10^000  Ib.^  due  to  increased 
ze  or  weight  of  parts  here  and  there.  This  increased  weight  is  made 
ithout  any  change  in  the  vital  dimensions  of  the  locomotive. 

In  one  case  a  systematic  study  of  a  design  was  made.    As  a  result 
was  found  that  2500  lb.  could  be  taken  out  without  impairing  the 
Rciency  of  the  details  or  of  the  locomotive  as  a  whole. 

Cast  steel  cylinders  offer  a  possible  means  of  weight  reduction, 
though  they  have  not  been  used  to  any  considerable  extent.  For 
rge  size  locomotives,  tliey  would  probably  reduce  the  weight  of  the 
linders  4500  lb.  per  pair.  There  are  a  number  of  details,  such  as 
nd  boxes,  boiler  fronts,  etc.,  where  material  reductions  can  be  made. 
e  have  been  able  to  do  much  in  the  way  of  steel  shapes  for  sand 
>xe8-  Wooden  cabs  and  running  boards  can  be  used  but  there  is  a 
eater  desirability  in  using  steel. 

Another  thing  is  the  question  of  changing  existing  standards 

ring  to  new  devices.     We  have  under  consideration  the  question 

reducing  the  size  of  the  cab,  following  the  introduction  of  power 

screw  reverse  gears.    We  have  already  been  able  to  reduce  them  from 

:  in.  and  90  in.  down  to  72  in.    The  Pennsylvania  has  started  on  this 

le  and  we  may  see  quite  a  little  done  in  this  way  in  the  future. 

USE  OF  HIGU-GRADE  ALLOY  STEKLS  TO  REDUCE  WEIGHT. 

H.  V.  WiLLE  (written).  Many  railroad  metallurgists  do  not  con- 
fer that  the  possibilities  of  high-grade  carbon  steel  have  been  utilized 
►  the  fullest  extent  by  designers.  This  is  no  doubt  due  to  the  fact 
lat  designers  and  metallurgists  view  the  properties  of  steel  from  en- 
rely  different  points.  The  metallurgist  wishes  a  steel  of  great  duc- 
lity  with  a  good  elongation  and  reduction  of  area,  or  in  other  words, 
steel  that  will  readily  flow  under  limiting  loads;  whereas  the  de- 
gner  desires  a  stiff  steel,  one  of  high  elastic  ratio  or  a  steel  that  will 
ot  readily  flow  xmder  loads  above  the  elastic  limit.  The  metallurgist 
lerefore  specifles  a  steel  with  a  high  elongation  and  reduction  of 
rea  and  to  meet  these  conditions  the  manufacturer  is  compelled  to 
se  a  steel  of  medium  carbon. 

As  for  possibilities  of  improvements,  a  decided  reduction  in  weight 
B  well  as  the  elimination  of  failures  would  result  from  a  modiflca- 
on  of  existing  specifications  for  forgings  for  the  purpose  of  permit- 
ing  the  use  of  steel  of  high  tensile  strength  and  elastic  limit  even 
t  a  sacrifice  of  ductility  as  measured  by  the  elongation  and  reduction 
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of  area.  These  views  are  sustained  by  the  results  of  an  elaborate  series 
of  tests  on  the  endurance  of  rotating  shafts  conducted  by  the  United 
States  Government  at  the  Watertown  Arsenal  by  Jas.  E.  Howard. 

These  experiments  required  years  to  make  and  the  results  from 
the  different  yearly  reports  are  tabulated  in  Table  2. 

Enormous  increase  in  endurance  following  the  use  of  material  hav- 


TABLE  2    TESTS  ON  THE  ENDURANCE  OF  ROTATING  SHAFTS 


Car 

• 

Nickel 

Treatment 

Fiber 

Rotations 

Elastic 

Tensile 

Elonsa- 

COD- 

Stress 

Limit 

Strencth 

tion 

trsctiofi 

0.26 

3.282 

Annealed 

40.000 

1.847.500 

51.500 

81.370 

28.75 

61.00 

0.26 

3.282 

Oil  Quenched 

and  Annealed 

40.000 

1.815.200 

66.950 

90.640 
95.490 

26.9 

65.04 

0.25 

4.514 

Annealed 

40,000 

2.366.000 

61.610 

24.8 

57.13 

0.25 

4.514 

Oil  Quenched 

and  Annealed 

40.000 

3.296.700 

101.860 

120.100 

20.8 

fiO.05 

0.29 

5.661 

Annealed 

40.000 

4.388.400 

90.090 

108.840 

22.5 

68.71 

0.29 

5.661 

Oil  Quenched 

and  Annealed 

40.000 

3.795.200 

117.610 

131.410 

19.65 

M.88 

0.539 

27.353 

Annealed 

40.000 

2.495.600 

48.060 

104.820 

47.5 

63.10 

0.539 

27.353 

Oil  Quenched 
and  Annealed 

40.000 

1.088.200 

46.850 

97.780 

43.35 

60.80 

0.24 

Annealed 

40.000 

229.300 

40.560 

71.240 

32.3 

59.81 

0.24 

Oil  Quenched 

and  Annealed 

40.000 

348.000 

45.170 

74.440 

33.15 

00.03 

0.42 

Annealed 

40.000 

225.900 

44.290 

80.885 

23.0 

56.7 

0.42 

Oil  Quenched 

and  Annealed 

40.000 

655.000 

55.000 

92.180 

26.05 

67.22 

0.46 

Annealed 

40.000 

976.600 

48.060 

94.600 

21.15 

47.65 

0.46 

Oil  Quenched 

and  Annealed 

40.000 

1.667.60W 

61.110 

102.88d 

13.05 

61.27 

0.66 

Annealed 

40.000 

3.689.000 

65.205 

124.200 

7.15 

17.28 

0.66 

Oil  Quenched 

and  Annealed 

40.000 

4.323.600 

92.040 

154.9201 

13.5 

31. « 

1.094 

30.000 
30.000 

50.000.000 
12.547.600 

0.733 

0.824 

30.000 

16.336.200 

0.824 

35.000 

13.871,000 

•  •  • 

0.094 

35.000 

19.152.300 







ing  high  elastic  limit  and  tensile  strengtli  is  notable  and  it  is  show^ 
that  a  0.66  carbon  steel  shaft  exhibits  as  much  endurance  as  a  5.6  pe  ^ 
cent  nickel  steel  one. 

When  steel  forgings  were  first  proposed  for  use  in  locomotives,  ^ 
soft  grade  of  steel  was  generally  employed,  the  purpose  being  to  secure 
a  steel  of  similar  properties  to  the  iron  formerly  employed. 

The  use  of  this  material  resulted  in  an  unusual  number  of  fail- 
ures of  axles,  pins  and  rods.   After  studying  these  failures.  Dr.  C.  B 
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jy,  S.  M.  Vauclain  and  S.  T.  Wellman  experimented  with  higher 
n  steels.  This  led  to  the  general  adoption  of  steel  of  80,000  ten- 
Tength  for  locomotive  work,  with  the  result  that  the  failures  were 
nated  and  the  great  superiority  of  this  steel  over  the  softer  steels 
iemonstrated  notwithstanding  the  great  difference  between  the 
teels  in  elongation  and  contraction  of  area.  This  grade  of  steel 
il  being  universally  employed  and  any  changes  made  were  for  the 
)8e  of  increasing  the  ductility  requirements  rather  than  the  tensile 
rements,  thus  handicapping  the  manufacturer  in  the  develop- 
of  this  grade  of  steel. 

!  specifications  were  revised  to  permit  the  use  of  a  0.66  carbon 
there  would  be  but  little  necessity  to  employ  the  expensive  alloy 

1  sketching  the  development  of  the  art  with  respect  to  increase  in 
;ity,  sufficient  stress  is  not  laid  upon  the  development  of  the 
r  truck  locomotives  v^th  the  attendant  possibilities  of  improve- 
in  boiler  design.  It  is  now  generally  recognized  that  the  use  of 
r  trucks  has  permitted  boilers  of  great  capacity.  Were  it  not  for 
levelopment  in  boiler  design,  there  would  be  a  very  limited  use  of 
heaters  in  the  modern  locomotives  because  of  the  restriction  to 
•  capacity.  When  the  first  trailer  truck  engine  was  built  but  a 
decade  ago  it  was  received  with  a  storm  of  criticism  and  the 
ers  stood  almost  alone  as  the  advocates  of  this  type.  The  use  of 
railing  truck  is  a  logical  development  of  the  use  of  wide  fire- 

ride  fireboxes  originated  with  the  invention  by  Wootten  in  1877  of 
K)iler  which  bears  his  name.  The  original  designs  of  the  well 
n  Wootten  or  wide  firebox  boiler  contained  a  combustion  chamber, 
ten  considered  this  feature  essential.  Ivater,  A.  E.  Mitchell  modi- 
this  design  by  omitting  the  combustion  chamber  and  employing 
light  flue  sheet  which  was  subsequently  changed  to  the  offset  flue 
.  These  types  of  boilers  were  the  predecessors  of  the  modem 
firebox  engine  and  it  is  interesting  to  note  at  this  time  that  so 
J  of  these  engines  held  world  records  for  speed  and  capacity. 

"he  Atlantic  or  4-4-2  type  was  designed  in  1895  and  was  first  em- 
d  by  the  Atlantic  Coast  Line  and  derived  its  name  therefrom.  At 
the  design  was  received  with  criticism,  but  the  advantages  in  the 
ruction  of  large  fireboxes  and  large  boilers  were  so  manifest  that 
8  rapidly  followed  by  the  design  of  a  Prairie  or  2-6-2  type  engine 
be  C.  B.  &  Q.  Bailroad.    The  Pacific  or  4-6-2  type  was  naturally 
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developed  from  this  type  in  1901  for  the  New  Zealand  Government 
Railways  to  bum  inferior  fuel.  In  1895  the  Mikado  or  2-8-2  type  was 
also  designed  to  bum  inferior  fuel  of  a  lignite  nature  from  the  Iwaki 
and  Iryana  mines  of  the  Japan  Railway  Company. 

In  1903  the  first  2-10-2  or  Santa  F6  type  locomotive  was  built  for 
the  Atcheson,  Topeka  &  Santa  F6  Railway.  While  this  type  was  so 
successful  as  to  warrant  the  continuation  of  many  duplicate  orders 
for  this  company,  only  in  recent  years  have  other  railroads  b^un  to 
employ  this  most  powerful  of  all  single  unit  coupled  locomotives. 

The  reason  for  the  success  of  these  locomotives  is  not  far  to  seek. 
The  relative  steaming  capacities  of  different  types  of  locomotives  bear 
some  inverse  ratio  to  the  percentage  of  total  weight  carried  on  drivers. 
This  rule,  if  such  it  may  be  called,  is  not  strictly  true,  for  a  constant 
value  yet  to  be  determined  should  be  subtracted  from  the  weights  be- 
fore calculating  the  percentage  and  the  application  of  the  rule  will 
give  the  minimum  increase  in  horsepower  capacity  to  be  derived  from 
the  use  of  trailer  trucks. 

TABLE  3    TOTAL  WEIGHT  CARRIED  ON  DRIVERS 


PSBCENTAGK   OP   TOTAL   WeIQBT 

Type 

ON  Dbivkbs 

Trailer  Truck 

No  Traik»r  Tnick 

American 

4-1-0 

•  •   •   ■ 

65 

Atlantic 

4-4-2 

55.5 

•  •  •  • 

10-Wheel 

4-6-0 

63 

•  •  ■  ■ 

Pacific 

4-6-2 

•  •  •  • 

76 

Consolidation  2-8-0 

•  •  •   • 

88.5 

Mikado 

2-8-2 

77 

•  •  •  • 

Decapod 

2-10-0 

.   .  >   -              . 

89.5 

SanU  F6 

2-10-2 

80 

•  •  •  • 

Table  3  shows  the  percentage  of  total  weight  which  is  carried  on 
drivers  for  various  types  of  trailer  truck  and  its  corresponding  uon- 
trailer  truck  engine. 

From  Table  3  is  derived  Table  I,  showing  increased  capacities  of 
trailer  truck  locomotives. 


TABLE  4    INCREASE  IN  HORSEPOWER  CAPACITY  TO  BE  DERIVED 
FROM  THE  USE  OF  TRAILER  TRUCKS 

Typb  Percent  Increase 

OP  Capacity 

Atlantic  over  American 17 

Pacific  over  10-Wheel 22 

Mikado  over  Consolidation 15 

Santa  F6  over  Decapod 12 
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C.  D.  Young  in  discussing  the  above  subject  called  attention  to 
the  ordinary  annealed  carbon  steel  as  used  generally  for  locomotive 
forgings.  The  minimum  physical  properties  may  be  considered  as  fol- 
lows: Tensile  strength,  80,000  lb.  per  sq.  in.;  elastic  limit,  %  the 
tensile  strength;  elongation  in  2  in.,  22  per  cent;  reduction  of  area, 
30  per  cent. 

With  properly  quenched  and  tempered  carbon  steel  we  may  ex- 
pect an  increase  in  the  elastic  limit  of  30  per  cent  or  more,  about  15 
per  cent  increase  in  tensile  strength,  the  elongation  remaining  the 
same  and  the  reduction  of  area  increasing  about  50  per  cent.  These 
are  conservative  figures  and  a  great  deal  better  elastic  limit  and 
tensile  strength  may  be  obtained,  depending  upon  the  chemical  com- 
position of  the  steel  and  the  heat  treatment. 

From  alloy  steels,  such  as  chrome  vanadium  or  chrome  nickel,  we 
may  expect  to  obtain  the  following  physical  properties  after  heat  treat- 
ment: Tensile  strength,  95,000  lb.  per  sq.  in.;  elastic  limit,  75,000 
lb.  per  sq.  in. ;  elongation  in  2  in.,  20  per  cent ;  reduction  of  area,  50 
per  cent. 

On  an  average,  these  alloy  steels  will  show  an  increase  in  physi- 
cal properties  over  those  of  annealed  carbon  steel  of  20  per  cent  or 
more  in  tensile  strength,  80  per  cent  or  more  in  elastic  limit,  with 
elongation  in  2  in.  about  9  or  10  per  cent  less  than  that  of  the  car- 
bon steel,  and  the  reduction  of  area  of  75  per  cent  or  more  greater. 
These  figures  are  subject  to  modification  on  account  of  variation  in  the 
chemical  composition  of  the  steel  and  the  heat  treatment. 

In  carbon  steel  castings  approximately  the  same  per  cent  increases 
in  physical  properties  as  were  given  for  carbon  steel  forgings  may  be 
obtained  after  proper  heat  treatment.    The  experience  with  alloy  steel 
castings  has  been  too  limited  to  furnish  any  satisfactory  data.    Up  to 
the  present  time  the  majority  of  users  of  heat-treated  steels  seem  to 
have  made  but  little,  if  any,  use  of  the  increased  physical  properties 
as  determining  the  fiber  stresses  used  in  design,  though  some  of  the 
larger  builders  of  locomotives  have  made  such  increases  in  fiber  stresses 
for  both  heat-treated  carbon  and  alloy  steels.    In  certain  parts  where 
heat-treated  carbon  steel  has  been  used,  the  fibre  stress  has  been  in- 
creased about  25  per  cent  above  that  used  for  annealed  carbon  steel, 
and  in  the  case  of  heat-treated  alloy  steels  an  increase  of  as  much 
as  50  per  cent  has  been  made.     In  some  cases,  depending  upon  the 
design  and  service  for  which  the  forging  is  intended,  it  is  preferable 
to  allow  no  increase  in  the  fibre  stress,  but  to  consider  the  excess 
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TABLE  6 


Parts 


Grade  of  Material 


WOBKXNO  FlBBB 

Stbbss  ni 


Tension  or 
Compression 


Bending 


Ibfinimum 

Ultimate 

Tensile 

Strength 


AAininiiiiD 

Elongatiott 

in2indi 


Main  and  Par^ 
allel  Rods 


Piston  Rods  . 


Driving  Axles 


Crankpins 


Cast  8te«l 
Part* 


Annealed  0.45  carbon 

Quenched  and  Tempered  0.52 
carbon 

Quenched  and  tempered  alloy 


Annealed  0.45  carbon 


Quenched  and  tempered  0.52 

carbon 
Quenched  and  tempered  alloy 


Annealed  0.45  carbon 

Quenched  and  tempered  0.62 
carbon 

Quenched  and  tempered  alloy 


Annealed  0.45  carbon 

Quenched  and  tempered  0.52 
carbon 

Quenched  and  tempered  alloy 
Annealed  0.28  carbon 


Springs 


Quenched  and  tempered  0.28 
carbon 


Drawn  1 . 0  carbon 

Quenched   and  tempered    1.0 

carbon 
Quenched  and  tempered  alloy 


8.000 


10.000 


12.000 


9.000 


10.000 

12.000 

Com- 
bined 
bending 

and 
torsion 
in  start- 
ing 


8.000 


lO.(HM) 


70.000 

90,000 
100.000 


10.000 

14.000 
18.000 


18.000 

20.000 
25.000 

13.500 

16.000 
20.(KK) 


'  Tenaon 


80.000 

85.000 
100.000 

80.000 

85.000 
100.000 

80.000 

85.000 
100.000 

80.000 

85.000 
100.000 


60.000 


75.000 


1.800.000 


T.8. 
2,000.000 


T.  8. 


1.800.000 


T.a 

2.000.000 


T.a 


1300.000 


T.a 

2.000.000 


T.a 


1300.000 


T.a 

2.000.000 


T.a 


20 


20 


20 


20 


1.400.000 


T.a 

1300.000 


T.a 


20 
20 

20 

20 
20 

22 
j2lO 


Transvene 
Strength 


Bend 
Test, 


90.000 

120.000 
150.000 


25 

25 
60 


Note:  Maximum  figures  for  working  fiber  stress  may  be  20  per  cent  in  ezosM  of 
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gth  of  the  heat-treated  material  as  contributing  to  increase  life 
rvice,  or  to  safety. 

ecent  practice  has  indicated  that  it  is  desirable,  when  using  heat- 
3d  designs,  to  study  carefully  the  section,  so  as  to  avoid  abrupt 
jes,  an^  also  in  the  cases  of  larger  shafts,  such  as  axles,  or  crank- 
that  they  shall  be  hollow-bored  in  order  to  provide  for  better 
ment  and  to  relieve  shrinkage  strains  which  occur  during  the 
3hing  process. 

liile  there  is  no  objection  to  the  change  of  the  present  standard 
in,  it  would  seem,  with  our  present  knowledge  of  heat-treated 
rial,  that  it  would  be  entirely  safe  to  use  certain  increases  in  the 
stresses  when  designing  locomotive  parts.  As  a  suggestion  as  to 
could  be  done  in  this  respect.  Table  1  shows  what  is  recom- 
[ed  for  three  grades  of  steel  as  to  working  fiber  stresses  and  the 
num  ultimate  strength  and  elongation.  This  has  been  tabulated 
he  grades  of  0.45  annealed  carbon,  quenched  and  tempered  0.52 
n  and  quenched  and  tempered  alloy  steels, 
'he  results  shown  in  Table  5  seem  to  indicate  that  heat-treated 
•n  and  alloy  steels  will  show  greater  resistance  to  wear  and  to  the 
ue  stresses  in  service  than  is  shown  by  annealed  carbon  steel; 
it  is  our  opinion  that  the  increase  in  resistance  to  wear  is  about 
roportion  to  the  increase  in  Brinell  hardness  which  is  brought 
b  by  the  heat  treatment. 

MEOHANIGAL  STOKERS 

LEMENT  F.  Street  (written).  The  most  important  things  which 
toker  has  done  for  the  locomotive  are  first,  increased  the  earning 
r  of  existing  locomotives,  and  second,  removed  practically  all 
ations,  from  a  fuel  quantity  standpoint,  on  the  size  of  locomo- 
which  can  be  built. 

.  locomotive  designer  must  always  keep  in  mind  the  fact  that 
'  dollar  earned  in  the  operation  of  a  railway  is  earned  by  its  loco- 
ves,  and  therefore  in  the  above  I  have  given  first  place  to  the 
ase  in  the  earning  power  of  existing  locomotives.  Many  instances 
[  be  cited  to  prove  this  statement,  but  one  will  suffice  as  an  illus- 
>n. 

L  locomotive  providing  about  54,000  lb.  tractive  power  when  run- 
with  saturated  steam,  had  a  tonnage  rating  over  a  certain  division 
750  tons.  Superheaters  were  applied  to  this  locomotive,  and  the 
eige  increased  to  5,000 ;  stokers  were  applied  and  the  tonnage  in- 
ed  to  5^50,  then  5,500,  then  5,750,  and  finally  6,000.     In  the 
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of  the  heat-treated  material  as  contributing  to  increase  life 
e,  or  to  safety. 

at  practice  has  indicated  that  it  is  desirable^  when  using  heat- 
lesigns,  to  study  carefully  the  section,  so  as  to  avoid  abrupt 

andf  also  in  the  cases  of  larger  shafts,  such  as  axles,  or  crank- 
it  they  shall  be  hollow-bored  in  order  to  provide  for  better 
it  and  to  relieve  shrinkage  strains  which  occur  during  the 
ig  process. 

e  there  is  no  objection  to  the  change  of  the  present  standard 
it  would  seem,  with  our  present  knowledge  of  heat-treated 
,  that  it  would  be  entirely  safe  to  use  certain  increases  in  the 
^sses  when  designing  locomotive  parts.  As  a  suggestion  as  to 
old  be  done  in  this  respect.  Table  1  shows  what  is  recom- 
for  three  grades  of  steel  as  to  working  fiber  stresses  and  the 
n  iiltimate  strength  and  elongation.  This  has  been  tabulated 
^ades  of  0.45  annealed  carbon,  quenched  and  tempered  0.52 
jid  quenched  and  tempered  alloy  steels, 
results  shown  in  Table  5  seem  to  indicate  that  heat-treated 
nd  alloy  steels  will  show  greater  resistance  to  wear  and  to  the 
stresses  in  service  than  is  shown  by  annealed  carbon  steel; 
}  our  opinion  that  the  increase  in  resistance  to  wear  is  about 
)rtion  to  the  increase  in  Brinell  hardness  which  is  brought 
J  the  heat  treatment. 

MECHANICAL  STOKERS 

lENT  F.  Street  (written).  The  most  important  things  which 
3r  has  done  for  the  locomotive  are  first,  increased  the  earning 
f  existing  locomotives,  and  second,  removed  practically  all 
>ns,  from  a  fuel  quantity  standpoint,  on  the  size  of  locomo- 
ich  can  be  built. 

comotive  designer  must  always  keep  in  mind  the  fact  that 
liar  earned  in  the  operation  of  a  railway  is  earned  by  its  loco- 

and  therefore  in  the  above  I  have  given  first  place  to  the 
in  the  earning  power  of  existing  locomotives.    Many  instances 

cited  to  prove  this  statement,  but  one  will  suffice  as  an  illus- 

jomotive  providing  about  54,000  lb.  tractive  power  when  run- 
h  saturated  steam,  had  a  tonnage  rating  over  a  certain  division 
tons.  Superheaters  were  applied  to  this  locomotive,  and  the 
increased  to  5,000 ;  stokers  were  applied  and  the  tonnage  in- 
to 5y250,  then  5,500,  then  5,750,  and  finally  6,000.     In  the 
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TAfiLE  5 


Parts 


Main  and  Par- 
allel Roda 


Piston  Rods  , 


Driving  Axles 


Crankpins 


Cast  Steel 
ParU 


Springs 


Grade  of  Material 


Annealed  0.46  carbon 

Quenched  and  Tempered  0.52 
carbon 

Quenched  and  tempered  aUoy 


Annealed  0.45  carbon 


Quenched  and  tempered  0.52 

carbon 
Quenched  and  tempered  aUoy 


Annealed  0.45  carbon 

Quenched  and  tempered  0.62 
carbon 

Quenched  and  tempered  alloy 


Annealed  0.45  carbon 

Quenched  and  tempered  0.52 
carbon 

Quenched  and  tempered  aUoy 
Annealed  0.28  carbon 


Quenched  and  tempered  0.28 
carbon 


Drawn  1 .0  carbon 

Quenched   and  tempered   1.0 

carbon 
Quenched  and  tempered  alloy 


WOBKXNO  FiBBB 

STRsaa  Di 


Tension  or 
Compression 


8.000 


10.000 
12.000 


9.000 


10.000 

12.000 

Com- 
bined 
bending 

and 
torsion 
in  start- 
ing 


8.000 


lO.(KK) 


70.000 

90.000 
100.000 


Bending 


10.000 

14.000 
18.000 


18.000 

20.000 
25.000 

13.500 

16.000 
20.(X)0 


Tension 


Ultimate 

Tensile 

Strength 


80.000 

85.000 
100.000 

80.000 

85.000 
100.000 

80.000 

85.000 
100.000 

80,000 

85.000 
100.000 


60.000 
75.000 


Transverse 
Strength 


90,000 

120,000 
160.000 


in2indi 


1.800.000 


T.8. 
2,000.000 


T.8. 


1.800.000 


T.a 

2.000.000 


SO 


so 


20 


T.a 


1.800.000 


T.a 

2.000.000 


T.a 


1.800.000 


T.a 

2.000,000 


T.a 


1,400,000 


T.a 

1.800.000 


T.a 


xz 


2oa 

20 
20 

22 

20 


Bend 
Test, 


26 

26 
60 


Note:  Maximum  figures  for  working  fiber  stress  may  be  20  per  cent  in 
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(trength  of  the  heat-treated  material  as  contributing  to  increase  life 
n  service,  or  to  safety. 

Becent  practice  has  indicated  that  it  is  desirable,  when  using  heat- 
treated  designs,  to  study  carefully  the  section,  so  as  to  avoid  abrupt 
changes,  andf  also  in  the  cases  of  larger  shafts,  such  as  axles,  or  crank- 
pins,  that  they  shall  be  hollow-bored  in  order  to  provide  for  better 
treatment  and  to  relieve  shrinkage  strains  which  occur  during  the 
]uenching  process. 

While  there  is  no  objection  to  the  change  of  the  present  standard 
iection,  it  would  seem,  with  our  present  knowledge  of  heat-treated 
material,  that  it  would  be  entirely  safe  to  use  certain  increases  in  the 
ber  stresses  when  designing  locomotive  parts.  As  a  suggestion  as  to 
rhat  could  be  done  in  this  respect,  Table  1  shows  what  is  recom- 
lended  for  three  grades  of  steel  as  to  working  fiber  stresses  and  the 
linimiim  ultimate  strength  and  elongation.  This  has  been  tabulated 
or  the  grades  of  0.45  annealed  carbon,  quenched  and  tempered  0.52 
arbon  and  quenched  and  tempered  alloy  steels. 

The  results  shown  in  Table  5  seem  to  indicate  that  heat-treated 
arbon  and  alloy  steels  will  show  greater  resistance  to  wear  and  to  the 
atigue  stresses  in  service  than  is  shown  by  annealed  carbon  steel; 
md  it  is  our  opinion  that  the  increase  in  resistance  to  wear  is  about 
n  proportion  to  the  increase  in  Brinell  hardness  which  is  brought 
ibout  by  the  heat  treatment. 

MECHANICAL  8T0KEB8 

Clement  F.  .Street  (written).  The  most  important  things  which 
the  stoker  has  done  for  the  locomotive  are  first,  increased  the  earning 
power  of  existing  locomotives,  and  second,  removed  practically  all 
Umitations,  from  a  fuel  quantity  standpoint,  on  the  size  of  locomo- 
tives which  can  be  built. 

A  locomotive  designer  must  always  keep  in  mind  the  fact  that 
every  dollar  earned  in  the  operation  of  a  railway  is  earned  by  its  loco- 
motives, and  therefore  in  the  above  I  have  given  first  place  to  the 
increase  in  the  earning  power  of  existing  locomotives.  Many  instances 
could  be  cited  to  prove  this  statement,  but  one  will  suffice  as  an  illus- 
tration. 

A  locomotive  providing  about  54,000  lb.  tractive  power  when  run- 
ning with  saturated  steam,  had  a  tonnage  rating  over  a  certain  division 
of  4,750  tons.  Superheaters  were  applied  to  this  locomotive,  and  the 
tonnage  increased  to  5,000 ;  stokers  were  applied  and  the  tonnage  in- 
creased to  5;^50,  then  5,500,  then  5,750,  and  finally  6,000.     In  the 
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meantime  the  tonnage  rating  of  the  shovel-fired  superheater  loco- 
motives was  increased  to  5,500.  This  shows  an  increase  of  over  20 
per  cent  in  the  tonnage  rating  of  this  locomotive  after  the  stokers 
were  applied  and  the  locomotive  today,  stoker-fired,  is  hauling  10  per 
cent  more  tonnage  than  when  shovel-fired.  The  increase  in  the  ton- 
nage rating  of  the  shovel-fired  locomotives  is  very  interesting  and 
brings  out  strongly  one  of  the  indirect  advantages  of  the  stoker.  It 
shows  very  clearly  that  before  the  stokers  were  applied,  the  shovel- 
fired  locomotives  were  not  doing  anything  like  what  they  should  d(» 
and  as  soon  as  the  stoker  came  into  use,  it  not  only  increased  the  ton- 
nage rating  of  the  locomotives  to  which  it  was  applied,  but  als^> 
brought  about  an  increase  in  the  rating  of  all  others  on  the  division- 

Along  thin  same  line,  the  stoker  is  making  it  possible  to  approai*^^ 
much  nearer  to  theoretical  conditions  in  regular  operation.    It  is  wc»l^ 
known  that  there  is  a  wide  diilerence  between  the  earning  power  of    ^ 
locomotive  under  test  conditions  and  under  average  road  condition  *=• 
The  writer  has  in  mind  one  case  in  which  it  was  found  that  und^^^ 
test  conditions  a  certain  locomotive  could  haul  4,000  tons  comfortable  13 
over  a  certain  division.    When  this  locomotive  was  put  into  regulj^^-^ 
service,  however,  it  was  found  impossible  to  operate  it  with  more  tha.:^^^ 
3,600  tons  over  the  same  division.    With  a  mechanical  stoker  th^Bl* 
locomotive  easily  handles  4,000  tons  in  regular  road  service. 

The  fact  that  the  stoker  has  removed  limitations  in  the  size  o^^* 

locomotives  which  can  be  built  can  be  brought  out  by  referring  t^ ^ 

several  of  the  locomotives  mentioned  in  the  report.  The  Mountai^^^ 
type  locomotives  were  fitted  with  stokers  when  they  were  built,  hav  '^ 
always  been  stoker-fired,  and  no  attempt  has  ever  been  made 
shovel-fire  them.  The  locomotive  referred  to  in  par.  5  would  neve, 
have  been  built  had  it  not  been  known  that  a  stoker  could  be  secun 
which  would  fire  it.  There  are  thirty  of  the  locomotives  referred 
in  par.  6  now  in  regular  operation,  and  they  too  would  never  hav< 
been  built  had  it  not  been  known  that  a  stoker  could  be  secured  whicl 
would  fire  them.  A  number  of  other  locomotives  now  in  regulai 
operation,  notably  the  most  powerful  Pacific  type  as  yet  built,  wouh 
never  have  been  contemplated  without  a  stoker. 

In  reference  to  the  amount  of  coal  which  can  ))e  fired,  as  high 
(?ight  tons  have  been  put  in  a  fire  box  with  an  existing  machine  andL 
without  working  it  to  its  capacity.     There  is  no  reason  why  any^ 
desired  quantity  of  coal  cannot  be  fired  by  the  use  of  the  stoker,  and 
the  limitation  of  amount  of  coal  which  can  be  fired  is  entirely  removed 
in  connection  with  the  design  of  new  locomotives. 
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The  stoker  as  yet  has  not  progressed  far  enough  to  bring  forth 
lefinite  figures  regarding  its  efficiency.  Wherever  it  has  been  in- 
roduced,  the  question  of  increased  tonnage  has  been  more  important 
ban  that  of  fuel  economy,  and  the  latter  has,  therefore,  been  given 
ery  little  consideration.  This,  of  course,  is  only  a  temporary  con- 
ition,  and  as  more  stokers  are  applied  the  question  of  fuel  economy 
^11  become  more  important.  The  development  of  the  mechanical 
toker  has  gone  far  enough,  however,  to  show  that  the  stoker  will 
urn  a  much  cheaper  grade  of  coal  than  it  is  possible  to  use  with 
and  firing,  and  that  it  will  give  a  more  imiform  rate  of  fuel  con- 
Limption  on  locomotives  performing  the  same  service. 

It  is  a  well-known  fact  that  there  is  a  difference  of  from  25  to  50 
cr  cent  in  the  amount  of  coal  burned  by  different  firemen  for  per- 
^rraing  the  same  work.  The  stoker  is  eliminating  this  great  varia- 
ion  and  making  the  results  more  uniform. 

When  all  locomotives  on  a  railroad  are  being  worked  to  their  full 
apacity,  the  earning  power  of  that  road  is  at  its  maximum.  In  this 
ountry  today  there  are  very  few,  if  any,  shovel-fired  locomotives 
laving  a  maximum  tractive  effort  of  50,000  lb.,  or  over,  which  are 
teing  worked  to  their  full  capacity.  Wherever  stokers  have  been 
ipplied  the  earning  power  of  the  locomotives  on  which  they  have  been 
>laced  has  been  increased  from  10  to  20  per  cent.  There  is  no  in- 
tanee  where  stoker-fired  and  shovel-fired  locomotives  are  being  oper- 
ited  under  identical  conditions.  The  stoker-fired  locomotives  are,  in 
?very  case,  hauling  increased  tonnage,  or  using  a  cheaper  fuel,  or 
irorking  at  higher  average  speeds  than  the  shovel-fired  locomotives. 

E.  A.  AvERiLL  (written).  In  the  report  of  a  test  on  a  large  loco- 
notive  at  the  Altoona  test  plant  it  is  stated  that  the  results  indicate 
hat  the  capacity  of  the  boiler  was  limited  by  the  ability  to  burn  the 
oal  on  the  grates  and  not  any  failure  of  the  heating  surface  to  absorb 
he  heat  supplied.  While  in  this  case  the  limit  was  marked  by  the 
mpossibility  of  supplying  sufficient  air  through  the  grates  to  burn  the 
uel  properly,  there  are  operating  in  this  country  today  a  reasonably 
arge  number  of  loc^omotives  which  are  running  at  less  than  full 
oiler  capacity  because  of  the  physical  inability  of  the  fireman  to 
upply  the  amount  of  fuel  that  can  be  l)urne(l. 

Ten  classes  of  locomotives,  built  during  the  past  three  years, 
ind  typical  of  the  general  size  and  capacity  of  all  the  larger  freight 
engines  built  in  that  time,  were  selected  at  random.  These  are  shown 
n  Table  6.    The  American  Locomotive  Company^s  standard  practice 
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in  connection  with  steam  per  horsepower  hour  and  eyaporation  per 
pound  of  coal  has  been  used.    Also  the  percentage  of  tractive  efbrt. 
and  maximum  horsepower  at  various  piston  speeds  and  the  evapora.— 
tion  per  sq.  ft.  of  heating  surface  for  the  firebox  and  tubes.    It   is 
assumed  that  each  locomotive  is  working  at  the  speed  indicated  on.    s 
0.6  per  cent  grade  and  that  the  cars  in  the  train  each  weigh  70  to 
with  its  lading. 

When  each  of  these  locomotives  is  delivering  the  power  it  is  easll. 
capable  of,  if  in  good  condition,  it  will  be  seen  that  it  requires  fro 
4900  to  over  8000  lb.  of  good  quality  coal  an  hour.    The  locomotiv* 
are  actually  getting  from  4500  to  5000  lb.  an  hour,  and  handli 
trains  of  a  proportional  size. 

A  number  of  locomotives  like  these,  all  of  the  same  class, 
operating  on  the  same  division,  will  have  a  tonnage  rating  in  propo 
tion  to  the  ability  of  the  average  poorest  fireman  that  is  assigned 
them  rather  than  to  the  average  best  fireman.    While  there  may  be 
few  firemen  on  the  division  who  are  capable  of  developing  the  fuJM-J 
boiler  capacity,  the  group  of  engines  as  a  whole  may  be  daily  wor 
much  below  their  actual  capacity. 

The  acceptance  of  the  opportunity  to  supply  at  all  times  tl» 
desired  quantity  of  coal  to  these  locomotives  that  is  offered  by 
stoker  will  have  the  same  practical  effect  on  operating  expense 
would  a  new  order  of  more  efficient,  larger  locomotives. 

A  reduction  in  the  cost  of  conducting  transportation  follows 
increased  locomotive  capacity  in  a  number  of  the  principal  items  wh^^^ 
presented  on  a  ton-mile  basis.    The  stoker  itself  offers  an  opportunity 
for  further  savings  particularly  in  the  cost  of  fuel,  reduced  claims 
damage  or  accident  and  the  recruiting  of  men  of  higher  caliber 
locomotive  service. 

An  instance  of  the  possible  savings  in  the  cost  of  conducting 
portation,  through  increased  locomotive  capacity  following  the  a; 
plication  of  a  stoker,  is  found  on  a  certain  division  where  10  tonnag'' 
trains  are  sent  one  way  over  the  road  each  day  with  hand-fired  locor-^ 
motives.     Application  of  stokers  has  permitted  an  increase  of  ove:^ 
11  per  cent  in  the  tonnage  of  a  train.    The  return  movement  is  largely" 
empties.     The  application  of  stokers  will  give  a  direct  saving,  froit^ 
wages  and  train  supplies  alone,  of  about  $100  per  engine  a  month  ow^ 
this  division.    If  advantage  is  taken  of  the  increased  capacity  of  th^ 
division  for  tonnage  without  the  addition  of  more  locomotiveSy  th^ 
saving  wiU  be  considerably  larger. 
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Naturally  one  of  the  first  features  to  be  investigated  by  a  raihwd 
considering  the  application  of  stokers  is  the  cost  of  maintenance. 
In  general,  the  machine  of  any  kind  with  the  fewest  parts,  properly 
designed,  will  cost  the  least  for  maintenance,  inspection  or  repairs. 
During  the  past  year  and  a  half  has  been  made  a  distinct  advance 
in  connection  with  the  simplification  of  the  stoker  apparatus.  The 
latest  type  of  locomotive  stoker  consists  of  a  comparatively  few 
strong,  heavy  parts  and  a  very  few  wearing  surfaces. 

There  has  been  much  discussion  of  the  amount  of  coal  consumed 
on  stoker-fired  locomotives.    In  some  cases  these  do  bum  more  coal 
per  trip  and  the  mistake  of  making  the  comparison  on  pounds  of  coal 
consumed  per  1000  ton  miles  has  led  to  the  deception  of  some  in- 
vestigators.   Accurate  tests  permitting  the  comparison  of  shovel  and 
stoker-firing  to  be  made  on  the  basis  of  pounds  of  coal  per  indicated 
horsepower  hour,  have  shown  widely  varying  results  with  different  de- 
signs of  stokers.     iSome  carefully  conducted  evaporative  tests  with 
the  most  recent  design  of  stoker  are  very  encouraging  in  this  partic- 
ular.   These  tests  were  made  with  the  locomotive  in  regular  service- 
Comparing  the  average  of  five  hand-fired  runs  and  four  stoker-fired 
runs  on  the  basis  of  actual  pounds  of  water  evaporated  per  1,000,000 
B.t.u.  supplied,  the  stoker  gave  an  increase  of  nearly  7V^  per  ceo-^ 
In  another  case  the  increase  in  evaporation  with  the  stoker  was  near"ly 
12  per  cent.     From  these  figures,  as  well  as  from  observations    '^ 
regular  daily  service,  it  would  appear  that  some  saving  in  coal  can  ^^ 
expected  from  this  stoker.     These  tests  were  made  with  run-of-mi:^^^ 
coal. 

A  stoker  should  successfully  handle  the  coal  in  any  condition  '^^ 
which  it  may  be  put  on  the  tender.  It  should  make  no  differen  ^^ 
if  the  coal  be  all  dust  or  clean  lumps  of  larger  size;  soaking  wf^=^^ 
slightly  damp  or  bone  dry.  The  stoker  should  take  the  coal  as  ^^ 
finds  it  the  same  as  a  fireman  does.  The  development  of  stokers  ^^^^ 
this  direction  during  the  past  year  or  two  has  been  particulars^? 
satisfactory  and  ordinary  run-of-mine  coal  is  now  being  used  wit^  ^ 
complete  success. 

The  use  of  lower  and  cheaper  grades  of  coal  is  quite  general  o 
the  stoker  locomotives  of  a  number  of  roads  which  report  a  net  saving 
from  the  practice. 

Calculations  that  have  been  made  of  the  movement  of  the  gase^ 
in  a  firebox  equipped  with  a  brick  arch,  show  that  velocities  of  36^ 
ft.  a  second  will  be  present  over  the  end  of  the  arch  when  burning 
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>00  lb.  of  coal  an  hour  on  70  sq.  ft.  of  grate  area.  The  velocity 
(creases  as  the  fire  bed  is  approached  and  at  a  point  2  ft.  above  the 
•ate  the  gases  have  an  average  velocity  of  about  ^  ft.  a  second, 
his  clearly  indicates  the  importance  of  injecting  the  fuel  charge 
low  down  in  the  firebox  as  possible  to  reduce  the  loss  by  fine  coal 
issing  through  the  flues  partially  burned.  The  more  recent  de- 
lopment  in  stokers  has  given  this  feature  the  attention  it  deserves. 

Opportunities  for  economy  in  connection  with  the  reduction  in 
mage  claims  follow  the  better  lookout  from  the  locomotive  by  the 
cman  being  left  free  to  watch  signals,  crossings  and  operation  of 
e  machinery  on  the  left  side.  One  of  the  essentials  in  this  connec- 
>n  is  noiseless  operation.  The  stoker  should  not  prevent  free  con- 
rsation  across  the  cab  nor  make  any  noise  that  can  be  heard  when 
e  locomotive  is  running.  The  development  of  the  past  year  or 
■o  has  shown  a  wonderful  improvement  in  this  particular  and 
Dkers  are  now  being  applied  which  are  essentially  noiseless  in  their 
aeration. 

The  stoker  should  be  100  per  cent  efficient;  it  should  do  all  the 

•ing,  handle  all  the  coal  from  the  tender  with  the  minimum  atten- 

Dn  and  not  require  alteration  of  the  distributing  means  after  it 

once  properly  adjusted.     The  fireman  should  be  free  to  attend 

the  duties  mentioned  above  and  should  be  able  to  control  the 

oker  operation  from  a  position  on  the  seat  box. 

It  is  well  establislied  in  manual  firing  that  small  quantities  of 

«1  fed  frequently  and  distributed  by  the  "cross  fire"  method  gives 

le  most  perfect  combustion.    The  stoker  should  follow  this  method 

it  perform  the  operation  more  exactly  than  it  can  be  by  hand. 

ecent  development  shows  a  full  appreciation  of  this  requirement 

id  at  the  same  time  provides  a  fiexibility  that  allows  the  stoker 

meet  exactly  the  conditions  of  combustion  at  the  various  parts 

the  grate.    If  70  per  cent  of  the  coal  is  being  burned  on  one  side 

the  grate,  the  stoker  should  discharge  that  proportion  of  the  fresh 

.el  on  that  section.    If  more  fuel  is  being  burned  in  front  than  in 

ick,  the  stoker  should  distribute  to  suit.    This  flexibility  is  essential 

r  100  per  cent  stoker  work. 

Another  feature  of  improvement  in  the  most  recent  of  the 
atter  type  stokers  is  the  absence  of  any  part  of  the  stoker  on  the 
>iler  head  or  in  the  cab.  Stokers  are  now  being  applied  which  show 
"actically  nothing  in  the  cab  and  thus  allow  the  best  arrangement 
'  the  many  instruments  and  appliances  required  on  a  modem  loco- 
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motive.  This  also  permits  the  proper  inspection  of  all  the  staybolts 
and  their  renewal  if  necessary  without  the  removal  of  any  part  of 
the  stoker. 

FUTURE  OF  THE  STEAM  LOCOMOTIVE 

J.  E.  MuHLFELD  (written).  In  my  opinion  the  available  energy 
in  superheated  steam,  and  the  necessity  for  economy  in  first  cost 
and  for  operation,  will  cause  the  self-contained  steam  locomotive  to 
remain  for  a  long  time  the  principal  motive  power  for  moving  heavy 
tonnage  trains  long  distances.  For  this  reason,  the  next  few  years 
will  probably  see  it  substantially  improved  through  the  development 
of  Mallet  articulated  types,  superheating,  compounding,  feedwater 
heating  and  pumping,  boiler  circulation,  valve  motion  gear,  recipro- 
cating and  revolving  parts,  combustion,  automatic  stoking  of  pul- 
verized fuels,  and  standardization. 

G.  R.  Henderson  pointed  out  that  15  or  20  years  ago  it  was 
thought  that  we  had  reached  the  limit  of  size  and  capacity  in  loco- 
motives.    Shortly  afterwards  we  had  some  gain   in   compoimdii^S 
but  we  had  large  locomotives  giving  only  from  1000  to  1500  h-p» 
whereas  the  size  would  have  led  us  to  think  that  we  could  get  doul>^* 
that  power. 

Superheaters,  coalpushers,  firedoor  openers,  etc.,  have  all  help^^ 
to  increase  the  capacity  of  the  locomotive.    In  a  few  years  very  prc^*^ 
ably  we  will  have  largely  extended  the  use  of  powdered  coal.    T'*^^ 
present  limitations  of  height  and  width  will  not  differ  to  a  marl 
degree  but  the  length  can  be  increased  without  any  special  alteratio: 
except  for  turn  tables  and  things  of  that  sort  where  we  can  easily  i 
crease  the  length. 

Our  boilers  can  be  increased  in  length,  and  there  comes  in  IC^^' 
MacFarland's  idea  of  an  exhaust  fan  at  the  front  end  to  give  f^"^^ 
necessary  draft  in  the  firebox.  Powdered  coal  will  help  a  great  d< 
in  assisting  in  lengthening  the  firebox  and  giving  a  greater  amour:::::^^ 
of  evaporative  surface. 

If  we  consider  the  present  limitations  of  drawbar  strength,  lengt:::::^^ 
of  siding,  and  legislative  restrictions,  I  think  by  this  lengthening  ^* 
is  possible  to  build  a  locomotive  of  any  desired  tractive  force,  eve:::::^^^^ 
up  to  250,000  or  300,000  lb. 

THE  BIG  STEAM  LOCOMOTIVE 

J.  B.  Ennis  (written).    Twenty-five  years  ago  the  largest  steai^' 
locomotive  in  service  had  a  total  weight  of  about  154,000  lb.  and  ^ 
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;tiye  power  of  34,000  lb.  At  that  time,  a  locomotive  of  these 
portions  represented  the  improvement  of  60  years  of  effort  in  this 
i  of  steam  engineerings  and  while  this  advance  had  been  gradual, 
ras  a  series  of  progressive  steps  leading  up  to  the  building  of  this 
'gest  locomotive  in  the  world/'  This  60  years  of  progress  had  been 
eriod  in  which  the  main  object  seemed  to  be  increased  capacity 
f.     Aside  from  the  fact  that  the  number  of  wheels  was  increased 

the  parts  were  made  larger  and  heavier,  a  locomotive  of  this 
iod  in  its  essential  details  followed  closely  the  established  practice 
^ears  before.  Detail  design  had  been  constantly  improving,  but 
that  time  no  general  effort  had  been  made  toward  improvement 
the  efficiency  of  the  machine.     A  pound  of  drawbar  pull  meant 

burning  of  the  same  amount  of  coal  as  it  had  a  quarter  of  a 
tuiy  before. 

During  the  past  25  years  conditions  have  materially  changed  and 
demands  made  on  the  locomotive  have  been  such  that  the  pro- 
88  in  its  development  was  to  be  rapid.  Prom  1889  to  1899  the 
il  weight  increased  from  154,000  lb.  to  232,000  lb.  and  the  power 
proportion.  It  was  during  this  period  that  it  was  first  realized 
t  increase  in  capacity  could  not  go  on  so  rapidly  unless  ac- 
ipanied  by  some  efforts  toward  economy.  The  first  general  step 
this  direction  was  the  introduction  of  the  compound  principle; 
ious  systems  were  brought  out  and  for  years  large  numbers  of 
56  engines  were  built,  many  of  which  gave  decided  economies  in 
^ice  as  well  as  increase  in  power.  Although  the  movement  to 
pt  this  principle  was  advocated  by  many,  the  simple  locomotive 
I  still  preferred  and  gradually  increased  in  weight  and  power  until 
ras  thought  by  many  that  the  limit  of  capacity  had  been  reached. 

Fifteen  years  ago,  we  find  instances  of  locomotives  built  where, 
>rder  to  maintain  full  power  for  any  length  of  time,  the  amoimt 
coal  burned  was  so  large  as  to  call  for  considerable  activity  on 
part  of  the  fireman.  Perhaps  fortimately,  stoker  designs  had 
been  perfected,  although  the  time  could  not  have  been  greatly 
lyed  when  consideration  was  to  be  given  to  other  devices  to  bring 
ut  efiBciency. 

In  Europe,  superheating  had  demonstrated  its  economies  in  loco- 
tive  service  and  about  ten  years  ago  the  first  applications  were 
ie  in  this  country.  For  some  time  its  use  was  very  limited, 
after  it  was  proven  that  high  temperature  superheaters  would 
e  increased  capacity  and  great  economy  in  fuel  that  would  not  be 
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offset  by  high  maintenance  expense^  and  that  the  economy  oonid 
be  obtained  in  all  classes  of  service,  the  movement  to  adopt  this 
principle  became  widespread.  As  a  result  of  this  improvement, 
combined  with  others  that  followed,  we  now  have  passenger  and 
freight  locomotives  giving  at  least  one-third  more  power  at  the  draw- 
bar than  would  have  been  possible  10  years  ago  with  simple  loco- 
motives using  saturated  steam  and  consuming  the  same  amount  of 
fuel. 

This  increase  in  weight  and  power  continued  and  the  locomotive 
soon  reached  a  size  where  it  became  necessary  to  consider,  in  many 
cases,  some  other  means  of  feeding  the  coal  than  by  hand.  The  me- 
chanical locomotive  stoker  was  demanded  and  produced.  It  is  no 
longer  an  experiment  and  is  capable  of  delivering  all  the  coal  that 
the  present  day  locomotive  requires. 

As  examples  of  the  big  steam  locomotives  of  today,  we  have 
simple  freight  locomotives  giving  tractive  powers  50,000  lb.  greater 
than  the  maximum  of  Z5  years  ago;  an  experimental  articulated 
locomotive  for  pushing  service  designed   to  give  a  tractive  power 
of  160,000  lb.;  articulated  locomotives  for  road  or  pushing  service 
with  tractive  powers  of  115,000  lb.;  the  simple  Pacific  type  with 
46,500  lb.  and  simple  Mountain  type  with  58,000  lb.     Individual 
wheel  loads  have  steadily  increased  until  we  have  nearly  70,000  ft- 
weight  per  pair  of  drivers.    Our  locomotives  are  as  high  and  as  wid*^- 
as  clearance  limitations  will  permit,  and  yet  it  would  be  unwise  ^ 
say  that  the  limit  has  been  reached. 

The  big  steam  locomotive  of  the  future  will  probably  not  be  t^^ 
locomotive  of  the  past.  Today  we  can  see  possibilities  toward  furtl^^ 
refinement  in  design  and  further  economies  that  may  be  obtained  ^ 
that  the  locomotive  designer  is  not  yet  ready  to  acknowledge  that  -^ 
has  been  accomplished. 

For  freight  and  pushing  service  on  heavy  grade,  past  perfort^ 
ances  show  the  adaptability  of  the  articulated  compound  engii^^ 
This  design  of  locomotive  is  still  in  the  course  of  development  an:^ 
it  will,  without  doubt,  be  the  generally  accepted  type  for  these  co 
ditions  for  some  time  to  come.  With  the  exception  of  the 
perimental  articulated  locomotive  already  referred  to,  locomotive 
recently  built  for  the  Virginian  Railway  are  the  largest  of  the  typ^ 
A  few  particulars  of  their  performance  may  be  of  interest.  Designer^ 
originally  for  pushing  service  on  grades  of  over  2  per  cent  aa^? 
normally  rated  at  115,000  lb.  tractive  power  working  compouncff 
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ese  engines  have  proven  themselves  capable  of  handling  on  a  grade 
0.6  per  cent  a  train  load  of  7180  tons,  requiring  a  drawbar  pull  of 
proximately  110,  000  lb.  On  lighter  grades  and  at  higher  speeds 
er  3000  i.h.p.  have  been  obtained.  Work  of  this  magnitude  neces- 
ates  locomotives  of  exceptional  weight  and  power,  and  yet  the 
ssibilities  of  this  type  have  by  no  means  been  exhausted.  As  con- 
tions  arise  in  the  future  in  which  more  power  will  be  required, 
2  use  of  the  articulated  engine  can  yet  be  extended. 

For  freight  service  on  easy  grades  where  the  capacity  of  the 
:iculatod  engine  is  not  required,  wo  already  have  exceptionally 
•ge  locomotives  of  the  6,  S  and  10  coupled  types.  Simple  cylinders 
erating  at  200  lb.  pressure  have  reached  a  diameter  of  30  in., 
d  in  order  to  transmit  tliis  power  a  main  axle  1'^  in.  in  diameter 
s  been  used.  Main  crankpins,  rods  and  other  details  are  of  enormous 
o.  With  the  increase  in  the  diameter  of  cylinders,  the  cylinder 
iters  have  gradually  increased  and  frame  centers  decreased.  This 
s  resulted  in  higher  stresses  of  parts  than  those  caused  by  piston 
rust  only.  The  weight  of  revolving  and  reciprocating  parts  has 
iched  the  point  where,  in  some  cases,  proper  counterbalancing  he- 
mes very  difficult.  It  is  doubtful  whether  much  more  capacity 
Q  be  obtained  in  these  types  if  designed  along  the  present  lines, 
d  here  it  would  seem  that  attention  could  profitably  be  given  to 
finement  in  design  and  its  relation  to  the  careful  selection  of 
iterials. 

Modem  passenger  locomotives  have  reached  a  high  development, 
d  yet  there  is  one  problem  still  to  be  solved  that  has  been  recognized 
r  many  years — ^that  of  the  effect  on  the  rail  of  the  vertical  un- 
lanced  forces  in  a  two-cylinder  engine.  At  present  our  largest 
d  most  powerful  passenger  locomotives  have  two  simple  cylinders 

to  29  in.  in  diameter,  giving  maximum  piston  thrusts  of  approxi- 
itely  117,000  lb.,  with  static  wheel  loads  higher  than  ever  before 
d,  with  few  exceptions,  reciprocating  parts  of  much  greater  weight. 

The  four-cylinder  balanced  compound  was  introduced  about  10 
irs  ago  as  a  possible  solution  and  for  a  few  years  a  large  number 
these  locomotives  wore  built.  There  is  no  doubt  as  to  the  results 
tained,  as  far  as  balancing  was  concerned,  and  yet  recently  very 
V  have  been  constructed.  Four-cylinder  simple  locomotives  have 
o  been  tried  out,  but  in  both  these  tjrpes  the  capacity  is  limited  on 
x)imt  of  the  available  space  between  the  frames,  making  it  prac- 
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tically  impossible  to  provide  the  power  now  given  by  the  largest  simple 
two-cylinder  engines. 

Little  consideration  has  been  given  to  the  advantages  of  the 
three-cylinder  arrangement,  although  a  few  locomotives  of  this  type 
are  in  successful  service  today.  As  compared  with  the  four-cylinder 
engine,  either  simple  or  compound,  the  three-cylinder  type  offers  first 
the  possibility  of  increased  power.  With  one  cylinder  located  be- 
tween the  frames  ample  room  is  provided  for  a  properly,  designed 
crank  axle  and  main  rod  which  cannot  L*o  arranged  for  in  the  four- 
cylinder  type  beyond  a  certain  limit.  As  compared  with  the  two- 
cylinder  engine,  the  advantages  are,  briefly,  a  more  even  tumiDg 
moment,  an  ideal  counter-balancing  condition  and  the  opportunity 
to  furnish  maximum  power  with  the  minimum  destructive  effect 
on  the  rail.  The  power  obtained  in  a  two-cylinder  engine  with 
cylinders  27  in.  in  diameter  and  a  maximum  piston  thrust  of  117,000 
lb.  can  be  obtained  in  a  three-cylinder  engine  with  cylinders  22  in. 
in  diameter  and  a  maximum  piston  thrust  of  78,000  lb.  This  de 
crease  of  33  per  cent  in  thrust  means  a  corresponding  reduction  in 
the  individual  weights  of  all  of  the  machinery,  particularly  the 
weights  of  reciprocating  parts. 

It  is  true  that  much  progress  can  yet  be  made  in  the  two-cylinder 
engine  towards  reducing  the  weights  of  reciprocating  parts  by  the 
careful  selection  of  materials  and  proper  design.  The  three-cylinder 
engine,  however,  offers  advantages  possessed  by  no  other  arrange- 
ment, and  it  would  seem  that,  for  high-speed  passenger  service  at 
least,  this  type  is  well  worth  considering  for  the  future. 
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THE  FUTURE  OF  THE  POLICE  ARM  FROM 
AN  ENGINEERING  STANDPOINT 

By  Henry  BauiiRES  New  York  City 
Non-Member 

With  the  single  exception  of  education,  the  field  of  public  service 
in  which  most  stability  has  been  achieved  and  the  nearest  approach 
to  a  formulated  technique  evolved  is  the  engineering  field.  Of  all 
professions,  engineers  have  alone  found  a  permanent  vocation  in  mimi- 
cipal  work. 

2  To  engineers  must  be  credited  the  great  achievements  in  muni- 
cipal government.  They  have  built  the  cities,  often  unskillfully 
and  without  imagination,  too  often  harassed  by  politicians  and 
special  interests,  but  they  have  built  them.  They  have  constructed 
waterworks.  They  have  constructed  piers,  docks  and  harbors.  They 
have  brought  into  civil  government  the  spirit  of  workmanship  and  the 
ideals  of  science,  and  they  have  been  the  first  to  utilize  a  scientific 
method  in  the  conduct  of  the  day-by-day  routine  of  public  adminis- 
tration. 

3  In  making  these  statements  I  am  not  unmindful  of  the  great 
opportunities  that  still  remain  for  further  development  of  engineering 
service  in  cities,  and  for  weeding  out  incompetency,  charlatanism  and 
subserviency  to  improper  ideals.     The  municipal  engineer,  perhaps 
more  than  any  other  group  or  class  of  engineers,  has  been  forced  to 
opportunism.    But  notwithstanding  this  fact,  municipalities  are  dis- 
tinctly the  debtors  of  the  engineering  service.    I  wish  to  refer  on  this 
occasion  to  the  obligation  of  New  York  City^s  police  department  to  an 
engineer.    To  a  very  large  extent  the  beginning  of  systematic  methods 
in  handling  the  business  of  the  police  department  and  the  beginning 
of  the  end  of  the  proverbial  confusion  prevailing  in  the  management  of 

HSitj  CSuunberlain. 
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the  New  York  police  f  orce,  took  place  when  the  department  waa  in  the 
hands  of  an  engineer^  General  Theodore  A.  Bingham. 

4  My  justification  for  discussing  the  problems  of  police  adminis- 
tration at  a  meeting  of  mechanical  engineers  is  this :  Scientifically,  the 
most  neglected  field  of  public  service  in  America  is  the  police  depart- 
ment. There  is  no  part  of  municipal  administration,  not  itself  in 
the  engineering  category,  that  more  urgently  needs  the  aid  of  engi- 
neering method  than  does  the  '^police  arm/^  I  make  this  assertion 
on  two  assumptions,  with  which  there  may  not  be  general  agreement 
The  first  assumption  is  expressed  in  a  definition  of  the  substance  of 
the  "engineering  method."  The  second  assumption  is  expressed  in  a 
definition  of  the  functions  of  the  police  arm. 

5  It  is  my  understanding  that  the  purpose  of  the  engineering  pro- 
fession is  primarily  to  develop  the  facilities  and  conditions  of  civilized 
life.  Engineering  is  the  application  of  formulated  scientific  knowl- 
edge to  the  practical  problem  of  administering  to  human  needs  and 
developing  the  physical  resources  of  the  world.  The  function  of  the 
police  on  the  one  hand  is  to  protect  the  institutions  of  civilization  and 
to  eliminate  conditions  hostile  to  civilized  life,  and  on  the  other  hand 
to  make  available  for  the  freest  expression  and  highest  eflSciency  that 
greatest  of  all  natural  resources,  the  collective  and  cooperative  life  of 
a  community. 

6  Let  me  state  more  succinctly,  before  elaborating  my  argument, 
my  understanding  of  (a),  the  nature  of  the  engineering  method,  and 
(6),  the  police  problem: 

a  The  engineering  method  consists  of  applying  scientifically 
determined  knowledge  to  the  execution  of  a  particular 
problem,  and  the  use  of  ordered  and  analyzed  facts  as  a 
basis  for  formulating  conclusions  in  respect  of  that  prob- 
lem. As  a  result  of  the  repeated  application  of  the  engi- 
neering method  to  like  or  similar  problems  a  technique  is 
established  for  achieving  a  particular  object  repeatedly? 
with  least  waste  of  energy  and  resource 

h  The  function  of  the  police  arm  of  government  is  to  ascertain 
all  the  facts  regarding  the  phenomena  of  crime  and  dis- 
order, and  by  the  use  of  those  facts  as  a  basis  for  actioO) 
direct  and  collateral,  to  minimize  and  extirpate  crime  and 
disorder 

7  I  shall  not  attempt  a  justification  of  my  definition  of  the  engi- 
neering method.    Numerous  better  definitions  have  been  formulated. 
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But  I  believe  the  definition  that  I  have  submitted  is  adequate  for  the 
purpose  in  hand.  It  will  be  necessary,  however,  to  elaborate  and  per- 
daps  to  justify  the  definition  which  I  have  offered  of  police  work,  for 
the  definition  in  itself  implies  a  change  in  the  objectives  of  police 
service. 

8     Generally,  until  now,  the  functions  of  the  police  have  been  as- 
sumed to  be  something  as  follows : 

a  General  enforcement  of  certain  laws  and  ordinances 

b  Enforcement  of  certain  other  laws  and  ordinances  selectively, 
according  to  the  feasibility  of  their  enforcement  and  the 
state  of  public  opinion  regarding  them 

c  Enforcement  of  certain  other  laws  and  ordinances  on  com- 
plaint of  persons  injured  by  their  infraction,  with  particu- 
lar respect  to  the  perpetrators  of  the  injury 

d  Bepression  or  prevention  of  crime  and  disorder,  by  the  pro- 
cess of  tacit  intimidation ;  in  other  words,  the  brass  buttons 
and  swinging  night  stick 

e  Physical  and  militaristic  suppression  of  express  disorder, 
such  as  riots  and  street  brawls 

/  Investigation  of  crime  committed  for  the  purpose  of  tracing, 
identifying  and  apprehending  the  criminal 

g  Performance  of  inspections,  regulation  of  traffic,  rendering 
aid  to  citizens,  and  miscellaneous  other  incidental  func- 
tions that  are  committed  to  the  police  as  matters  of  con- 
venience, and  are  not  generic  to  the  police  problem 

0  In  other  words,  police  work  has  heretofore  in  the  main  been 
irected  to  repairing  the  wear  and  tear  of  social  friction  instead  of  to 
t>viating  the  causes  of  friction.  A  single  illustration  which  will  give 
uphasis  to  the  general  statemer.t  because  it  is  an  exception  to  the 
sua!  practice,  is  the  regulation  of  traffic.  Unregulated,  Fifth  Avenue, 
Tew  York  City,  in  heavy  traffic  hours  would  be  a  maelstrom  of  con- 
Lision,  and  nervous  energy,  personal  property  and  bodily  safety  would 
e  impaired.  Friction  is  eliminated,  and  wear  and  tear  saved  by 
tilizing  the  traffic  police.  Other  illustrative  exceptions  are  developing 
a  police  practice  in  this  city  under  the  leadership  of  the  present  highly 
ompetent  conmiissioner,  Mr.  Arthur  Woods.  To  these  I  shall 
presently  refer.  But  in  the  main,  present  and  past  police  work  has 
K)ncemed  itself  not  with  causes,  but  merely  with  efforts. 

10     Now,  it  is  to  bring  about  a  change  in  the  emphasis  and  tech- 
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nique  of  police  administration  that  I  suggest  the  application  of  what  I 
describe  as  the  engineering  method  to  all  phases  of  police  work. 

11  The  engineering  or  scientific  method  has  already  been  appUed 
in  a  measure  to  one  branch  of  police  service^  namely^  the  investigation 
of  crime  and  the  detection  and  identification  of  criminals.  The  use 
of  anthropometry  and  the  classification  of  human  types  according  to 
physical  characteristics,  developed  by  the  late  M.  Bertillon  must,  of 
course,  be  placed  without  question  in  the  category  of  science.  Simi- 
larly, the  use  of  fingerprints  and  their  classification  in  the  identifica- 
tion of  criminals,  and  the  use  of  scientific  processes  in  correlating  the 
habits  of  certain  criminals  with  the  physical  evidence  of  crime,  has 
placed  the  investigative  side  of  police  work  on  a  very  much  higher 
plane  of  effectiveness  than  the  preventive  and  regulative  branches  of 
police  service. 

12  Police  departments  have  adopted  the  Bertillon  and  finger- 
print systems  of  identification  as  devices  to  assist  in  the  work  of  the 
criminal  police,  but  their  adoption  has  not  brought  a  scientific  spirit 
into  the  police  departments  in  the  United  States,  as  one  finds  it  has 
in  certain  German  police  departments.     Identification  of  criminals 
has  not  led  American  police  departments  to  study  crime,  or  to  formu- 
late facts  regarding  the  habits  of  criminals,  and  the  indicia  of  criminal  ^ 
types  in  the  method  and  nature  of  a  criminal  act,  for  the  scientific 
guidance  of  police  work.    Particularly  in  criminal  police  work,  as  well 
as  in  the  safety  and  regulative  sides  of  police  work,  is  there  both  i\^^ 
opportunity  and  need  for  applying  the  engineering  method. 

13  For  purposes  of  illustration  I  shall  select  several  aspects  ^' 
police  work,  indicating  in  what  respects  engineering  principles  m.^ 
be  applied  to  them. 

DETERMINING  THE  OBJECTIVES  OF  POLICE  EFFORT 

14  First,  the  engineering  method  is  needed  to  determine  the 
rection  of  police  activity,  or,  as  Mr.  Emerson  would  say,  the  ideals 
police  service.  The  basis  of  police  work  is  law  enforcement.  The  la 
to  be  enforced  is  the  penal  law  or  minor  community  regulations 
pressed  in  ordinances.  Penal  legislation  is  based  on  inherited  leg^ 
canons,  on  moral  customs,  or  is  inspired  by  data  gathered  by  specii^ 
agencies  not  a  part  of  the  police  service.  In  other  words,  the  police 
department  receives  undigested,  and  often  unrelated  to  existing  con-' 
ditions,  a  vast  mass  of  penal  legislation  for  whose  enforcement  it  L^ 
responsible.    In  New  York  State  this  penal  legislation  is  expressed  io^ 
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a  penal  code  of  2500  sections^  containing  a  catalogue  of  crimes  that 
are  classified  under  111  heads. 

15  I  have  had  opportunity  to  study  half  a  dozen  large  police 
departments  in  America.  In  none  of  them  have  I  found  an 
institutional  purpose,  based  on  an  understanding  of  what  police 
work  consists  in  and  why  it  exists,  which  was  alike  in  the  minds  of 
any  two  individuals  concerned  in  the  enforcement  of  law.  The  one 
common  ideal  of  police  service  that  has  been  developed  in  American 
cities  is  that  the  police  must  be  physically  well-conditioned  and  per- 
sonally honest.  This  is  about  as  far  as  any  American  city  has  gone, 
with  the  possible  exception  of  Toledo,  under  the  rule  of  Brand  Whit- 
lock,  and  New  York  City  today  under  the  administration  of  Mr. 
Mitchel  and  Mr.  Woods. 

16  In  the  minds  of  the  conventional  police,  criminals  divide 
themselves  into  four  groups: 

a  Aliens,  enemies  of  society  violating  the  rights,  safety  and 

peace  of  a  conamunity,  "to  be  put  away,"  thus  gotten  rid  of 

b  Native    incorrigibles    endowed    with    natural    perversity, 

namely,  the  familiar  thug,  the  gangster,  the  crook 
c  Fortuitous  criminals  who  become  subject  to  police  action  be- 
cause of  moral  lapse  or  temporary  aberration 
or  as  belonging  to 

d  A  miscellaneous  group  including  special  and  individual  cases 
too  numerous  to  catalogue,  but  comprehended  generally  in 
174  items  of  the  standard  crime  classification,  as  used,  for 
example,  by  the  New  York  police 
There  has  been  no  recognition  of  crimes  as  the  consequence  of  remedi- 
able social  conditions  or  the  effect  of  individual  abnormalities,  either 
physical  or  mental,  resulting  from  removable  causes. 

17  There  must  be  a  statistical  basis  for  police  work,  as  there  is  a 
statistical  basis  for.  engineering  work.  There  is  nowhere  in  the  world 
a  collection  of  social  data  so  potentially  useful  to  the  development  of 
a  community  as  lies  in  every  great  municipal  police  department,  in 
the  records  of  arrests,  in  the  records  of  crime  disposition,  in  the  in- 
vestigation of  crimes,  in  the  notebooks  of  policemen  and  in  the  memo- 
randa and  reports  of  detectives. 

18  In  the  report  of  the  New  York  police  department  for  1913, 
the  only  reference  to  these  records  is  found  in  a  single  sentence  under 
the  heading  Bureau  of  Becords : 
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During  the  year  1913  there  were  received  and  filed  in  the  Bureau  of 
Records  a  total  of  35,013  documents. 

19  New  York  City  employs  11,000  policemen  who  made  119,736 
arrests  in  1913.  It  has  a  detective  bureau  of  5i28  detectives  who  in- 
vestigate 55,000  cases  of  crime  a  year,  but  it  has  not  a  single  employee 
engaged  on  an  analysis  of  the  facts  brought  into  the  archives  of  the 
department  in  the  form  of  reports  on  investigations  and  records  of 
arrests.  Commissioner  Woods  is  the  first  police  commissioner  in 
America,  so  far  as  I  know,  who  has  thought  it  worth  while  to  put  in 
his  budget  a  request  for  statisticians.  Next  year  he  will  have  a  sta- 
tistician under  the  supervision  of  a  deputy  trained  in  statistical 
analysis,  who  will  study  currently  police  conditions  and  police  work. 
Not  only  is  he  taking  this  step,  but  he  is  utilizing  every  member  of 
the  force  as  an  agent  for  gathering  social  facts  respecting  such  matters 
as  unemployment,  destitution,  improper  guardianship,  upon  which  in- 
telligent police  work  must  be  predicated. 

20  While  it  is  generally  known  that  economic  distress  and  unem- 
ployment lead  to  an  increase  of  small  crimes  against  property  and 
the  breakdown  of  self-control,  no  American  police  department  has 
ever  analyzed  its  records  to  c^orrclate  degrees  of  unemployment  with 
perpetration  of  crime,  and  thus  furnish  the  basis  for  police  activity 
with  regard  to  uneniploynieiit.  New  York  City,  however,  ha^ 
had  this  matter  forced  upon  its  attention.  Conditions  of  unemploy- 
ment last  year  furnished  the  opportunity  for  anarchistic  agitation, 
demonstrations  of  violence,  invasions  of  churches  and  other  disorderly 
practises,  on  the  avowed  theory  that  only  in  this  way  could  the  public 
be  brought  to  realize  the  crucial  importance  of  unemployment  con- 
ditions. 

21  These  violcjit  manifestations  of  disorder,  which  had  their  re- 
hition  to  conditions  of  unemployment  in  1J)1 1,  make  it  seem  * 
luitural  function  of  the  ])()lice  to  ascertain  the  facts  regarding  condi- 
tions of  unemployment  in  1015.  The  police  department  is  the  logical 
agency  to  call  the  attention  of  tlie  community  and  other  branches  of 
the  government  to  the  need  for  taking  some  constructive  steps  to 
mitigate  abnormal  unemployment. 

22  In  New  York,  one  of  the  principal  problems  confronting  the 
police  is  control  of  traffic.  It  was  never  conceived  by  the  builders  of 
modern  cities  that  thorouglifares,  intended  for  residential  purposes 
and  often  crowded  with  chihlren,  would  be  utilized  by  high  powered 
motor  trucks  and  automobiles,  and  that  many  streets  designed  for 
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traffic  would  become  the  thoroughfares  of  a  vast  population.  As 
ult  of  this  condition  there  are  killed  each  year  approximately  4j50 
>ns  in  the  streets. 

3  It  is  peculiarly  the  function  of  the  police  department  to  work 
means  of  preventing  this  appalling  condition^  because  the  police 
rtment  is  charged  with  responsibility  for  regulating  traffic.  XJp 
annary  1st  of  this  year,  New  York  City's  police  did  not  record 
"mation  necessary  for  an  intelligent  analysis  of  the  conditions  sur- 
ding  the  death  of  persons  in  the  streets,  although  they  are  re- 
*d  to  report  the  facts  regarding  each  occurrence  as  a  part  of  the 
lert  investigation. 

4  By  focussing  the  attention  of  police  captains  and  patrolmen 
he  incongruity  of  using  congested  traffic  streets  for  play  spaces 
hildren,  the  present  police  commissioner  obtained  from  patrolmen 
their  officers  suggestions  concerning  the  use  of  vacant  lots  for 
purposes  and  for  closing  to  traffic  during  certain  hours  of  the  day 
its  used  by  childreij  for  play.  The  mere  fact  that  the  police  them- 
s  formulate  such  suggestions  and  assist  in  putting  them  into 
t,  brings  about  a  psychological  change  in  the  attitude  of  the  police- 
to  his  community  relationships  which  is  full  of  the  greatest  pos- 

ities  for  the  development  of  police  service.  It  is  merely  another 
tration  of  applying  the  scientific  or  engineering  method  to  a  par- 
ar  problem,  instead  of  continuing  along  from  year  to  year,  from 
ration  to  generation  with  fatalistic  resignation  to  whatever  may 
>en. 

55  It  is  not  cynicism  to  say  that  there  will  always  be  criminals 
sense  that  there  will  be  men  and  women  who  cannot  bring  them- 
es into  conformance  with  necessary  social  regulations,  and  there 
always  be  mental,  moral  and  physical  degenerates  who  will  have 
3  restrained  and  dealt  with  through  penal  processes. 
Jfi  I  am  chiefly  concerned  with  youth  and  with  tomorrow.  To 
»are  for  tomorrow  I  wish  to  utilize  the  energy  and  capacity  of  the 
00  selected  men  composing  New  Torlr's  police  force,  who  are  well 
,  to  devote  their  thought  and  energies  to  public  service  during  the 
le  of  their  lives,  helping  New  York  City  reach  an  understanding 
he  adverse  social  conditions  which  go  to  make  up  the  police 
ilem. 

J7  I  am  confident,  moreover,  that  a  vory  considerable  part  of 
ent  criminality  can  be  eliminated  by  intelligent  preventive  action. 

5  preventive  action,  I  believe,  should  be  initiated,  if  not  actually 
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During  the  year  1913  there  were  received  and  filed  in  the  Borean  of 
Becords  a  total  of  35,013  documents. 

19  New  York  City  employs  11,000  policemen  who  made  119,736 
arrests  in  1913.  It  has  a  detective  bureau  of  5i^  detectives  who  in- 
vestigate 55,000  cases  of  crime  a  year,  but  it  has  not  a  single  employee 
engaged  on  an  analysis  of  the  facts  brought  into  the  archives  of  the 
department  in  the  form  of  reports  on  investigations  and  records  of 
arrests.  Commissioner  Woods  is  the  first  police  commissioner  in 
America,  so  far  as  I  know,  who  has  thought  it  worth  while  to  put  in 
his  budget  a  request  for  statisticians.  Next  year  he  will  have  a  sta- 
tistician under  the  supervision  of  a  deputy  trained  in  statistical 
analysis,  who  will  study  currently  police  conditions  and  police  work. 
Not  only  is  he  taking  this  step,  but  he  is  utilizing  every  member  of 
the  force  as  an  agent  for  gathering  social  facts  respecting  such  matters 
as  unemployment,  destitution,  improper  guardianship,  upon  which  in- 
telligent police  work  must  be  predicated. 

20  While  it  is  generally  known  that  economic  distress  and  unem- 
ployment lead  to  an  increase  of  small  crimes  against  property  and 
the  breakdown  of  self-control,  no  American  police  department  luis* 
ever  analyzed  its  records  to  correlate  degrees  of  unemployment  with 
perpetration  of  crime,  and  thus  furnish  the  basis  for  police  activity 
with    regard    to    unemployment.      New    York    City,    however,    h^^'^ 
had  this  matter  forced  upon  its  attention.     Conditions  of  unemploy* 
ment  last  year  furnished  the  opportunity  for  anarchistic  agitati^^*-^ 
demonstrations  of  violence,  invasions  of  churches  and  other  disordet'V 
practises,  on  the  avowed  theory  that  only  in  this  way  could  the  pul>^  ^ 
be  brought  to  realize  the  crucial  importance  of  unemployment  cc:'  ^ 
ditions. 

21  These  violent  manifestations  of  disorder,  which  had  their  ^^ 
lation   to   cojiditions   of    unemployment    in    11)11,    make    it   seem 
natural  function  of  the  ])(»liee  to  ascertaiji  the  facts  regarding  cone       " 
tions  of  unemployment  in  1015.    The  police  department  is  the  logic 
agency  to  call  the  attention  of  the  community  and  other  branches 
the  government  to  the  need  for  taking  some  constructive  steps 
mitigate  abnormal  unemployment. 

2:2     In  New  York,  one  of  the  principal  problems  confronting  tl 
police  is  control  of  traffic.    It  was  never  conceived  by  the  builders  i 
modern  cities  that  thorouglifares,  intended  for  residential  purpoi 
and  often  crowded  with  children,  would  ho  utilized  by  high  powi 
motor  trucks  and  automobiles,  and  that  many  streets  designed 
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During  the  year  1913  there  were  received  and  filed  in  the  Buieu  of 
Records  a  total  of  35,013  documents. 

19  New  York  City  employs  11,000  policemen  who  made  119,736 
arrests  in  1913.  It  lias  a  detective  bureau  of  528  detectives  who  in- 
vestigate 55,000  cases  of  crime  a  year,  but  it  has  not  a  single  employee 
engaged  on  an  analysis  of  the  facts  brought  into  the  archives  of  the 
department  in  the  form  of  reports  on  investigations  and  records  of 
arrests.  Commissioner  Woods  is  the  first  police  commissioner  in 
America,  so  far  as  I  know,  who  has  thought  it  worth  while  to  put  in 
his  budget  a  request  for  statisticians.  Next  year  he  will  have  a  sta- 
tistician under  the  supervision  of  a  deputy  trained  in  statistical 
analysis,  who  will  study  currently  police  conditions  and  police  work- 
Not  only  is  he  taking  this  step,  but  he  is  utilizing  every  member  of 
the  force  as  an  agent  for  gathering  social  facts  respecting  such  matters 
as  unemployment,  destitution,  improper  guardianship,  upon  which  in- 
telligent police  work  must  be  predicated. 

20  While  it  is  generally  known  that  economic  distress  and  unem- 
ployment lead  to  an  increase  of  small  crimes  against  property  and 
the  breakdown  of  self-control,  no  American  police  department  hats 
ever  analyzed  its  records  to  correlate  degrees  of  unemployment  with 
perpetration  of  crime,  and  thus  furnish  the  basis  for  police  activity 
with    regard    to    uneniploymeni.      New    York    City,    however,    hi^=^ 
had  this  matter  forced  upon  its  attention.     Conditions  of  unemploy- 
ment last  year  furnished  tlie  opportunity  for  anarchistic  agitatioi-"*^^ 
demonstrations  of  violence,  invasions  of  churches  and  other  disordei"*- 
practises,  on  the  avowed  theory  that  only  in  this  way  could  the  pul>^^ 
be  brought  to  realize  tiie  crucial  importance  of  unemployment  (•<->  ^ 
ditions. 

21  Tlicse  violojit  manifestations  of  disorder,  which  had  their    :^^ 
lation   to   conditions   of    iincniplovnient   in    1911,    make    it    seem 
natural  function  of  the  ])(>lice  to  asc^ertain  the  facts  regardin»j:  com 
tions  of  unemployment  in  1015.    The  police  department  is  the  logic^ 
agency  to  call  the  attention  of  the  community  and  other  branches 
the  government  to  the  need  for  taking  some  constructive  steps 
mitigate  abnormal  unemployment. 

22  In  New  York,  one  of  the  principal  problems  confronting  tl^ 
police  is  control  of  traffic.  It  was  never  conceived  by  the  builders  ^^ 
modern  cities  that  thorouglifares,  intended  for  residential  purpoi 
and  often  crowded  with  children,  would  ho  utilized  by  high  pow( 
motor  trucks  and  automobiles,  and  that  many  streets  designed 
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During  the  year  1913  there  were  received  and  filed  in  the  Bureau  o^ 
Becords  a  total  of  35,013  documents. 

19  New  York  City  employs  11,000  policemen  who  made  119,736? 
arrests  in  1913.    It  has  a  detective  bureau  of  5.^  detectives  who  in — 
vestigate  55,000  cases  of  crime  a  year,  but  it  has  not  a  single  employe 
engaged  on  an  analysis  of  the  facts  brought  into  the  archives  of  the  — = 
department  in  the  form  of  reports  on  investigations  and  records  of  ^ 
arrests.     Commissioner  Woods  is  the  first  police  commissioner  in 
America,  so  far  as  I  know,  who  has  thought  it  worth  while  to  put  in 
his  budget  a  request  for  statisticians.    Next  year  he  will  have  a  sta- 
tistician under  the  supervision  of  a   deputy   trained  in  statistical 

analysis,  who  will  study  currently  police  conditions  and  police  work — . 
Not  only  is  he  taking  this  step,  but  he  is  utilizing  every  member  o^^ 
the  force  as  an  agent  for  gathering  social  facts  respecting  such  matter^s 
as  unemployment,  destitution,  improper  guardianship,  upon  which  in  — 
telligent  police  work  must  be  predicated. 

20  While  it  is  generally  known  that  economic  distress  and  uiiem.  — 
ployment  lead  to  an  increase  of  small  crimes  against  property  an^ 
the  breakdown  of  self-control,  no  American  police  department  hat^ 
ever  analyzed  its  records  to  correlate  degrees  of  unemployment  witli 
perpetration  of  crime,  and  thus  furnish  the  basis  for  police  activit  v 
with    regard    to    unoniploymont.      New    York    City,    however,    h»^^ 
had  this  matter  forced  upon  its  attention.     Conditions  of  unemploy* 
ment  last  year  furnished  the  opportunity  for  anarchistic  agitati*^^^' 
demonstrations  of  violence,  invasions  of  cliurches  and  other  disorder *J 
practises,  on  tlie  avowed  theory  that  only  in  this  way  could  the  pul>^  ^ 
be  brought  to  realize  the  crucial  importance  of  unemployment  c^-> 
ditions. 

21  Tliese  violent  manifestations  of  disorder,  which  had  their 
lation   to   conditions   of   unenij)loyment   in    1911,   make   it   seem 
natural  function  of  the  police  to  ascertain  the  facts  regarding  coul, 
tions  of  unemployment  in  1015.    The  police  department  is  the  logi 
agency  to  call  the  attention  of  the  community  and  other  branches 
the  government  to  the  need  for  taking  some  constructive  steps 
mitigate  abnormal  unemployment. 

Z2     In  New  York,  one  of  the  principal  problems  confronting  tl 
police  is  control  of  traffic.    It  was  never  conceived  by  the  builders 
modem  cities  that  thoroughfares,  intended  for  residential  pur 
and  often  crowded  with  children,  would  he  utilized  by  high  powe 
motor  trucks  and  automobiles,  and  that  many  streets  designed  f< 
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During  the  year  1913  there  were  received  and  filed  in  the  Bureau  of 
Records  a  total  of  35,013  documents. 

19  New  York  City  employs  11,000  policemen  who  made  119,736 
arrests  in  1913.  It  has  a  detective  bureau  of  5^  detectives  who  in- 
vestigate 55,000  cases  of  crime  a  year,  but  it  has  not  a  single  employee 
engaged  on  an  analysis  of  the  facts  brought  into  the  archives  of  the 
department  in  the  form  of  reports  on  investigations  and  records  of 
arrests.  Commissioner  Woods  is  the  first  police  commissioner  in 
America,  so  far  as  I  know,  who  has  thought  it  worth  while  to  put  in 
his  budget  a  request  for  statisticians.  Next  year  he  will  have  a  sta- 
tistician under  the  supervision  of  a  deputy  trained  in  statistical 
analysis,  who  will  study  currently  police  conditions  and  police  work. 
Not  only  is  he  taking  this  step,  but  he  is  utilizing  every  member  of 
the  force  as  an  agent  for  gathering  social  facts  respecting  such  matters 
as  unemployment,  destitution,  improper  guardianship,  upon  which  in- 
telligent police  work  must  be  predicated. 

20  While  it  is  generally  known  that  economic  distress  and  unem- 
ployment lead  to  an  increase  of  small  crimes  against  property  and 
the  breakdown  of  self-control,  no  American  police  department  ha? 
ever  analyzed  its  records  to  correlate  degrees  of  unemployment  with 
perpetration  of  crime,  and  thus  furnish  the  basis  for  police  activity 
with    regard    to    unoniploymcnt.      New    York    City,    however,   has 
had  this  matter  forced  upon  its  attention.     Conditions  of  unemploj- 
ment  last  year  furnished  the  opportunity  for  anarchistic  agitation, 
demonstrations  of  violence,  invasions  of  churches  and  other  disorder\^ 
practises,  on  tlie  avowed  tlieory  that  only  in  this  way  could  the  pul>^^^ 
be  brouglit  to  realize  the  crucial  importance  of  unemployment  cO^' 
ditions. 

21  Tiiese  violcjit  manifestations  of  disorder,  which  had  their  ^^ 
lation  to  conditiojis  of  unenij)luyment  in  11)11,  make  it  seem  ^ 
natural  function  of  the  ])()lic!e  to  ascertain  the  facts  regarding  oonC^ 
tions  of  unemployment  in  1015.  The  police  department  is  the  \og\C^^ 
agency  to  call  the  attention  of  the  community  and  other  branches  ^^ 
the  government  to  the  need  for  taking  some  constructive  steps  "^ 
mitigate  abnormal  unemployment. 

22  In  New  York,  one  of  the  principal  problems  confronting  th^  ^ 
police  is  control  of  traffic.    It  was  never  conceived  by  the  builders  C^-* 
modern  cities  that  thoroughfares,  intended  for  residential  purpose 
and  often  crowded  with  children,  would  be  utilized  by  high  powered 
motor  trucks  and  automobiles,  and  that  many  streets  designed  fo^ 
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eQ  traffic  would  become  the  thoroughfares  of  a  vast  population.  As 
esult  of  this  condition  there  are  killed  each  year  approximately  460 
'sona  in  the  streets. 

23  It  is  peculiarly  the  function  of  the  police  department  to  work 
;  means  of  preventing  this  appalling  condition,  because  the  police 
mrtment  is  charged  with  responsibility  for  regulating  traffic.  XJp 
January  1st  of  this  year,  New  York  City's  police  did  not  record 
ormation  necessary  for  an  intelligent  analysis  of  the  conditions  sur- 
inding  the  death  of  persons  in  the  streets,  although  they  are  re- 
red  to  report  the  facts  regarding  each  occurrence  as  a  part  of  the 
oner's  investigation. 

24  By  focussing  the  attention  of  police  captains  and  patrolmen 
the  incongruity  of  using  congested  traffic  streets  for  play  spaces 
children,  the  present  police  commissioner  obtained  from  patrolmen 

i  their  officers  suggestions  concerning  the  use  of  vacant  lots  for 
.y  purposes  and  for  closing  to  traffic  during  certain  hours  of  the  day 
eets  used  by  childreij  for  play.  The  mere  fact  that  the  police  them- 
ves  formulate  such  suggestions  and  assist  in  putting  them  into 
3ct,  brings  about  a  psychological  change  in  the  attitude  of  the  police- 
in  to  his  community  relationships  which  is  full  of  the  greatest  pos- 
ilities  for  the  development  of  police  service.  It  is  merely  another 
istration  of  applying  the  scientific  or  engineering  method  to  a  par- 
ular  problem,  instead  of  continuing  along  from  year  to  year,  from 
leration  to  generation  with  fatalistic  resignation  to  whatever  may 
ppen. 

25  It  is  not  cynicism  to  say  that  there  will  always  be  criminals 
a  sense  that  there  will  be  men  and  women  who  cannot  bring  them- 
ves  into  conformance  with  necessary  social  regulations,  and  there 
11  always  be  mental,  moral  and  physical  degenerates  who  will  have 
be  restrained  and  dealt  with  through  penal  processes. 

2f>  I  am  chiefly  concerned  with  youth  and  with  tomorrow.  To 
?pare  for  tomorrow  I  vrish  to  utilize  the  energy  and  capacity  of  the 
,000  selected  men  composing  New  York's  police  force,  who  are  well 
id,  to  devote  their  thought  and  energies  to  public  service  during  the 
ime  of  their  lives,  helping  New  York  City  reach  an  understanding 

the  adverse  social  conditions  which  go  to  make  up  the  police 
>blem. 

27  I  am  confident,  moreover,  tliat  a  very  eonsidorablo  part  of 
went  criminality  can  be  eliminated  by  intelligent  preventive  action, 
lis  preventive  action,  I  believe,  should  be  initiated,  if  not  actually 
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tically  impossible  to  provide  the  power  now  given  by  the  largest  simple 
two-cylinder  engines. 

Little  consideration  has  been  given  to  the  advantages  of  the 
three-cylinder  arrangement,  although  a  few  locomotives  of  this  type 
are  in  successful  service  today.    As  compared  with  the  four-cylinder 
engine,  either  simple  or  compound,  the  three-cylinder  type  offers  first 
the  possibility  of  increased  power.     With  one  cylinder  located  be- 
tween the  frames  ample  room  is  pro\ided  for  a  properly  designeil 
crank  axle  and  main  rod  which  cannot  Lo  arranged  for  in  the  four- 
cylinder  t}'pe  beyond  a  certain  limit.     As  compared  with  the  two- 
cylinder  engine,  the  advantages  are,  briefly,  a  more  even  turning 
moment,  an  ideal  counter-balancing  condition  and  the  opportunity 
to  furnish  maximum  power  with  the  minimum  destructive  effect 
on  the  rail.     The  power  obtained  in  a  two-cylinder  engine  with 
cylinders  27  in.  in  diameter  and  a  maximimi  piston  thrust  of  117,000 
lb.  can  be  obtained  in  a  three-cylinder  engine  with  cylinders  22  in. 
in  diameter  and  a  maximum  piston  thrust  of  78,000  lb.     This  de- 
crease of  33  per  cent  in  thrust  means  a  corresponding  reduction  in 
the  individual   weights   of   all   of   the  machinery,   particularly  the 
weights  of  reciprocating  parts. 

It  is  true  that  much  progress  can  yet  be  made  in  the  two-cylinder 
engine  towards  reducing  the  weights  of  reciprocating  parts  by  the 
careful  selection  of  materials  and  proper  design.  The  three-cylinder 
engine,  however,  offers  advantages  possessed  by  no  other  arrange- 
ment, and  it  would  seem  that,  for  high-speed  passenger  service  at 
least,  this  type  is  well  worth  considering  for  the  future. 
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in  connection  with  steam  per  horsepower  hour  and  evaporation  per 
pound  of  coal  has  been  used.  Also  the  percentage  of  tractive  effort 
and  maximum  horsepower  at  various  piston  speeds  and  the  evapora- 
tion per  sq.  ft.  of  heating  surface  for  the  firebox  and  tubes.  It  is 
assumed  that  each  locomotive  is  working  at  the  speed  indicated  on  a 
0.6  per  cent  grade  and  that  the  cars  in  the  train  each  weigh  70  tons 
with  its  lading. 

When  each  of  these  locomotives  is  delivering  the  power  it  is  easily 
capable  of,  if  in  good  condition,  it  will  be  seen  that  it  requires  from 
4900  to  over  8000  lb.  of  good  quality  coal  an  hour.  The  locomotives 
are  actually  getting  from  4500  to  5000  lb.  an  hour,  and  handling 
trains  of  a  proportional  size. 

A  number  of  locomotives  like  these,  all  of  the  same  class,  and 
operating  on  the  same  division,  will  have  a  tonnage  rating  in  propor- 
tion to  the  ability  of  the  average  poorest  fireman  that  is  assigned  to 
them  rather  than  to  the  average  best  fireman.  While  there  may  be  a 
few  firemen  on  the  division  who  are  capable  of  developing  the  full 
boiler  capacity,  the  group  of  engines  as  a  whole  may  be  daily  working 
much  below  their  actual  capacity. 

The  acceptance  of  the  opportunity  to  supply  at  all  times  the 
desired  quantity  of  coal  to  these  locomotives  that  is  offered  by  tbe 
stoker  will  have  the  same  practical  effect  on  operating  expense    ^ 
would  a  new  order  of  more  efficient,  larger  locomotives. 

A  reduction  in  the  cost  of  conducting  transportation  follows  tlr^is 
increased  locomotive  capacity  in  a  number  of  the  principal  items  wlm  ^ 
presented  on  a  ton-mile  basis.  The  stoker  itself  offers  an  opportuni*-^ 
for  further  savings  particularly  in  the  cost  of  fuel,  reduced  claims 
damage  or  accident  and  the  recruiting  of  men  of  higher  caliber 
locomotive  service. 

An  instance  of  the  possible  savings  in  the  cost  of  conducting 
portation,  through  increased  locomotive  capacity  following  the  a - 
plication  of  a  stoker,  is  found  on  a  certain  division  where  10  tonni 
trains  are  sent  one  way  over  the  road  each  day  with  hand-fired  loo*-** 
motives.  Application  of  stokers  has  permitted  an  increase  of  ov^^ 
11  per  cent  in  the  tonnage  of  a  train.  The  return  movement  is  largelH^ 
empties.  The  application  of  stokers  will  give  a  direct  saving,  fro: 
wages  and  train  supplies  alone,  of  about  $100  per  engine  a  month 
this  division.  If  advantage  is  taken  of  the  increased  capacity  of  tt».^ 
division  for  tonnage  without  the  addition  of  more  locomotives,  tb^ 
saving  will  be  considerably  larger. 
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of  area.  These  views  are  sustained  by  the  results  of  an  elaborate  series 
of  tests  on  the  endurance  of  rotating  shafts  conducted  by  the  United 
States  Government  at  the  Watertowii  Arsenal  by  Jas.  E.  Howard. 

These  experiments  required  years  to  make  and  the  results  from 
the  different  yearly  report^s  are  tabulated  in  Table  2. 

Enormous  increase  in  endurance  following  the  use  of  material  hav- 


TABLE  2     TESTS  ON  THE  ENDURANCE  OF  ROTATING  SHAI-'TS 


Car 

• 

Nickel 

Troatment 

Fiber 

Rotations 

Elastic 

Tensile 

Elonga- 

Con- 

Stress 

Limit 

Strength 

tion 

trsctioD 

0.26 

3.282 

Annealed 

40,000 

1,847,500 

51.500 

81.370 

28.75 

61.00 

0.26 

3.282 

Oil  Quenched 

and  Annealed 

40.000 

1,815,200 

66.950 

90.640 

26.9 

65.04 

0.25 

4.514 

Annealed 

40.000 

2.366,000 

61.610 

95,490 

24.8 

57.13 

0.25 

4.514 

Oil  Quenched 

and  Annealed 

40.000 

3.296.700 

101.860 

120.190 

20.8 

60.05 

0.20 

5.661 

Annealed 

40.000 

4.388,400 

90.090 

108.840 

22.5 

58.71 

0.29 

5.661 

Oil  Quenched 

and  Annealed 

40.000 

3.795.200 

117.610 

131,410 

19.65 

M.88 

0.539 

27.353 

Annealed 

40.000 

2.495.600 

48.060 

104.820 

47.5 

03.10 

0.539 

27.353 

Oil  Quenched 
and  Annealed 

40.000 

1.088.200 

46.850 

97.780 

43.35 

00.80 

0.24 

Annealed 

40.000 

229.300 

40.56(1 

71.240 

32.3 

50.81 

0.24 

Oil  Quenched 

and  Annealed 

40.000 

348.000 

45.170 

74.440 

33.15 

69.93 

0.42 

Annealed 

40.000 

225.900 

44.290 

80.885 

23.0 

56.7 

0.42 

Oil  Quenched 

and  Annealed 

40.000 

655.600 

55.000 

92.180 

26.05 

57.22 

0.46 

Annealed 

40.000 

976.600 

48.060 

94.600 

21.15 

47.65 

0.46 

Oil  Quenched 

and  Annealed 

40,000 

1.657.500 

61,110 

102.880 

13.05 

51.27 

0.66 

Annealed 

40,000 

3,689.000 

65.205 

124.200 

7.15 

17.28 

0.66 

Oil  Quenched 

1 

and  Annealed 

40.000 

4.323.600 

92.040 

154.920 

13.5 

31. 4« 

1.094 

30,000 

50.000,000 

0.733 

30,000 

12,547,600 

0.824 

30,000 

16,336.200 

0.824 

35.000 

13.871,000 

•    •   •    •   ■    • 

, 

0.094 

35.000 

19.152.30(^ 



ing  high  elastic  limit  and  tensile  strength  is  notable  and  it  is  shown 
that  a  0.66  carbon  steel  shaft  exhibits  as  much  endurance  as  a  5.6  per 
cent  nickel  steel  one. 

When  steel  forgings  were  first  proposed  for  use  in  locomotives,  a 
soft  grade  of  steel  was  generally  employed,  the  purpose  being  to  secure 
a  steel  of  similar  properties  to  the  iron  formerly  employed. 

The  use  of  this  material  resulted  in  an  unusual  number  of  fail- 
ures of  axleSy  pins  and  rods.  After  studying  these  failures.  Dr.  C.  B. 
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dley,  S.  M.  Vauclain  and  S.  T.  Wellman  experimented  with  higher 
bon  steels.  This  led  to  the  general  adoption  of  steel  of  80,000  ten- 
I  strength  for  locomotive  work,  with  the  result  that  the  failures  were 
ninated  and  the  great  superiority  of  this  steel  over  the  softer  steels 
»  demonstrated  notwithstanding  the  great  difference  between  the 
>  steels  in  elongation  and  contraction  of  area.  This  grade  of  steel 
$till  being  universally  employed  and  any  changes  made  were  for  the 
rpose  of  increasing  the  ductility  requirements  rather  than  the  tensile 
uirements,  thus  handicapping  the  manufacturer  in  the  develop- 
nt  of  this  grade  of  steel. 

If  specifications  were  revised  to  permit  the  use  of  a  0.66  carbon 
3l  there  would  be  but  little  necessity  to  employ  the  expensive  alloy 
^Is. 

In  sketching  the  development  of  the  art  with  respect  to  increase  in 
»acity,  sufficient  stress  is  not  laid  upon  the  development  of  the 
iler  truck  locomotives  with  the  attendant  possibilities  of  improve- 
ut  in  boiler  design.  It  is  now  generally  recognized  that  the  use  of 
iler  trucks  has  permitted  boilers  of  great  capacity.  Were  it  not  for 
s  development  in  boiler  design,  there  would  be  a  very  limited  use  of 
)erheater8  in  the  modern  locomotives  because  of  the  restriction  to 
ler  capacity.  When  the  first  trailer  truck  engine  was  built  but  a 
)rt  decade  ago  it  was  received  with  a  storm  of  criticism  and  the 
ilders  stood  almost  alone  as  the  advocates  of  this  type.  The  use  of 
•  trailing  truck  is  a  logical  development  of  the  use  of  wide  fire- 
ces. 

Wide  fireboxes  originated  with  the  invention  by  Wootten  in  1877  of 
»  boiler  which  bears  his  name.  The  original  designs  of  the  well 
i»wn  Wootten  or  wide  firebox  boiler  contained  a  combustion  chamber. 
>otten  considered  this  feature  essential.  I^ter,  A.  E.  Mitchell  modi- 
fl  this  design  by  omitting  the  combustion  chamber  and  employing 
traight  flue  sheet  which  was  subsequently  changed  to  the  offset  flue 
?et.  These  types  of  boilers  were  the  predecessors  of  the  modern 
de  firebox  engine  and  it  is  interesting  to  note  at  this  time  that  so 
my  of  these  engines  held  world  records  for  speed  and  capacity. 

The  Atlantic  or  4-4-2  type  was  designed  in  1895  and  was  first  em- 
>yed  by  the  Atlantic  Coast  Line  and  derived  its  name  therefrom.  At 
st  the  design  was  received  with  criticism,  but  the  advantages  in  the 
istruction  of  large  fireboxes  and  large  boilers  were  so  manifest  that 
was  rapidly  followed  by  the  design  of  a  Prairie  or  2-6-2  type  engine 
:  the  C.  B.  &  Q.  Railroad.    The  Pacific  or  4-6-2  type  was  naturally 
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developed  from  this  type  in  1901  for  the  New  Zealand  Government 
Railways  to  burn  inferior  fuel.  In  1S95  the  Mikado  or  2-8-2  type  was 
also  designed  to  bum  inferior  fuel  of  a  lignite  nature  from  the  Iwaki 
and  Iryana  mines  of  the  Japan  Railway  Company. 

In  1903  the  first  2-10-2  or  Santa  F6  type  locomotive  was  built  for 
the  Atcheson,  Topeka  &  Santa  F6  Railway.  While  this  type  was  so 
successful  as  to  warrant  the  continuation  of  many  duplicate  orders 
for  this  company,  only  in  recent  years  have  other  railroads  b^un  to 
employ  this  most  powerful  of  all  single  unit  coupled  locomotives. 

The  reason  for  the  success  of  these  locomotives  is  not  far  to  seek. 
The  relative  steaming  capacities  of  different  types  of  locomotives  bear 
some  inverse  ratio  to  the  percentage  of  total  weight  carried  on  drivers. 
This  rule,  if  such  it  may  be  called,  is  not  strictly  true,  for  a  constant 
value  yet  to  be  determined  should  be  subtracted  from  the  weights  be- 
fore calculating  the  percentage  and  the  application  of  the  rule  will 
give  the  minimum  increase  in  horsepower  capacity  to  be  derived  from 
the  use  of  trailer  trucks. 

TABLE  3     TOTAL  WEIGHT  CARRIED  ON  DRIVERS 


PEBCBNTAaS   OK   TOTAL   WeIOHT 

ON  DRnnEBS 

Type 



Trailer  Truck 

No  Trailer  Tropk 

American 

4-4-0 

•  •   •   • 

65 

Atlantic 

4-4-2 

55.5 

•  •  ■  ■ 

10-Wheel 

4-6-0 

63 

•   ■  •  • 

Pacific 

4-6-2 

•    a    •    • 

76 

Consolidation  2-8-0 

•    •    •    • 

88.5 

Mikado 

2-8-2 

77 

•  •  •  • 

Decapod 

2-10-0 

.  •  •  •       . 

89.5 

Santa  F« 

2-10-2 

80 

•  •  •  • 

k 


Table  ^^  shows  the  percentage  of  total  weight  which  is  carried  on 
drivers  for  various  types  of  trailer  truck  and  its  (corresponding  uou- 
trailer  truck  engine. 

From  Table  3  is  derived  Table  4,  showing  increased  capac'ilics  of 
trailer  truck  locomotives. 

TABLE  4    INCREASE  IN  HORSEPOWER  CAPACITY  TO  BE  DERIVED 
PROM  THE  USE  OF  TRAILER  TRUCKS 

Type  Percent  Increase 

OF  Capacity 

Atlantic  over  American 17 

Pacific  over  10-Wheel 22 

Mikado  over  Consolidation 15 

Santa  F6  over  Decapod 12 
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C.  D.  Young  in  discussing  the  above  subject  called  attention  to 
the  ordinary  annealed  carbon  steel  as  used  generally  for  locomotive 
forgings.  The  minimum  physical  properties  may  be  considered  as  fol- 
lows: Tensile  strength,  80,000  lb.  per  sq.  in.;  elastic  limit,  y^  ^^^ 
tensile  strength;  elongation  in  2  in.,  22  per  cent;  reduction  of  area, 
30  per  cent. 

With  properly  quenched  and  tempered  carbon  steel  we  may  ex- 
pect an  increase  in  the  elastic  limit  of  30  per  cent  or  more,  about  15 
per  cent  increase  in  tensile  strength,  the  elongation  remaining  the 
same  and  the  reduction  of  area  increasing  about  50  per  cent.  These 
are  conservative  figures  and  a  great  deal  better  elastic  limit  and 
tensile  strength  may  be  obtained,  depending  upon  the  chemical  com- 
position of  the  steel  and  the  heat  treatment. 

Prom  alloy  steels,  such  as  chrome  vanadium  or  chrome  nickel,  we 
may  expect  to  obtain  the  following  physical  properties  after  heat  treat- 
ment: Tensile  strength,  95,000  lb.  per  sq.  in.;  elastic  limit,  75,000 
lb.  per  sq.  in. ;  elongation  in  2  in.,  20  per  cent ;  reduction  of  area,  50 
per  cent. 

On  an  average,  these  alloy  steels  will  show  an  increase  in  physi- 
I'al  properties  over  those  of  annealed  carbon  steel  of  20  per  cent  or 
more  in  tensile  strength,  80  per  cent  or  more  in  elastic  limit,  with 
elongation  in  2  in.  about  9  or  10  per  cent  less  than  that  of  the  car- 
Ivon  steel,  and  the  reduction  of  area  of  75  per  cent  or  more  greater. 
These  figures  are  subject  to  modification  on  account  of  variation  in  the 
chemical  composition  of  the  steel  and  the  heat  treatment. 

In  carbon  steel  castings  approximately  the  same  per  cent  increases 
in  physical  properties  as  were  given  for  carl)on  steel  forgings  may  be 
obtained  after  proper  heat  treatment.  The  experience  with  alloy  steel 
castings  has  been  too  limited  to  furnisli  any  satisfactory  data.  Up  to 
the  present  time  the  majority  of  users  of  heat-treated  steels  seem  to 
have  made  but  little,  if  any,  use  of  the  increased  physical  properties 
as  determining  the  fiber  stresses  used  in  design,  though  some  of  the 
larger  builders  of  locomotives  have  made  such  increases  in  fiber  stresses 
for  both  heat-treated  carbon  and  alloy  steels.  In  certain  parts  where 
heat-treated  carbon  steel  has  been  used,  the  fibre  stress  has  been  in- 
creased about  25  per  cent  above  that  used  for  annealed  carbon  steel, 
and  in  the  case  of  heat-treated  alloy  steels  an  increase  of  as  much 
as  50  per  cent  has  been  made.  In  some  cases,  depending  upon  the 
design  and  service  for  whicli  the  forging  is  intended,  it  is  preferable 
to  allow  no  increase  in  the  fibre  stress,  but  to  consider  the  excess 
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TABLE  6 


Parts 


Grade  of  Material 


Working  Fdbb 
Stbbss  in 


Tension  or 
Compression 


Bending 


Minimum 

Ultimate 

Tensile 

Strength 


lyfiiiiiiioin 

ElongatinB 

in2  inch 


Main  and  Par- 
allel Rods 


Piston  Rods 


Driving  Axles , 


Crankpins 


Cast  8t«el 
Parts 


Annealed  0.45  carbon 

Quenched  and  Tempered  0.52 
carbon 

Quenched  and  tempered  alloy 


Annealed  0.45  carbon 


Quenched  and  tempered  0.52 

carbon 
Quenched  and  tempered  alloy 


Annealed  0.45  carbon 

Quenohe<l  and  tempered  0.52 
carbon 

Quenched  and  tempered  alloy 


Annealed  0.45  carbon 

Quenched  and  tempered  0.52 
carbon 

Quenched  and  tempered  alloy 
Annealed  0.28  carbon 


Springs 


8.000 


10,000 


12,000 


9.000 


10.000 

12,000 

Com- 
bined 
bending 

and 
torsion 
in  start- 
ing 


10.000 

14.000 
18.000 


18,000 

20,000 
25,000 

13.500 

16.000 
20.000 


Quenched  and  tempered  0.28 
carbon 


8,000 


lO.(NN) 


Tension 


80,000 

85,000 
100,000 

80.000 

85,000 
100.000 

80,000 

85,000 
100.000 

80.000 

85.000 
100.000 


Drawn  1 . 0  carbon 

Quenched   and   tempered   1.0 

carbon 
Quenohed  and  tempered  alloy 


70,000 

90,000 
100.000 


00.000 
75,000 


1.800.000 


T.  8. 
2.000.000 


T.  8. 


1.800,000 


T.a 

2.O0O.000 


T.a 


1300.000 


T.  8. 
2.000.000 


T.  8. 


20 


» 


20 


20 


20 
20 


1.800.000 


T.  8. 
2.000.000 


T.  8, 


1,400.000 


T.a 

1.800.000 


T.a 


Transrerse 
Strength 


Bend 
Teat. 


90,000 

120.000 
160,000 


25 

25 
60 


Note:  Maximum  figures  for  working  fiber  stress  may  be  20  per  cent  in 


of 
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gth  of  the  heat-treated  material  as  contributing  to  increase  life 
rvice,  or  to  safety. 

lecent  practice  has  indicated  that  it  is  desirable,  when  using  heat- 
ed designs,  to  study  carefully  the  section,  so  as  to  avoid  abrupt 
ges,  andf  also  in  the  cases  of  larger  shafts,  such  as  axles,  or  crank- 
that  they  shall  be  hollow-bored  in  order  to  provide  for  better 
ment  and  to  relieve  shrinkage  strains  which  occur  during  the 
ching  process. 

^hile  there  is  no  objection  to  the  change  of  the  present  standard 
)n,  it  would  seem,  with  our  present  knowledge  of  heat-treated 
rial,  that  it  would  be  entirely  safe  to  use  certain  increases  in  the 
stresses  when  designing  locomotive  parts.  As  a  suggestion  as  to 
could  be  done  in  this  respect.  Table  1  shows  what  is  recom- 
led  for  three  grades  of  steel  as  to  working  fiber  stresses  and  the 
mum  ultimate  strength  and  elongation.  This  has  been  tabulated 
he  grades  of  0.45  annealed  carbon,  quenched  and  tempered  0.52 
»n  and  quenched  and  tempered  alloy  steels. 
*he  results  shown  in  Table  5  seem  to  indicate  that  heat-treated 
»n  and  alloy  steels  will  show  greater  resistance  to  wear  and  to  the 
ue  stresses  in  service  than  is  shown  by  annealed  carbon  steel; 
it  is  our  opinion  that  the  increase  in  resistance  to  wear  is  about 
roportion  to  the  increase  in  Brinell  hardness  which  is  brought 
t  by  the  heat  treatment. 

MECHANICAL  STOKERS 

!l£AI£NT  F.  .Street  (written).  The  most  important  things  which 
toker  has  done  for  the  locomotive  are  first,  increased  the  earning 
r  of  existing  locomotives,  and  second,  removed  practically  all 
ations,  from  a  fuel  quantity  standpoint,  on  the  size  of  loconio- 
which  can  be  built. 

L  locomotive  designer  must  always  keep  in  mind  the  fact  that 
'  dollar  earned  in  the  operation  of  a  railway  is  earned  by  its  loeo- 
768,  and  therefore  in  the  above  I  have  given  first  place  to  the 
ase  in  the  earning  power  of  existing  locomotives.  Many  instances 
I  be  cited  to  prove  this  statement,  but  one  will  suffice  as  an  illus- 
>n. 

.  locomotive  providing  about  54,000  lb.  tractive  power  when  run- 
with  saturated  steam,  had  a  tonnage  rating  over  a  certain  division 
750  tons.  Superheaters  were  applied  to  this  locomotive,  and  the 
ige  increased  to  5,000 ;  stokers  were  applied  and  the  tonnage  in- 
ed  to  5y250,  then  5,500,  then  5,750,  and  finally  6,000.     In  the 
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meantime  the  tonnage  rating  of  the  shovel-fired  superheater  loco- 
motives was  increased  to  5,500.  This  shows  an  increase  of  over  20 
per  cent  in  the  tonnage  rating  of  this  locomotive  after  the  stokers 
were  applied  and  the  locomotive  today,  stoker-fired,  is  hauling  10  per 
cent  more  tonnage  than  when  shovel-fired.  The  increase  in  the  ton- 
nage rating  of  the  shovel-fired  locomotives  is  very  interesting  and 
brings  out  strongly  one  of  the  indirect  advantages  of  the  stoker.  It 
shows  very  clearly  tliai  before  the  stokers  were  applied,  the  shovel- 
fired  locomotives  were  not  doing  anything  like  what  they  should  do 
and  as  soon  as  the  stoker  came  into  use,  it  not  only  increased  the  ton- 
nage rating  of  the  locomotives  to  which  it  was  applied,  but  also 
brought  about  an  increase  in  the  rating  of  all  others  on  the  division. 

Along  this  same  line,  the  stoker  is  making  it  possible  to  approach 
mu(*h  nearer  to  theoretical  conditions  in  regular  operation.  It  is  well 
known  that  there  is  a  wide  dilTerence  between  the  earning  power  of  a 
locomotive  imder  test  conditions  and  under  average  road  conditions. 
The  writer  has  in  mind  one  case  in  which  it  was  found  that  under 
test  conditions  a  certain  locomotive  could  haul  4,000  tons  comfortably 
over  a  certain  division.  When  this  locomotive  was  put  into  regular 
service,  however,  it  was  found  impossible  to  operate  it  with  more  than 
3,500  tons  over  the  same  division.  With  a  mechanical  stoker  tbia 
locomotive  easily  handles  4,000  tons  in  regular  road  service. 

The  fact  that  the  stoker  has  removed  limitations  in  the  size  oi 
locomotives  which  can  be  built  can  be  brought  out  by  referring   "t^ 
several  of  the  locomotives  mentioned  in  the  report.     The  Mounta."*^ 
type  locomotives  were  fitted  with  stokers  when  they  were  built,  ha."^^ 
always  been  stoker-fired,  and  no  attempt  has  ever  been  made       ^ 
shovel-fire  them.    The  locomotive  referred  to  in  par.  5  would  nev^  ^^ 
have  been  built  had  it  not  been  known  that  a  stoker  could  be  secur  -^^ 
which  would  fire  it.    There  are  thirty  of  the  locomotives  referred         ^ 
in  par.  6  now  in  regular  operation,  and  they  too  would  never  ha^      ^^ 
been  built  had  it  not  been  known  that  a  stoker  could  be  secured  whi-—^^" 

would  fire  them.     A  number  of  other  locomotives  now  in  regul *^ 

operation,  notably  the  most  powerful  Pacific  type  as  yet  built,  wou ^" 

Tiever  have  been  ('ontemplated  without  a  stoker. 

In  reference  to  the  amount  (►f  coal  which  can  he  fired,  as  high         ^ 
eight  tons  have  been  put  in  a  fire  box  with  an  existing  machine  ai^^^" 
without  working  it  to  its  capacity.     There  is  no  reason  why  a^^^J 
desired  quantity  of  coal  cannot  be  fired  by  the  use  of  the  stoker,  a^^^ 
the  limitation  of  amount  of  coal  which  caii  be  fired  is  entirely  remov- 
in  connection  with  the  design  of  new  locomotives. 
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The  stoker  as  yet  has  not  progressed  far  enough  to  bring  forth 
definite  figures  regarding  its  efficiency.  Wherever  it  has  been  in- 
troduced, the  question  of  increased  tonnage  has  been  more  important 
than  that  of  fuel  economy,  and  the  latter  has,  therefore,  been  given 
very  little  consideration.  This,  of  course,  is  only  a  temporary  con- 
dition, and  as  more  stokers  are  applied  the  question  of  fuel  economy 
will  become  more  important.  The  development  of  the  mechanical 
stoker  has  gone  far  enough,  however,  to  show  that  the  stoker  will 
bum  a  much  cheaper  grade  of  coal  than  it  is  possible  to  use  with 
hand  firing,  and  that  it  will  give  a  more  uniform  rate  of  fuel  con- 
sumption on  locomotives  performing  the  same  service. 

It  is  a  well-known  fact  that  there  is  a  difference  of  from  25  to  50 
per  cent  in  the  amount  of  coal  burned  by  different  firemen  for  per- 
forming the  same  work.  The  stoker  is  eliminating  this  great  varia- 
tion and  making  the  results  more  uniform. 

When  all  locomotives  on  a  railroad  are  being  worked  to  their  full 
capacity,  the  earning  power  of  that  road  is  at  its  maximum.  In  this 
country  today  there  are  very  few,  if  any,  shovel-fired  locomotives 
having  a  maximum  tractive  effort  of  50,000  lb.,  or  over,  which  are 
being  worked  to  their  full  capacity.  Wherever  stokers  have  been 
applied  the  earning  power  of  the  locomotives  on  which  they  have  been 
placed  has  been  increased  from  10  to  20  per  cent.  There  is  no  in- 
stance where  stoker-fired  and  shovel-fired  locomotives  are  being  oper- 
ated under  identical  conditions.  Tlie  stoker-fired  locomotives  are,  in 
every  case,  hauling  increased  tonnage,  or  using  a  cheaper  fuel,  or 
working  at  higher  average  speeds  than  the  shovel-fired  locomotives. 

E.  A.  AvEBiLL  (written).  In  the  report  of  a  test  on  a  large  loco- 
motive at  the  Altoona  test  plant  it  is  stated  that  the  results  indicate 
that  the  capacity  of  the  boiler  was  limited  by  the  ability  to  burn  the 
coal  on  the  grates  and  not  any  failure  of  the  heating  surface  to  absorb 
the  heat  supplied.  While  in  this  case  the  limit  was  marked  by  the 
impossibility  of  supplying  sufficient  air  through  the  grates  to  burn  the 
fuel  properly,  there  are  operating;  in  this  country  today  a  reasonably 
large  number  of  locomotives  which  are  running  at  less  than  full 
boiler  capacity  because  of  the  physical  inability  of  the  fireman  to 
supply  the  amount  of  fuel  that  can  be  burned. 

Ten  classes  of  locomotives,  ])uilt  during  the  past  three  years, 
and  typical  of  the  general  size  and  capacity  of  all  the  larger  freight 
engines  built  in  that  time,  were  selected  at  random.  These  are  shown 
in  Table  6.    The  American  Locomotive  Company's  standard  practice 
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in  connection  with  steam  per  horsepower  hour  and  evaporation  per 
pound  of  coal  has  been  used.  Also  the  percentage  of  tractive  effort 
and  maximum  horsepower  at  various  piston  speeds  and  the  evapora- 
tion per  sq.  ft.  of  heating  surface  for  the  firebox  and  tubes.  It  is 
assumed  that  each  locomotive  is  working  at  the  speed  indicated  on  a 
0.5  per  cent  grade  and  that  the  cars  in  the  train  each  weigh  70  tons 
with  its  lading. 

When  each  of  these  locomotives  is  delivering  the  power  it  is  easily 
capable  of,  if  in  good  condition,  it  will  be  seen  that  it  requires  from 
4900  to  over  8000  lb.  of  good  quality  coal  an  hour.  The  locomotives 
are  actually  getting  from  4500  to  5000  lb.  an  hour,  and  handling 
trains  of  a  proportional  size. 

A  number  of  locomotives  like  these,  all  of  the  same  class,  and 
operating  on  the  same  division,  will  have  a  tonnage  rating  in  propor- 
tion to  the  ability  of  the  average  poorest  fireman  that  is  assigned  to 
them  rather  than  to  the  average  best  fireman.  While  there  may  be  a 
few  firemen  on  the  division  who  are  capable  of  developing  the  full 
boiler  capacity,  the  group  of  engines  as  a  whole  may  be  daily  working 
much  below  their  actual  capacity. 

The  acceptance  of  the  opportunity  to  supply  at  all  times  the 
desired  quantity  of  coal  to  these  locomotives  that  is  offered  by  the 
stoker  will  have  the  same  practical  effect  on  operating  expense  ^ 
would  a  new  order  of  more  efficient,  larger  locomotives. 

A  reduction  in  the  cost  of  conducting  transportation  follows  tt»^ 
increased  locomotive  capacity  in  a  number  of  the  principal  items  wlm^^ 
presented  on  a  ton-mile  basis.    The  stoker  itself  offers  an  opportuni-^? 
for  further  savings  particularly  in  the  cost  of  fuel,  reduced  claims  ^  ^^ 
damage  or  accident  and  the  recruiting  of  men  of  higher  caliber  ^^^^ 
locomotive  service. 

An  instance  of  the  possible  savings  in  the  cost  of  conducting  trair:::^^' 
portation,  through  increased  locomotive  capacity  following  the  a — --P" 
plication  of  a  stoker,  is  found  on  a  certain  division  where  10  toi 
trains  are  sent  one  way  over  the  road  each  day  with  hand-fired 
motives.  Application  of  stokers  has  permitted  an  increase  of  ov  "^ 
11  per  cent  in  the  tonnage  of  a  train.  The  return  movement  is  large  ^^^ 
empties.  The  application  of  stokers  will  give  a  direct  saving,  fror::^^^^^^ 
wages  and  train  supplies  alone,  of  about  $100  per  engine  a  month  c^^^ 
this  division.  If  advantage  is  taken  of  the  increased  capacity  of  t^^'^ 
division  for  tonnage  without  the  addition  of  more  locomotivee,  t^K^^ 
saving  will  be  considerably  larger. 


DISCUSSION 


627 


H 
•J 

5 


5 

m 

H 

ft* 


o 

H 


O 
O 


"3  **  »r  ^ 


•  1 


1" 


1 

OQ 


&4 


8« 


s 
I" 


a 

8 


.2  8 

35  CO 


a  *- 

'H  —     • 


t 

o 
la 


so 


c 


•  •••  •••• 


^o8S3esl      ^SsSSoo 


I 


gf'^ 


O  55   h- 
00  h- 


r^  r^ 


■OOQQQ         QOtQQO 


O  O  Q  O 
r«  M  9  esi 


lOiOiOtOiO  lOiOiOiOiO 


lO   lO 


coracoco^       co^co  co  co 


r;  i^  ^  »  lO 

00  Q  h-  «5  o 

i2  lO  CO  h>  o 

«  r*  h»  00  r^ 


^  g  01  ^ 
^  «  M  % 

I",  t^  r*  o» 


O  O  O  CI  -^ 

•-4  ^4  ^  CO  iC 

^^  w  g  -"f 

M  ci  m  C4 


r: 


8 


CI  CI 


CO 

•—I 

o 


C<  00  l»  01  00 

S!  :2  **  3  31 

CO  ^  <-<  A  00 

CI  N  CI  fl  ^ 


CO  CI  ^  •  I-- 

CO  ^  •«  'CI 

iO  «0  CI  •  o 

CI  CI  CI  -CI 


cococo*-©   i>.^h.i>.r>. 


00l»t«OX    OoOOoOOD 

^4^4l-4Cl^^      Cl^^^^CI^^ 


eocow^Nvcicort'^w 

•O0Qt>.v'3Q'^'^00»yiO 
cie5ci'^e5i-i       cici'^ci 


«  CI 

CI 


o 

CI 


CI    d   CI 


2 


C^l 


uiii 


■a 

a 


O    o   CI   M  A^ 

tq  Z  CO  b>  » 


528  STEAM  LOCOMOTIVES  OF  TODAY 

Naturally  one  of  the  first  features  to  be  investigated  by  a  railroad 
consideriug  the  application  of  stokers  is  the  cost  of  maintenance. 
In  general,  the  machine  of  any  kind  with  the  fewest  parts,  properly 
designed,  will  cost  the  least  for  maintenance,  inspection  or  repairs. 
During  the  past  year  and  a  half  has  been  made  a  distinct  advance 
in  connection  with  the  simplification  of  the  stoker  apparatus.  The 
latest  type  of  locomotive  stoker  consists  of  a  comparatively  few 
strong,  heavy  parts  and  a  very  few  wearing  surfaces. 

There  has  been  much  discussion  of  the  amount  of  coal  consumed 
on  stoker-fired  locomotives.  In  some  cases  these  do  bum  more  coal 
per  trip  and  the  mistake  of  making  the  comparison  on  pounds  of  coal 
consumed  per  1000  ton  miles  has  led  to  the  deception  of  some  in- 
vestigators. Accurate  tests  permitting  the  comparison  of  shovel  and 
stoker-firing  to  be  made  on  the  basis  of  pounds  of  coal  per  indicated 
horsepower  hour,  have  shown  widely  varying  results  with  different  de- 
signs of  stokers.  Some  carefully  conducted  evaporative  tests  with 
the  most  recent  design  of  stoker  are  very  encouraging  in  this  parti^ 
ular.  These  tests  were  made  with  the  locomotive  in  regular  service. 
Comparing  the  average  of  five  hand-fired  runs  and  four  stoker-fired 
runs  on  the  basis  of  actual  pounds  of  water  evaporated  per  1,000,000 
B.t.u.  supplied,  the  stoker  gave  an  increase  of  nearly  7^^  per  cent 
In  another  case  the  increase  in  evaporation  with  the  stoker  was  nearly 
12  per  cent.  From  these  figures,  as  well  as  from  observations  i^ 
regular  daily  service,  it  would  appear  that  some  saving  in  coal  can  V)e 
expected  from  this  stoker.  These  tests  were  made  with  run-of-mii^® 
coal. 

A  stoker  should  successfully  handle  the  coal  in  any  condition     '^^ 
which  it  may  be  put  on  the  tender.     It  should  make  no  differer»-^ 
if  the  coal  be  all  dust  or  clean  lumps  of  larger  size;  soaking  \r^*^ 
slightly  damp  or  bone  dry.     The  stoker  should  take  the  coal  as       ^^ 
finds  it  the  same  as  a  fireman  does.     The  development  of  stokers        ^^ 
this  direction  during  the  past  year  or  two  has  been  particula^^v 
satisfactory  and  ordinary  nm-of-mine  coal  is  now  being  used  wS^^ 
complete  success. 

The  use  of  lower  and  cheaper  grades  of  coal  is  quite  general  -^^ 
the  stoker  locomotives  of  a  number  of  roads  which  report  a  net  savi"^^? 
from  the  practice. 

Calculations  that  have  been  made  of  the  movement  of  the  ga^^^^ 
in  a  firebox  equipped  with  a  brick  arch,  show  that  velocities  of  ^-^^ 
ft.  a  second  will  be  present  over  the  end  of  the  arch  when  bwmLMV 
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000  lb,  of  coal  an  hour  on  70  sq.  ft.  of  grate  area.  The  velocity 
ecreases  as  the  fire  bed  is  approached  and  at  a  point  2  ft.  above  the 
rate  the  gases  have  an  average  velocity  of  about  33  ft.  a  second, 
'his  clearly  indicates  the  importance  of  injecting  the  fuel  charge 
8  low  down  in  the  firebox  as  possible  to  reduce  the  loss  by  fine  coal 
assing  through  the  flues  partially  burned.  The  more  recent  de- 
elopment  in  stokers  has  given  this  feature  .the  attention  it  deserves. 

Opportunities  for  economy  in  connection  with  the  reduction  in 
amage  claims  follow  the  better  lookout  from  the  locomotive  by  the 
reman  being  left  free  to  watch  signals,  crossings  and  operation  of 
le  machinery  on  the  left  side.  One  of  the  essentials  in  this  connec- 
on  is  noiseless  operation.  The  stoker  should  not  prevent  free  con- 
Brsation  across  the  cab  nor  make  any  noise  that  can  be  heard  when 
le  locomotive  is  running.  The  development  of  the  past  year  or 
«ro  has  shown  a  wonderful  improvement  in  this  particular  and 
tokers  are  now  being  applied  which  are  essentially  noiseless  in  their 
peration. 

The  stoker  should  be  100  per  cent  efficient;  it  should  do  all  the 
ring,  handle  all  the  coal  from  the  tender  with  the  minimum  atten- 
ion  and  not  require  alteration  of  the  distributing  means  after  it 
J  once  properly  adjusted.     The  fireman  should  be  free  to  attend 

>  the  duties  mentioned  above  and  should  be  able  to  control  the 
toker  operation  from  a  position  on  the  seat  box. 

It  is  well  established  in  manual  firing  that  small  quantities  of 
oal  fed  frequently  and  distributed  by  the  "cross  fire"  method  gives 
he  most  perfect  combustion.  The  stoker  should  follow  this  method 
ut  perform  the  operation  more  exactly  than  it  can  be  by  hand, 
tecent  development  shows  a  full  appreciation  of  this  requirement 
nd  at  the  same  time  provides  a  flexibility  that  allows  the  stoker 

>  meet  exactly  the  conditions  of  combustion  at  the  various  parts 
f  the  grate.  If  70  per  cent  of  the  coal  is  being  burned  on  one  side 
t  the  grate,  the  stoker  should  discharge  that  proportion  of  the  fresh 
ael  on  that  section.  If  more  fuel  is  being  burned  in  front  than  in 
ack,  the  stoker  should  distribute  to  suit.  This  flexibility  is  essential 
>r  100  per  cent  stoker  work. 

Another  feature  of  improvement  in  the  most  recent  of  the 
satter  type  stokers  is  the  absence  of  any  part  of  the  stoker  on  the 
oiler  head  or  in  the  cab.  Stokers  are  now  being  applied  which  show 
ractically  nothing  in  the  cab  and  thus  allow  the  best  arrangement 
f  the  many  instruments  and  appliances  required  on  a  modem  loco- 
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motive.  This  also  l)ermits  the  proper  inspection  of  all  the  staybolts 
and  their  renewal  if  necessary  without  the  removal  of  any  part  of 
the  stoker. 

FUTUBE  OP  THE  STEAM  LOCOMOTIVE 

J.  E.  MuHLFELD  (written).  In  my  opinion  the  available  energy 
in  superheated  steam,  and  the  necessity  for  economy  in  first  cost 
and  for  operation,  will  cause  the  self-contained  steam  locomotive  to 
remain  for  a  long  time  the  principal  motive  power  for  moving  heavy 
tonnage  trains  long  distances.  For  this  reason,  the  next  few  years 
will  probably  see  it  substantially  improved  through  the  development 
of  Mallet  articulated  types,  superheating,  compounding,  feedwater 
heating  and  pumping,  boiler  circulation,  valve  motion  gear,  recipro- 
cating and  revolving  parts,  combustion,  automatic  stoking  of  pul- 
verized fuels,  and  standardization. 

G.  R.  Henderson  pointed  out  that  15  or  20  years  ago  it  was 
thought  that  we  had  reached  the  limit  of  size  and  capacity  in*  loco- 
motives. Shortly  afterwards  we  had  some  gain  in  compounding 
but  we  had  large  locomotives  giving  only  from  1000  to  1500  h.p., 
whereas  the  size  would  have  led  us  to  think  that  we  could  get  double 
that  power. 

Superheaters,  coalpushers,  firedoor  openers,  etc.,  have  all  helped 
to  increase  the  capacity  of  the  locomotive.    In  a  few  years  very  prob- 
ably we  will  have  largely  extended  the  use  of  powdered  coal.   T^c 
present  limitations  of  height  and  width  will  not  differ  to  a  marlc^^ 
degree  but  the  length  can  be  increased  without  any  special  alteratio'*^ 
except  for  turn  tables  and  things  of  that  sort  where  we  can  easily  3-^ 
crease  the  length. 

Our  boilers  can  be  increased  in  length,  and  there  comes  in 
MacFarland's  idea  of  an  exhaust  fan  at  the  front  end  to  give 
necessary  draft  in  the  firebox.    Powdered  coal  will  help  a  great  d< 
in  assisting  in  lengthening  the  firebox  and  giving  a  greater  amoi 
of  evaporative  surface. 

If  we  consider  the  present  limitations  of  drawbar  strength,  len| 
of  siding,  and  legislative  restrictions,  I  think  by  this  lengthening 
is  possible  to  build  a  locomotive  of  any  desired  tractive  force,  ev      " 
up  to  250,000  or  300,000  lb. 

THE  BIG  STEAM  LOCOMOTIVE 

J.  B.  Ennis  (written).    Twenty-five  years  ago  the  largest  ste^^^ 
locomotive  in  service  had  a  total  weight  of  about  154,000  lb.  and.   * 
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ractive  power  of  34,000  lb.  At  that  time,  a  locomotive  of  these 
proportions  represented  the  improvement  of  60  years  of  effort  in  this 
ine  of  steam  engineering,  and  while  this  advance  had  been  gradual, 
t  was  a  series  of  progressive  steps  leading  up  to  the  building  of  this 
largest  locomotive  in  the  world."  This  60  years  of  progress  had  been 
.  period  in  which  the  main  object  seemed  to  be  increased  capacity 
•nly.  Aside  from  the  fact  that  the  number  of  wheels  was  increased 
,nd  the  parts  were  made  larger  and  heavier,  a  locomotive  of  this 
leriod  in  its  essential  details  followed  closely  the  established  practice 
f  years  before.  Detail  design  had  been  constantly  improving,  but 
t  that  time  no  general  effort  had  been  made  toward  improvement 
n  the  efficiency  of  the  machine.  A  pound  of  drawbar  pull  meant 
he  burning  of  the  same  amount  of  coal  as  it  had  a  quarter  of  a 
eiitury  before. 

During  the  past  2^  years  conditions  have  materially  changed  and 
he  demands  made  on  the  locomotive  have  been  such  that  the  pro- 
gress in  its  development  was  to  be  rapid.  From  1889  to  ISW  the 
otal  weight  increased  from  154,000  lb.  to  232,000  lb.  and  the  power 
n  proportion.  It  was  during  this  period  that  it  was  first  realized 
hat  increase  in  capacity  could  not  go  on  so  rapidly  imless  ac- 
x)mpanied  by  some  efforts  toward  economy.  The  first  general  step 
n  this  direction  was  the  introduction  of  the  compound  principle; 
r'arious  systems  were  brought  out  and  for  years  large  numbers  of 
hese  engines  were  built,  many  of  which  gave  decided  economies  in 
«rvice  as  well  as  increase  in  power.  Although  the  movement  to 
idopt  this  principle  was  advocated  by  many,  the  simple  locomotive 
vas  still  preferred  and  gradually  increased  in  weight  and  power  until 
t  was  thought  by  many  that  the  limit  of  capacity  had  been  reached. 

Fifteen  years  ago,  we  find  instances  of  locomotives  built  where, 
n  order  to  maintain  full  power  for  any  length  of  time,  the  amount 
)f  coal  burned  was  so  large  as  to  call  for  considerable  activity  on 
he  part  of  the  fireman.  Perhaps  fortunately,  stoker  designs  had 
lot  been  perfected,  although  the  time  could  not  have  been  greatly 
lelayed  when  consideration  was  to  be  given  to  other  devices  to  bring 
ibout  eflBciency. 

In  Europe,  superheating  had  demonstrated  its  economies  in  loco- 
notive  service  and  about  ten  years  ago  the  first  applications  were 
nade  in  this  country.  For  some  time  its  use  was  very  limited, 
3ut  after  it  was  proven  that  high  temperature  superheaters  would 
jive  increased  capacity  and  great  economy  in  fuel  that  would  not  be 
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offset  by  high  maintenance  expense,  and  that  the  economy  could 
be  obtained  in  all  classes  of  service,  the  movement  to  adopt  this 
principle  became  widespread.  As  a  result  of  this  improvement, 
combined  with  others  that  followed,  we  now  have  passenger  and 
freight  locomotives  giving  at  least  one-third  more  power  at  the  draw- 
bar than  would  have  been  possible  10  years  ago  with  simple  loco- 
motives using  saturated  steam  and  consuming  the  same  amount  of 
fuel. 

This  increase  in  weight  and  power  continued  and  the  locomotive 
soon  reached  a  size  where  it  became  necessary  to  consider,  in  many 
cases,  some  other  means  of  feeding  the  coal  than  by  hand.  The  me- 
chanical locomotive  stoker  was  demanded  and  produced.  It  is  do 
longer  an  experiment  and  is  capable  of  delivering  all  the  coal  that 
the  present  day  locomotive  requires. 

As  examples  of  the  big  steam  locomotives  of  today,  we  have 
simple  freight  locomotives  giving  tractive  powers  50,000  lb.  greater 
than  the  maximum  of  ^5  years  ago;  an  experimental  articulated 
locomotive  for  pushing  service  designed  to  give  a  tractive  power 
of  160,000  11).;  articulated  locomotives  for  road  or  pushing  service 
with  tractive  powers  of  115,000  lb.;  the  simple  Pacific  type  with 
46,500  lb.  and  simple  Mountain  type  with  58,000  lb.  Individual 
wheel  loads  have  steadily  increased  imtil  we  have  nearly  70,000  lb. 
weight  per  pair  of  drivers.  Our  locomotives  are  as  high  and  as  wid-? 
as  clearance  limitations  will  permit,  and  yet  it  would  be  unwise  to 
say  that  the  limit  has  been  reached. 

The  big  steam  locomotive  of  the  future  will  probably  not  be  the 
locomotive  of  the  past.  Today  we  can  see  possibilities  toward  further 
refinement  in  design  and  further  economies  that  may  be  obtained  so 
that  the  locomotive  designer  is  not  yet  ready  to  acknowledge  that  all 
has  been  accomplished. 

For  freight  and  pushing  service  on  heavy  grade,  past  perfonn- 
ances  show  the  adaptability  of  the  articulated  compound  engine. 
This  design  of  locomotive  is  still  in  the  course  of  development  and 
it  will,  without  doubt,  be  the  generally  accepted  type  for  these  con- 
ditions for  some  time  to  come.  With  the  exception  of  the  ex- 
perimental articulated  locomotive  already  referred  to,  locomotives 
recently  built  for  the  Virginian  Railway  are  the  largest  of  the  type. 
A  few  particulars  of  their  performance  may  be  of  interest.  Designed 
originally  for  pushing  service  on  grades  of  over  2  per  cent  and 
normally  rated  at  115,000  lb.   tractive  power  working  compound^ 
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^nes  have  proven  themselves  capable  of  handling  on  a  grade 
iT  cent  a  train  load  of  7180  tons,  requiring  a  drawbar  pull  of 
aately  110,  000  lb.  On  lighter  grades  and  at  higher  speeds 
>0  i.h.p.  have  been  obtained.  Work  of  this  magnitude  neces- 
ocomotives  of  exceptional  weight  and  power,  and  yet  the 
ties  of  this  type  have  by  no  means  been  exhausted.  As  con- 
arise  in  the  future  in  which  more  power  will  be  required, 
)f  the  articulated  engine  can  yet  be  extended. 

freight  service  on  easy  grades  where  the  capacity  of  the 
ed  engine  is  not  required,  we  already  have  exceptionally 
omotives  of  the  6,  S  and  10  coupled  types.  Simple  cylinders 
g  at  200  lb.  pressure  have  reached  a  diameter  of  30  in., 
>rder  to  transmit  this  power  a  main  axle  13  in.  in  diameter 
used.  Main  crank])ins,  rods  and  other  details  are  of  enormous 
ith  the  increase  in  the  diameter  of  cylinders,  the  cylinder 
lave  gradually  increased  and  frame  centers  decreased.  This 
Ited  in  higher  stresses  of  parts  than  those  caused  by  piston 
nly.  The  weight  of  revolving  and  reciprocating  parts  has 
the  point  where,  in  some  cases,  proper  counterbalancing  be- 
ery difficult.  It  is  doubtful  whether  much  more  capacity 
obtained  in  these  types  if  designed  along  the  present  lines, 
i  it  would  seem  that  attention  could  profitably  be  given  to 
nt  in  design  and  its  relation  to  the  careful  selection  of 

3. 

(m  passenger  locomotives  have  reached  a  high  development, 
:here  is  one  problem  still  to  be  solved  that  has  been  recognized 
y  years — that  of  the  eflfect  on  the  rail  of  the  vertical  un- 
forces  in  a  two-cylinder  engine.  At  present  our  largest 
t  powerful  passenger  locomotives  have  two  simple  cylinders 
in.  in  diameter,  giving  maximum  piston  thrusts  of  approxi- 
17,000  lb.,  with  static  wheel  loads  higher  than  ever  before 
1  few  exceptions,  reciprocating  parts  of  much  greater  weight. 

four-cylinder  balanced  compound  was  introduced  about  10 
3  as  a  possible  solution  and  for  a  few  years  a  large  number 
locomotives  wore  built.  There  is  no  doubt  as  to  the  results 
,  as  far  as  balancing  was  concerned,  and  yet  recently  very 
J  been  constructed.  Four-cylinder  simple  locomotives  have 
i  tried  out,  but  in  both  these  types  the  capacity  is  limited  on 
of  the  available  space  between  the  frames,  making  it  prac- 
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tically  impossible  to  provide  the  power  now  given  by  the  largest  simple 
two-cylinder  engines. 

Little  consideration  has  been  given  to   the  advantages  of  the 
three-cylinder  arrangement,  although  a  few  locomotives  of  this  type 
are  in  successful  service  today.    As  compared  with  the  four-cylinder 
engine,  either  simple  or  compound,  the  three-cylinder  type  offers  first 
the  possibility  of  increased  power.     With  one  cylinder  located  be- 
tween the  frames  ample  room  is  pro\ided  for  a  properly  designetl 
crank  axle  and  main  rod  which  cannot  Le  arranged  for  in  the  four- 
cylinder  type  b(?yoiid  a  certain  limit.     As  compared  with  the  two- 
cylinder  engine,  the  advantages  are,  briefly,  a  more  even  turning 
moment,  an  ideal  counter-balancing  condition  and  the  opportunity 
to  furnish  maximum  power  with  the  minimum  destructive  effect 
on  the  rail.     The  power  obtained   in  a  two-cylinder  engine  with 
cylinders  27  in.  in  diameter  and  a  maximum  piston  thrust  of  117,000 
lb.  can  be  obtained  in  a  three-cylinder  engine  with  cylinders  22  in. 
in  diameter  and  a  maximum  piston  thrust  of  78,000  lb.     This  de- 
crease of  33  per  cent  in  thrust  means  a  corresponding  reduction  in 
the  individual  weights  of  all  of   the  machinery,   particularly  the 
weights  of  reciprocating  parts. 

It  is  true  that  much  progress  can  yet  be  made  in  the  two-cylinder 
engine  towards  reducing  the  weights  of  reciprocating  parts  by  the 
careful  selection  of  materials  and  proper  design.  The  three-cylinder 
engine,  however,  offers  advantages  possessed  by  no  other  arrange- 
ment, and  it  would  seem  that,  for  high-speed  passenger  service  at 
least,  this  type  is  well  worth  considering  for  the  future. 
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3  FUTURE  OF  THE  POLICE  ARM  FROM 
AN  ENGINEERING  STANDPOINT 

By  Hbnry  Bru^re^,  New  York  City 
Non-Member 

ith  the  single  exception  of  education,  the  field  of  public  service 
ich  most  stability  has  been  achieved  and  the  nearest  approach 
Formulated  technique  evolved  is  the  engineering  field.  Of  all 
isions,  engineers  have  alone  foimd  a  permanent  vocation  in  mimi- 
work. 

To  engineers  must  be  credited  the  great  achievements  in  muni- 
government.  They  have  built  the  cities,  often  unskillfully 
without  imagination,  too  often  harassed  by  politicians  and 
1  interests,  but  they  have  built  them.  They  have  constructed 
works.  They  have  constructed  piers,  docks  and  harbors.  They 
)rought  into  civil  government  the  spirit  of  workmanship  and  the 

of  science,  and  they  have  been  the  first  to  utilize  a  scientific 
>d  in  the  conduct  of  the  day-by-day  routine  of  public  adminis- 
n. 

In  making  these  statements  I  am  not  unmindful  of  the  great 
tunities  that  still  remain  for  further  development  of  engineering 
le  in  cities,  and  for  weeding  out  incompetency,  charlatanism  and 
irviency  to  improper  ideals.  The  municipal  engineer,  perhaps 
'.  than  any  other  group  or  class  of  engineers,  has  been  forced  to 
►rtunism.  But  notwithstanding  this  fact,  municipalities  are  dis- 
tly  the  debtors  of  the  engineering  service.  I  wish  to  refer  on  this 
mn  to  the  obligation  of  New  York  City^s  police  department  to  an 
ineer.  To  a  very  large  extent  the  beginning  of  systematic  methods 
landliog  the  business  of  the  police  department  and  the  beginning 
le  end  of  the  proverbial  confusion  prevailing  in  the  management  of 

^fget  ^^  paper  prese;ite<l  iit  the  Annual  Meeting,  December  1914,  of 
EBJC^^    Society  of  Mkciianical  EnciINEkks. 
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the  New  York  police  f orce^  took  place  when  the  department  was  in  the 
hands  of  an  engineer^  General  Theodore  A.  Bingham. 

4  My  justification  for  discussing  the  problems  of  police  adminif- 
tration  at  a  meeting  of  mechanical  engineers  is  this :  Scientifically,  the 
most  neglected  field  of  public  service  in  America  is  the  police  depart- 
ment. There  is  no  part  of  municipal  administration,  not  itself  in 
the  engineering  category,  that  more  urgently  needs  the  aid  of  engi- 
neering method  than  does  the  ^^police  arm."  I  make  this  assertion 
on  two  assumptions,  with  which  there  may  not  be  general  agreement 
The  first  assumption  is  expressed  in  a  definition  of  the  substance  of 
the  '^engineering  method."  The  second  assumption  is  expressed  in  a 
definition  of  the  functions  of  the  police  arm. 

5  It  is  my  understanding  that  the  purpose  of  the  engineering  pro- 
fession is  primarily  to  develop  the  facilities  and  conditions  of  civilized 
life.  Engineering  is  the  application  of  formulated  scientific  knowl- 
edge to  the  practical  problem  of  administering  to  human  needs  and 
developing  the  physical  resources  of  the  world.  The  function  of  the 
police  on  the  one  hand  is  to  protect  the  institutions  of  civilization  and 
to  eliminate  conditions  hostile  to  civilized  life,  and  on  the  other  hand 
to  make  available  for  the  freest  expression  and  highest  efficiency  that 
greatest  of  all  natural  resources,  the  collective  and  cooperative  life  of 
a  community. 

6  Let  me  state  more  succinctly,  before  elaborating  my  argument, 
my  understanding  of  (a),  the  nature  of  the  engineering  method,  and 
(6),  the  police  problem: 

a  The  engineering  method  consists  of  applying  scientifically 
determined  knowledge  to  the  execution  of  a  particular 
problem,  and  the  use  of  ordered  and  analyzed  facts  as  a 
basis  for  formulating  conclusions  in  respect  of  that  prob- 
lem. As  a  result  of  the  repeated  application  of  the  engi- 
neering method  to  like  or  similar  problems  a  technique  is 
established  for  achieving  a  particular  object  repeatedly, 
with  least  waste  of  energy  and  resource 

b  The  function  of  the  police  arm  of  government  is  to  ascertain 
all  the  facts  regarding  the  phenomena  of  crime  and  dis- 
order, and  by  the  use  of  those  facts  as  a  basis  for  action, 
direct  and  collateral,  to  minimize  and  extirpate  crime  and 
disorder 

7  I  shall  not  attempt  a  justification  of  my  definition  of  the  engi- 
neering method.    Numerous  better  definitions  have  been  formulated. 
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But  I  believe  the  definition  that  I  have  submitted  is  adequate  for  the 
purpose  in  hand.  It  will  be  necessary,  however,  to  elaborate  and  per- 
haps to  justify  the  definition  which  I  have  offered  of  police  work,  for 
the  definition  in  itself  implies  a  change  in  the  objectives  of  police 
service. 

8  Generally,  until  now,  the  functions  of  the  police  have  been  as- 
sumed to  be  something  as  follows : 

a  General  enforcement  of  certain  laws  and  ordinances 

b  Enforcement  of  certain  other  laws  and  ordinances  selectively, 
according  to  the  feasibility  of  their  enforcement  and  the 
state  of  public  opinion  regarding  them 

c  Enforcement  of  certain  other  laws  and  ordinances  on  com- 
plaint of  persons  injured  by  their  infraction,  with  particu- 
lar respect  to  the  perpetrators  of  the  injury 

d  Repression  or  prevention  of  crime  and  disorder,  by  the  pro- 
cess of  tacit  intimidation ;  in  other  words,  the  brass  buttons 
and  swinging  night  stick 

e  Physical  and  militaristic  suppression  of  express  disorder, 
such  as  riots  and  street  brawls 

/  Investigation  of  crime  committed  for  the  purpose  of  tracing, 
identifying  and  apprehending  the  criminal 

g  Performance  of  inspections,  regulation  of  traffic,  rendering 
aid  to  citizens,  and  miscellaneous  other  incidental  func- 
tions that  are  conmiitted  to  the  police  as  matters  of  con- 
venience, and  are  not  generic  to  the  police  problem 

9  In  other  words,  police  work  has  heretofore  in  the  main  been 
directed  to  repairing  the  wear  and  tear  of  social  friction  instead  of  to 
obviating  the  causes  of  friction.    A  single  illustration  which  will  give 
omphasis  to  the  general  statement  because  it  is  an  exception  to  the 
iifsiial  practice,  is  the  regulation  of  traffic.    Unregulated,  Fifth  Avenue, 
New  York  City,  in  heavy  traffic  hours  wouM  he  a  maelstrom  of  con- 
fusion, and  nervous  energy,  personal  property  and  bodily  safety  would 
be   impaired.     Friction  is  eliminated,  and  wear  and  tear  saved  by 
utilizing  the  traffic  police.    Other  illustrative  exceptions  are  developing 
in  police  practice  in  this  city  under  the  leadership  of  the  present  highly 
competent   conmiissioner,    Mr.    Arthur    Woods.      To   these    I    shall 
presently  refer.    But  in  the  main,  present  and  past  police  work  has 
concerned  itself  not  with  causes,  but  merely  with  efforts. 

10  Now,  it  is  to  bring  about  a  change  in  the  emphasis  and  tech- 
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nique  of  police  administration  that  I  suggest  the  application  of  what  1 
describe  as  the  engineering  method  to  all  phases  of  police  work. 

11  The  engineering  or  scientific  method  has  already  been  applied 
iu  a  measure  to  one  branch  of  police  service,  namely,  the  inyestigation 
of  crime  and  the  detection  and  identification  of  criminals.  The  use 
of  anthropometry  and  the  classification  of  human  types  according  to 
physical  characteristics,  developed  by  the  late  M.  Bertillon  must,  of 
course,  be  placed  without  question  in  the  category  of  science.  Simi- 
larly, the  use  of  fingerprints  and  their  classification  in  the  identifica- 
tion of  criminals,  and  the  use  of  scientific  processes  in  correlating  the 
liabits  of  certain  criminals  with  the  physical  evidence  of  crime,  has 
placed  the  investigative  side  of  police  work  on  a  very  much  higher 
plane  of  eflfectiveness  than  the  preventive  and  regulative  branches  of 
police  service. 

12  Police  departments  have  adopted  the  Bertillon  and  finger- 
print systems  of  identification  as  devices  to  assist  in  the  work  of  the 
criminal  police,  but  their  adoption  has  not  brought  a  scientific  spirit 
into  the  police  departments  in  the  United  States,  as  one  finds  it 
in  certain  German  police  departments.  Identification  of  criminj 
has  not  led  American  police  departments  to  study  crime,  or  to  formu- 
late facts  regarding  the  habits  of  criminals,  and  the  indicia  of  criminal  ^ 
types  in  the  method  and  nature  of  a  criminal  act,  for  the  scientific 
guidance  of  police  work.  Particularly  in  criminal  police  work,  as  well 
as  in  the  safety  and  regulative  sides  of  police  work,  is  there  both  the 
opportunity  and  need  for  applying  the  engineering  method. 

13  For  purposes  of  illustration  I  shall  select  several  aspects  of 
police  work,  indicating  in  what  respec^ts  engineering  principles  may 
be  applied  to  them. 

DETEBMINING  THE  OBJECTIVKS  OF  POLICE  EFFORT 

14  First,  the  engineering  method  is  needed  to  determine  the  di- 
rection of  police  activity,  or,  as  Mr.  Emerson  would  say,  the  ideals  of 
police  service.  The  basis  of  police  work  is  law  enforcement.  The  la^ 
to  be  enforced  is  the  penal  law  or  minor  community  regulations  ex- 
pressed in  ordinances.  Penal  legislation  is  based  on  inherited  legal 
canons,  on  moral  customs,  or  is  inspired  by  data  gathered  by  special 
agencies  not  a  part  of  the  police  service.  In  other  words,  the  police 
department  receives  undigested,  and  often  unrelated  to  existing  con- 
ditions, a  vast  mass  of  penal  legislation  for  whose  enforcement  it  iB 
responsible.    In  New  York  State  this  penal  legislation  is  expressed  iB 
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a  penal  code  of  2500  sections,  containing  a  catalogue  of  crimes  that 
are  classified  under  111  heads. 

15  I  have  had  opportunity  to  study  half  a  dozen  large  police 
departments  in  America.  In  none  of  them  have  I  found  an 
institutional  purpose,  based  on  an  understanding  of  what  police 
work  consists  in  and  why  it  exists,  which  was  alike  in  the  minds  of 
any  two  individuals  concerned  in  the  enforcement  of  law.  The  one 
common  ideal  of  police  service  that  has  been  developed  in  American 
cities  is  that  the  police  must  be  physically  well-conditioned  and  per- 
sonally honest.  This  is  about  as  far  as  any  American  city  has  gone, 
with  the  possible  exception  of  Toledo,  under  the  nde  of  Brand  Whit- 
lock,  and  New  York  City  today  under  the  administration  of  Mr. 
Mitchel  and  Mr.  Woods. 

16  In  the  minds  of  the  conventional  police,  criminals  divide 
themselves  into  four  groups: 

a  Aliens,  enemies  of  society  violating  the  rights,  safety  and 

peace  of  a  community,  "to  be  put  away,"  thus  gotten  rid  of 

b  Native    incorrigibles    endowed    with    natural    perversity, 

namely,  the  familiar  thug,  the  gangster,  the  crook 
c  Fortuitous  criminals  who  become  subject  to  police  action  be- 
cause of  moral  lapse  or  temporary  aberration 
or  as  belonging  to 

d  A  miscellaneous  group  including  special  and  individual  cases 
too  numerous  to  catalogue,  but  comprehended  generally  in 
174  items  of  the  standard  crime  classification,  as  used,  for 
example,  by  the  New  York  police 
There  has  been  no  recognition  of  crimes  as  the  consequence  of  remedi- 
able social  conditions  or  the  effect  of  individual  abnormalities,  either 
physical  or  mental,  resulting  from  removable  causes. 

17  There  must  be  a  statistical  basis  for  police  work,  as  there  is  a 
statistical  basis  for.  engineering  work.  There  is  nowhere  in  the  world 
a  collection  of  social  data  so  potentially  useful  to  the  development  of 
a  community  as  lies  in  every  great  municipal  police  department,  in 
the  records  of  arrests,  in  the  records  of  crime  disposition,  in  the  in- 
vestigation of  crimes,  in  the  notebooks  of  policemen  and  in  the  memo- 
randa and  reports  of  detectives. 

18  In  the  report  of  the  New  York  police  department  for  1913, 
the  only  reference  to  these  records  is  found  in  a  single  sentence  under 
the  heading  Bureau  of  Becords : 
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During  the  year  1913  there  were  received  and  filed  in  the  Bnretn  of 
Records  a  total  of  35,013  documents. 

19  New  York  City  employs  11,000  policemen  who  made  119,736 
arrests  in  1913.  It  has  a  detective  bureau  of  5^  detectives  who  in- 
vestigate 55,000  cases  of  crime  a  year,  but  it  has  not  a  single  employee 
engaged  on  an  analysis  of  the  facts  brought  into  the  archives  of  the 
department  in  the  form  of  reports  on  investigations  and  records  of 
arrests.  Commissioner  Woods  is  the  first  police  commissioner  in 
America,  so  far  as  I  know,  who  has  thought  it  worth  while  to  put  in 
his  budget  a  request  for  statisticians.  Next  year  he  will  have  a  sta- 
tistician under  the  supervision  of  a  deputy  trained  in  statistical 
analysis,  who  will  study  currently  police  conditions  and  police  work. 
Not  only  is  he  taking  this  step,  but  he  is  utilizing  every  member  of 
the  force  as  an  agent  for  gathering  social  facts  respecting  such  matters 
as  unemployment,  destitution,  improper  guardianship,  upon  which  in- 
telligent police  work  must  be  predicated. 

20  While  it  is  generally  known  that  economic  distress  and  unem- 
ployment lead  to  an  increase  of  small  crimes  against  property  and 
the  breakdown  of  self-control,  no  American  police  department  ha? 
ever  analy/^ed  its  records  to  correlate  degrees  of  imemployment  with 
perpetration  of  crime,  and  thus  furnish  the  basis  for  police  activity 
with  regard  to  unoniploymeut.  New  York  City,  however,  has 
had  this  matter  forced  upon  its  attention.  Conditions  of  unemploy- 
ment last  year  furnished  the  opportunity  for  anarchistic  agitation, 
demonstrations  of  violence,  invasions  of  churches  and  other  disorderly 
practises,  on  the  avowed  theory  that  only  in  tliis  way  could  the  public 
be  brought  to  realize  the  crucial  importance  of  unemployment  con- 
ditions. 

21  IMiose  violent  manifestations  of  disorder,  which  had  their  re- 
lation to  conditions  of  unenij)loyment  in  191-1,  make  it  seem  a 
natural  function  of  the  ])()lice  to  ascertain  the  facts  regarding  condi- 
tions of  unemployment  in  1015.  The  police  department  is  the  logical 
agency  to  call  the  attention  of  the  community  and  other  branches  of 
the  government  to  the  need  for  taking  some  constructive  steps  to 
mitigate  abnormal  unemployment. 

22  In  New  York,  one  of  the  principal  problems  confronting  the 
police  is  control  of  traffic.  It  was  never  conceived  by  the  builders  of 
modern  cities  that  thoroughfares,  intended  for  residential  purposes 
and  often  crowded  with  chihlren,  would  be  utilized  by  high  powered 
motor  trucks  and  automobiles,  and  tliat  many  streets  designed  for 
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local  traffic  would  become  the  thoroughfares  of  a  vast  population.  As 
a  resnlt  of  this  condition  there  are  killed  each  year  approximately  4)50 
persons  in  the  streets. 

23  It  is  peculiarly  the  function  of  the  police  department  to  work 
out  means  of  preventing  this  appalling  condition,  because  the  police 
dei>artment  is  charged  with  responsibility  for  regulating  traffic.  Up 
to  January  1st  of  this  year,  New  York  City's  police  did  not  record 
information  necessary  for  an  intelligent  analysis  of  the  conditions  sur- 
Tonnding  the  death  of  persons  in  the  streets,  although  they  are  re- 
qnired  to  report  the  facts  regarding  each  occurrence  as  a  part  of  the 
coroner's  investigation. 

2^  By  focussing  the  attention  of  police  captains  and  patrolmen 
on  the  incongruity  of  using  congested  traffic  streets  for  play  spaces 
for  children,  the  present  police  commissioner  obtained  from  patrolmen 
and  their  officers  suggestions  concerning  the  use  of  vacant  lots  for 
play  purposes  and  for  closing  to  traffic  during  certain  hours  of  the  day 
streets  used  by  childreij  for  play.  The  mere  fact  that  the  police  them- 
selves formulate  such  suggestions  and  assist  in  putting  them  into 
effect,  brings  about  a  psychological  change  in  the  attitude  of  the  police- 
man to  his  community  relationships  which  is  full  of  the  greatest  pos- 
sibilities for  the  development  of  police  service.  It  is  merely  another 
illustration  of  applying  the  scientific  or  engineering  method  to  a  par- 
ticular problem,  instead  of  continuing  along  from  year  to  year,  from 
generation  to  generation  with  fatalistic  resignation  to  whatever  may 
happen. 

25  It  is  not  cynicism  to  say  that  there  will  always  be  criminals 
in  a  sense  that  there  vrill  be  men  and  women  who  cannot  bring  them- 
selves into  conformance  with  necessary  social  regulations,  and  there 
will  always  be  mental,  moral  and  physical  degenerates  who  will  have 
to  be  restrained  and  dealt  vrith  through  penal  processes. 

36  I  am  chiefly  concerned  with  youth  and  with  tomorrow.  To 
prepare  for  tomorrow  I  wish  to  utilize  the  energy  and  capacity  of  the 
11,000  selected  men  composing  New  Tories  police  force,  who  are  well 
paid,  to  devote  their  thought  and  energies  to  public  service  during  the 
prime  of  their  lives,  helping  New  York  City  reach  an  understanding 
of  the  adverse  social  conditions  which  go  to  make  up  the  police 
problem. 

27  I  am  confident,  moreover,  that  a  very  considerable  part  of 
present  criminality  can  be  eliminated  by  intelligent  preventive  action. 
This  preventive  action,  I  believe,  should  be  initiated,  if  not  actually 
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taken  by  the  police.  To  initiate  it  intelligently,  the  j)olice  must  ad 
not  on  general  information  or  impressions,  but  on  carefully  gatliereil 
data.  These  data  will  not  in  every  instance  point  to  clear  conclusions 
or  be  capable  of  definite  analysis.  The  work  of  correlating  crime  to 
social  conditions  is  practically  untried.  If  law  and  order  lie  at  the 
basis  of  industry,  if  social  adjustment 6  are  essential  to  economic  wel- 
fare and  civic  development,  then  no  section  of  the  community  can 
ignore  the  police  problem.  It  is  particularly  important  that  engineers 
who  are  the  expert  advisers  of  our  industrial  and  economic  life  should 
make  their  special  experience  available  to  police  administrators  in 
formulating  a  method  for  arriving  at  the  facts  underlying  the  police 
problem. 

28  The  spirit  of  engineers  must  be  put  into  police  service.  Poliw 
service  must  be  pro\4ded  with  a  technique,  it  must  be  given  recognition 
by  the  community  as  a  specialized  field  of  professional  service.  The 
new  science  nay  become  the  science  of  police  engineering.  The  police 
have  heretofore  suffered  from  the  same  kind  of  concentration  on  detail 
that  has  kept  women  under  the  thrall  of  domestic  drudgery  for  years, 
leaving  it  to  men  to  work  out  labor  saving  devices  for  doing  away 
with  or  mitigating  this  drudgery.  Police  administration  has  lacked 
the  perspective  which  it  needs  to  be  socially  efl8cient.  To  obtain  this 
perspective  it  requires  facts  of  the  character  that  I  have  attempted  to 
indicate.  Gradually,  in  this  way,  a  public  policy  regarding  police 
problems  will  be  evolved. 

KSTABLI8HIN0  EFFECTIVE  POLICE  OKOAXIZATIOX 

• 

29  The  sei'ond  field  in  which  the  engineering  method  is  needed 
in  police  administration  is  in  establishing  an  cfTcctive  organizaticui  f'T 
police  work.  This  subject  is  in  itself  so  involved  and  far-reaching  that 
I  can  only  touch  upon  it.  The  outstanding  fact  regarding  coiivon- 
tional  police  organization  is  that  it  is  military,  and  the  outstandin;: 
fact  regarding  militar  '  organization  is  that  it  is  not  intended  to  ac- 
conmiodate  itself  to  shifting  social  development,  to  relate  itself  inti- 
mately to  community  life,  to  be  sympathetic  and  understanding,  or  to 
be  flexible.  Military  organization  deals  with  individuals  as  subservient 
members  of  a  group  and  not  as  self-governing  factors  cooperating  in 
the  execution  of  an  undertaking.  In  police  departments  it  has  aimed  at 
the  one  consideration  everywhere  recognized  as  fundamental  in  police 
work,  namely,  personal  integrity.  The  military  assumption  of  moral 
and  mental  dependence  of  subordinates  on  superior  officers,  has,  how- 
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rer,  been  one  of  the  great  weakening  forces  of  police  work.  In  the 
ise  of  policemen^  personal  integrity  results  from  exercise  of  self- 
^traint  in  inhibiting  an  impulse  to  accept  a  bribe,  to  connive  at  a 
Lolation  of  the  law^  or  to  practice  extortion.  The  faculties  needed  to 
^ist  temptations  of  this  character  must  be  developed  through  a  pro- 
iS8  of  self-reliance,  through  a  formulated,  even  though  rudimentary, 
hilosophy  of  personal  conduct.  The  soldier  ceases  to  be  responsible 
)T  his  moral  conduct  once  he  places  himself  under  the  command  of  a 
aperior  officer.  This  condition,  while  of  course  less  marked  in  police 
ervice  than  in  a  purely  military  organization,  still  prevails  to  a  certain 
egree,  and  has  been  a  conspicuous  embarrassment  to  the  development 
f  individual  police  initiative  in  larger  American  ^police  departments, 
(r.  Woods,  New  York's  present  police  commissioner,  has  no  military 
raining  or  proclivities,  and  is  dealing  with  the  officers  and  men  of  his 
lepartment  on  the  assumption  that  they  are  self -controlling  and  self- 
nitiating  centers  of  police  thought  and  police  work.  This  method 
s  a  promising  contrast  to  the  policy  of  the  martinet,  or  a  policy  of 
iasy  tolerance,  that  customarily  prevails  in  police  work,  and  stands 
mt  against  the  old  conditions  as  strikingly  as  the  modem,  enlightened, 
employer's  policy  in  industrial  management  does  against  the  old  time 
ihop  boss  method  of  dealing  with  workmen. 

30  Under  the  military  theory  of  organization,  a  police  inspector 
esponsible  for  an  inspection  district  comprising  a  group  of  precincts, 
r  a  police  captain  responsible  for  a  precinct,  was  expected  either  to 
bey  without  question  orders  transmitted  from  the  commissioner's 
ffice,  or  with  whatever  mental  reservations  the  character  of  the  order 
nplied,  or  he  was  held  responsible  for  maintaining  a  theoretically 
^mplete  state  of  order  and  compliance  with  law  in  his  district,  a 
^ndition  which  he  knew  could  not  be  sincerely  expected  of  liim  and 
hich  both  his  superiors  and  himself  were  convinced  could  not  be  at- 
iined.  For  the  honest  officer  this  condition  was  demoralizing  and 
isheartening.  For  the  dishonest  officer  it  furnished  a  continuing 
pportunity  for  profitable  discretion  in  the  enforcement  of  laws. 

31  Non-military  administration  is  bringing  about  group  oonsid- 
ration  of  particular  problems,  and  joint  working  out  of  methods  for 
iealing  with  those  problems.  It  is  bringing  about  the  fixing  of  feasible 
tandards,  gradually  to  be  improved  and  advanced,  by  which  police 
vork  is  to  be  judged,  and  is  doing  away  with  the  old  hypocrisy  which 
jretended  to  do  what  every  member  of  the  department,  from  the  com- 
nissioner  down  to  the  newest  patrolman  knew  could  not  be  done. 
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32  The  principal  objects  to  be  achieved  in  framing  police  organi- 
zation are : 

a  Fixing  responsibility 

b  Enforcing  discipline 

c  Maintaining  the  integrity  of  the  individual  members  of  the 
force 

d  Devising  a  method  for  the  most  efficient  performance  of  the 
several  functions  for  which  the  police  are  responsible 
Under  the  last  heading  there  are  questions  too  nimierous  for  discus- 
sion at  this  time.  Under  a  purely  military  system  the  first  three  ob- 
jects are  sought  to  be  attained  by  surveillance,  by  action  on  complaints, 
and  by  requiring  submission  of  reports  from  the  commanding  ofiScers. 
Surveillance  and  complaints  are  the  principal  means,  and  reports  are 
chiefly  used  for  crude  statistical  purposes. 

33  Consider  how  vast  is  the  field  for  developing  standards  for 
police  conditions  by  which  to  test  the  effectiveness  of  police  service  in 
any  particular  locality.  It  may  always  be  necessary  to  employ  some 
means  of  determining  whether  or  not  a  particular  patrolman  is  faith- 
ful to  his  responsibilities  to  the  extent  of  his  being  present  on  the  beat 
assigned  to  him,  but  of  greater  use  as  a  means  of  testing  a  patrolman's 
work  will  be  an  examination  of  conditions  existing  on  his  post  by 
independent  inspection  made  openly  and  with  no  attempt  at  conceal- 
ment, and  by  an  analysis  of  occurrences  on  his  post  as  shown  by  the 
statistics  of  the  department. 

34  Engineering  ability  is  therefore  needed  to  work  out  a  method 
for  establishing  a  standard  for  police  service  in  a  specific  locality  and 
for  devising  means  for  testing  the  maintenance  of  this  standard. 

35  The  next  important  administrative  need  of  the  police  depart- 
ment is  to  determine  means  of  utilizing  the  brains  and  experience 
of  every  member  of  the  police  force  in  developing  police  technique  and 
police  program.  How  this  can  be  done  elTectively  in  a  force  consisting 
of  11,000  men,  or  5000  men  is  a  problem  fraught  with  difficulties. 
Modem  industrial  organization  points  the  way.  Just  as  the  inspectors 
forming  the  committee  on  prevention  of  crime  that  I  have  referred  to 
were  able  to  furnish  definite  suggestions  for  police  work  with  regard  to 
the  whole  city,  so  the  individual  policemen  should  be  able  to  furnish 
suggestions  for  police  work  regarding  his  own  section  or  beat.  To 
develop  and  utilize  this  latent  power  will  require  more  energy  and 
resource  on  the  administrative  side  of  a  police  department  than  it  is 
now  customary  to  provide. 
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36  Engineers,  as  advisers  to  managers  of  industrial  establish- 
ments and  the  responsible  ofiScers  of  industrial  enterprise,  share  with 
police  administrators  an  interest  in  the  development  of  tests  for  exe- 
mtive  capacity.  The  New  York  police  department  and  the  civil 
service  commission  would  be  greatly  helped  by  having  made  available 
x>  them  the  experience  of  American  engineers  in  this  field. 

3>7  Other  elements  involved  in  the  organization  and  management 
yt  the  police  force  which  find  their  analogies  in  private  industrial  and 
buainefis  administration  are: 

a  Enforcement  of  discipline  which,  to  a  large  extent  in  the 

police  service,  consists  of  the  imposition  of  fines 
b  Methods  of  compensation,  and  the  relative  advantage  of  a 
uniform  wage  scale  and  a  flexible  scale  depending  on  the 
eflSciency  of  service  performed 
c  Effect  of  automatic  increments  in  compensation  based  on 

length  of  service 
d  Organization  of  welfare  activities 

(1)  Educational  and  cidtural  work  to  provide  mental  stimulus 

to  members  of  the  force  apart  from  vocational  training 

(2)  Medical  supervision  for  the  upkeep  of  proper  physical 

condition 

(3)  Provision  of  insurance  against  disability  and  pensions  for 

retirement 

« 

38  With  the  exception  of  those  special  conditions  of  service  which 
result  from  the  risks  inherent  in  police  work  and  the  brevity  of  the 
service  period  due  to  rigorous  physical  demands,  these  groups  of  wage 
and  welfare  problems  in  police  management  are  analogous  to  the  wage 
and  welfare  problems  in  industrial  management.  Provision  of  whole- 
some, satisfactory  and  just  working  conditions  is  as  essential  in 
public  enterprise  as  in  private  enterprise.  Protection  against  old 
age  and  incapacity  for  service,  protection  against  injury  in  service, 
provision  for  dependents  in  ease  of  death,  all  must  be  considered  in 
establishing  a  just  plan  of  employment  in  private  management.  Pub- 
lic sentiment  has  sanctioned  their  recognition  as  conditions  of  public 
employment,  but  they  have  not  been  soundly  and  scientifically  estab- 
lished. Thus,  for  example,  pension  systems  provided  for  public  em- 
ployees are  generally  established  without  regard  to  their  ultimate 
coet  or  the  capacity  of  the  plan  to  meet  its  future  liabilities.  This 
is  conspicuously  true  in  New  York  City  where  the  pension  funds  are 
each  year  making  greater  demands  upon  taxpayers  and  have  been 
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organized  and  carried  along  without  regard  to  the  city's  ultimate 
ability  to  finance  them.  To  meet  this  condition  an  exhaustive  and 
expert  study  is  now  being  made  of  the  employment  history  of  all  dty 
employees^  together  with  actuarial  and  insurance  statistics  gathered 
with  respect  to  them.  This  study  will  furnish  pension  data  not  onl; 
indispensable  to  the  city  of  New  York  in  establishing  proper  pension 
systems,  but  of  great  suggestive  value  to  private  industry.  The  co- 
operation of  industrial  managers  and  the  engineering  advisers  of 
industry  will  be  most  valuable  in  formulating  a  definite  program 
of  welfare  activities  with  regard  to  public  employees  and  especially 
police  employees. 

39  The  future  development  of  the  police  arm,  if  police  work  is  to 
be  constructive  and  to  fulfill  its  possibilities,  must  be  along  the  lines  of 
the  engineering  method.  The  police  department  through  its  multitude 
of  agents  is  the  best  equipped  of  all  social  agencies  for  apprehending 
sympathetically  and  certainly  those  adverse  social  conditions  in  the 
oommimity  which  can  be  remedied  only  through  communily  attention. 

40  The  police  department  of  a  great  city  shoidd  be  the  nerve 
center  of  the  city's  government,  capable  of  acting  with  vigor  when  a 
situation  demands  vigorous  treatment,  strong  to  protect  the  safety  of 
the  public  against  disorder  and  the  unruly,  informed  on  conditions 
which  manufacture  crime  and  criminals,  in  order  that  these  conditions 
may  be  remedied  where  remedies  are  possible ;  aggressive  instead  of 
defensive,  courageous  instead  of  fatalistic,  organized  for  achievement 
instead  of  for  mere  opportunism,  militant  but  not  military,  except  in 
the  sense  of  obedience  to  necessary  rules  and  responsive  to  discipline; 
free  to  deal  honestly  with  conditions  in  the  light  of  those  conditions 
instead  of  in  the  light  of  statutes  written  by  dead  hands ;  cooperating 
intelligently  with  charities,  correction,  health,  hospjitals,  and  educa- 
tional departments. 

41  To  bring  these  things  about,  the  police  problem  must  be  broken 
up  into  its  proper  functional  divisions.  Crime  when  perpetrated  by 
professional  criminals  must  be  dealt  with  differently  from  crime  com- 
mitted by  those  who  stray  temporarily  from  the  paths  of  rectitude. 
There  should  be  organized  a  national  service  for  the  detection  of  crim- 
inals and  crime  prevention  along  the  lines  of  similar  service  now 
engaged  upon  forestalling  and  detecting  counterfeiters. 

42  Above  everything  else,  back  of  police  work  there  must*  be  de- 
veloped a  scientific  spirit,  the  true  engineering  spirit;  in  place  of 
cunning  and  cudgels  there  must  be  substituted  a  policy  based  upon  a 
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loiowledge  of  needs^  standards  of  service  feasible  of  attainment  and 
oigaiiization  devices  to  accomplish  them,  methods  of  administration 
and  the  plant  to  facilitate  their  accomplishment,  and  the  genius  to 
capitalize  the  initiative  and  individuality  of  every  man  on  the  force. 
43  I  have  only  sketched  the  police  arm  of  the  future,  not  of  the 
far-distant  future,  but  of  the  immediate  future,  for  in  New  York  City 
now  this  forecast  is  in  process  of  realization. 

DISCUSSION 

Bbginald  p.  Bolton  (written).  I  congratulate  the  author  upon 
his  discovery  of  the  fact  that  there  is  a  purpose  in  engineering 
methods,  and  that  there  is  also  the  possibility  of  advantage  to  one 
department  of  city  government  in  the  utilization  of  engineering 
methods. 

The  rights  of  a  citizen  extend  to  the  exercise  of  police  powers  on 
the  part  of  any  individual,  and  the  police  are  no  more  than  paid 
delegates  of  citizens,  performing  this  duty  for  them. 

The  question  as  to  whether  these  men  should  be  regarded  from  a 
militaristic  or  departmental  view  has  more  than  one  side,  the  ad- 
vantage of  military  organization  consisting  in  the  addition  of  isprit  de 
corps  to  the  moral  character  of  the  police  officer,  while  the  provision 
of  weapons  is  of  dubious  value,  and  certainly  tends  towards  suggestive 
imitation  on  the  part  of  other  persons. 

The  author's  suggestion  that  the  police  should  be  charged  with  the 
study  and  dissection  of  the  causes  of  crime  would  lead  to  dubious  re- 
sults, since  the  work  is  in  itself  a  function  of  scientific  investigation, 
and  the  local  police  would  be  confined  to  the  study  of  local  causes 
which  might  be  misleading.  The  proposal  would  only  result  in  addi- 
tional jobs  in  scientific  bureaus  added  to  the  police  department,  and 
publicity  given  to  such  statistics  and  information,  might  have  an  un- 
fortunate result  in  suggestive  inducements  to  crime. 

Some  of  the  accidental  deaths  in  the  public  streets  are  due  to  the 
neglect  on  the  part  of  the  Department  of  Public  Works  to  provide 
proper  isles  of  safety,  in  view  of  the  crowded  conditions  of  traffic. 

The  difficulties  experienced  in  upbuilding  the  character  and  in 
extending  the  usefulness  of  the  police  force  are  attributable  to  causes 
entirely  different  from  those  advanced  by  Mr.  Bru^re.  My  own  obser- 
vations are  derived,  not  from  the  study  of  city  departments,  but  from 
conversation  with  the  men  themselves.  T  have  found  the  prevailing 
feeling  among  them  to  be  that   tlioy  arc  denied   a  recognition  of 
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loyal  service  on  the  part  of  their  superiors  and  of  the  public,  and 
are  subjected  continuously  to  unfair  treatment. 

The  suggested  application  of  engineering  methods  to  the  problems 
of  the  police  would  probably  prove  somewhat  of  a  disappointment, 
inasmuch  as  those  principles  would  include  prior  to  the  question  of 
efficiency  the  recognition  of  the  value  of  loyalty,  of  merit  and  long 
service,  and  also  the  establishment  of  a  system  of  fair  treatment  of 
the  members  of  the  police  force. 

Clement  J.  Driscoll^  (written).  While  I  am  in  agreement  with 
Mr.  Bru^re  as  to  the  need  for  the  application  of  engineering  methods 
Id  the  management  of  the  police  departments  of  -America,  I  do  not 
believe  that  the  shortcomings  of  America's  police  have  been  entirely 
due  to  the  absence  of  engineering  methods  of  management,  nor  do  I 
concede  that  the  mere  application  of  the  engineering  method  in  police 
management  will  remedy  them. 

The  cause  of  police  inefficiency  in  New  York  City  can  be  found  in 
the  fact  that  in  thirteen  years  the  police  department  has  had  ten  com- 
missioners. Not  one  of  these  doubted  the  efficiency  of  the  engineer- 
ing method  or  lacked  abiUty  to  apply  the  engineering  method,  or 
did  not  fully  realize  before  he  retired,  or  was  forced  to  retire,  from 
the  department  that  the  police  problem  of  the  city  was  such  that  only 
careful,  patient  application  of  scientific  methods  would  solve  it.  All 
of  them  would  say  to  the  engineers  gathered  here  that  in  administer- 
ing police  problems  all  the  methods  known  to  science  would  be  of 
little  avail  while  the  control  of  the  police  department  was  in  the  hands 
of  the  political  powers  of  a  community. 

The  Panama  Canal  stands  today  as  one  of  the  supreme  feats  of 
engineering.     It  was  made  possible  only  because  the  engineer-in- 
charge  remained  in  his  position  long  enougli  to  work  out  the  engineer- 
ing problem.     But  even  Col.  Goethals  would  not  have  mastered  the 
police  problem  of  the  City  of  New  York  by  the  application  of  the 
engineering  method  if  he  had  been  subjected  to  the  same  conditions 
under  which  all  the  administrative  heads  of  the  department  have  had 
to  work.  It  was  only  because  Surgeon  General  Gorgas  was  continued  in 
control  of  the  application  of  methods  of  sanitation  in  the  Panama 
region  long  enough  to  establish  the  efficiency  of  that  method  that 
yellow  fever  was  practically  annihilated  and  malaria  brought  under 
such  control  that  white  men  could  live  there.     Hence,  of  what  use 
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would  the  application  of  the  engineering  method  to  the  New  York 
polioe  department  be  oinless  provision  were  made  to  keep  in  charge 
of  that  department  the  man  applying  the  engineering  method  long 
enough  to  prove  its  efficiency. 

To  summarize^  I  would  say  that  Mr.  Bru^re^s  recommendation  as 
to  the  application  of  the  engineering  method  to  police  administration 
is  soundy  but  that  the  hope  for  the  solution  of  the  police  problem  in 
America  is  not  to  be  found  entirely  in  this  recommendation.  I  would 
urge,  as  the  first  step  toward  increasing  the  efficiency  of  the  police, 
the  adoption  of  statutes  providing  for  a  more  permanent  tenure  of 
office  for  the  administrative  head  who  will  then  be  in  a  position  to 
apply  the  engineering  method  to  enforce  the  laws  as  written ;  second, 
the  complete  separation  of  the  police  department  from  the  mayor's 
office,  placing  the  full  responsibility  for  the  administration  and  con- 
duct with  the  police  commissioner  or  administrative  head,  regardless 
of  his  title;  third,  the  application  of  the  engineering  method;  and, 
fourth,  the  complete  abolition  of  the  system  now  in  vogue  throughout 
the  country  of  adopting  policies  of  law  enforcement  which  will  not 
result  in  the  enforcement  of  the  statutes  as  written. 

Albx  G.  Humphbeys  said  there  was  no  fundamental  inconsistency 
between  Mr.  Bruere's  paper  and  Mr.  DriscoU's  discussion,  though 
some  other  inconsistencies  are  apparent  in  connection  with  the  dis- 
cussion. He  suggested  to  the  New  York  citizens  present  that  they 
had  better  not  take  upon  themselves  the  task  of  being  their  own 
policemen;  they  might  get  into  trouble.  They  can,  however,  advise 
and  they  can  educate  the  public  as  Mr.  Bruere  had  advised,  and  here 
he  differed  from  the  last  speaker.  He  saw  no  reason  why  Mr.  Bruere's 
suggestion  that  the  police  should  study  the  causes  of  crime  cannot  be 
carried  out.  The  directing  of  this  study  would  have  to  be  in  the  hands 
of  a  man  qualified  for  scientific  investigation.  Under  such  direction 
of  such  a  man  the  facts  could  be  gleaned  from  the  rank  and  file  of  the 
force.  This  would  involve  no  inconsistency  but  might  be  a  tremendous 
agency  for  the  education  of  the  public;  and  if  the  public  could  be 
sufficiently  educated,  the  politics  of  the  situation  would  be  taken  care 
of.  The  speaker  said  that  he  agreed  absolutely  that  the  present 
troubles  in  connection  with  police  control  are  largely  due  to  the  in- 
terference of  politicians.  He  paid  a  tribute  to  Mr.  Bruere  for  his 
paper. 

Thb  Author.    I  disagree  with  Mr.  Driscoll  that  one  of  the  great- 
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est  difficulties  in  this  matter  is  polities.    The  real  difficulty  is  that  th^* 
police  department  does  not  know  what  its  problem  is,  and  nobody^ 
fuUy  knows  it.    The  thing  that  is  most  needed  is  not  the  elimination 
of  politics,  but  more  of  the  kind  of  politics  that  engineers  would 
uphold. 

In  answer  to  Mr.  Bolton  I  suggested  that  there  be  given  to  the 
police  department  the  facts  regarding  outside  conditions^  not  gathered 
by  impressions,  but  based  upon  the  actual  experience  of  the  depart- 
ment.   There  is  no  problem  which  Mr.  Bolton  has  ever  been  called  oil 
to  face  that  he  does  not  or  should  not  reach  in  the  same  way.    My  plea 
is  merely  this :  that  we  proceed  with  regard  to  this  whole  question  not 
on  the  basis  of  passion  or  sentiment  or  poUtics  or  impulse  or  judgment, 
but  on  the  basis  of  facts.    I  came  here  not  to  ask  you  to  find  the  way 
of  putting  on  the  shoulders  of  others  the  responsibility  for  existing 
conditions,  but  to  ask  you  to  take  it  on  your  own  shoulders.    We  are 
never  going  to  succeed  in  police  administration  in  the  police  depart- 
ment merely  by  having,  as  Mr.  Driscoll  suggested,  a  commissioner 
continuously  in  office.    If  we  had  had  one  man  for  ten  years,  he  could 
not  have  understood  his  problem  merely  by  continuity  of  service.   To 
arrive  at  an  understanding  of  it,  he  would  have  to  employ  this  method 
that  I  advocate,  the  engineering  method.    No  commissioner  is  going 
to  succeed,  whether  his  term  be  for  six  months  or  six  years,  until  he 
does  employ  this  method. 

I  hope  that  as  a  result  of  this  conference  the  gentlemen  present 
will  give  some  thought  to  getting  a  fact  basis  for  police  administra- 
tion, each  in  his  own  community,  so  that  in  dealing  with  this  most 
easily  complicated  division  of  city  government,  we  shall  not  have  to 
act  merely  upon  passion  and  impulse. 


No.  1450 

SNOW  REMOVAL 

^   lEEPOBT  OF  THE  COMMITTEE  ON  RESOLUTIONS  OF  THE  SNOW 
BEMOYAL  CONFERENCE  HELD  IN  PHILADELPHIA 

APRIL  16  and  17,  1914. 

Early  in  March,  1914,  Mr.  Morris  L.  Cooke,  Director  of  the 
Department  of  Public  Works,  Philadelphia,  wrote  to  a  number  of 
the  leading  Eastern  cities  suggesting  the  need  of  a  conference  on  the 
subject  of  snow  removal  and  pointed  out,  that  in  view  of  the  very 
apparent  lack  of  engineering  methods  generally  employed  in  a 
problem  which  so  clearly  calls  for  engineering  study,  it  might  be 
profitable  if  those  in  charge  of  the  matter  of  snow  removal  in  the 
larger  cities  could  be  brought  together,  and  that  at  least  an  approxi- 
mation of  a  definite  policy  of  snow  remoyal  might  result  from  such  a 
meeting. 

2  The  suggestion  met  with  such  favor  that  a  snow  removal 
conference  was  held  in  Philadelphia  on  April  16  and  17,  1914,  at- 
tended by  delegates  from  New  York  City,  Boston,  Mass.,  Harris- 
burg,  Pa.,  Pittsburgh,  Pa.,  Newport,  R.  I.,  Scranton,  Pa.,  Portland, 
Ore.,  Springfield,  Mass.,  Chester,  Pa.,  Trenton,  N.  J.,  Washington, 
D.  C,  Wilkes-Barre,  Pa.,  Wilmington,  Del.,  Wilkinsburg,  Pa.,  New- 
ark, N.  J.,  and  Philadelphia. 

3  A  Committee  on  Resolutions  was  appointed  to  submit  a  re- 
port, which  would  be  the  result  of  papers,  discussions  and  recom- 
mendations made  at  this  conference,  and  the  Committee  makes  the 
following  report: 

4  The  problem  oi  snow  removal  must  obviously  be  considered 
differently  in  different  cities  as  its  solution  is  dependent  upon  such 
variable  elements  as  climate,  population,  width  of  streets,  density 
and  character  of  traffic,  location  of  sewer  systems,  available  disposal 
places  and  other  local  conditions,  to  say  nothing  of  the  financial 
policy  of  the  municipality. 

5  It  would  seem  impossible  to  formulate  anything  but  the  most 
general  suggestions,  and  yet  it  is  found  that  even  so  vital  a  matter 
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as  the  financial  policy  does  not  affect  the  main  problem,  except  in 
the  extent  of  the  work.  This  is  amply  illustrated  by  comparing  the 
experience  of  two  of  the  largest  Eastern  cities  during  the  stonns  of 
February  and  March  of  1914.  One  of  these  cities  undertook  to 
clean  570  miles  of  streets,  and  the  other  city — of  about  one-third 
the  population  of  the  first — undertook  to  clean  only  40  miles  of 
streets;  and,  although  the  variable  elements  mentioned  do  un- 
questionably affect  the  problem,  it  is  possible  to  make  certain 
definite  recommendations  which  may  be  considered  the  result  of  the 
experience  of  the  leading  cities  of  the  East,  as  shown  by  papers  read 
in  the  conference  and  upon  which  the  report  of  the  conmiittee  is 
based. 

6  The  difficulties  which  beset  the  official  handling  the  work  may 
be  seen  when  the  uncertainty  of  everything  connected  with  ^he  prob- 
lem is  considered.  For  instance,  in  New  York  City  in  1900  and  1901 
there  were  9.2  in.  of  snow  in  25  days,  while  in  1906-1907,  52.04  in. 
of  snow  fell  in  a  period  covering  but  53  days. 

7  Climatic  conditions  greatly  affect  the  work.  If  there  is  a 
continuous  thaw  after  the  snow-fall,  or  if  there  is  a  thaw  on  account 
of  rain,  that  is  a  great  help;  whereas,  if  there  is  a  thaw  followed  by 
freezing,  it  is  quite  another  matter.  In  a  few  words  then,  the  firet 
step  in  a  snow  removal  problem  is  to  formulate  a  system  and  draw 
up  specifications  for  the  removal  of  an  indeterminate  amount  of 
material  at  unknown  periods  of  time  under  unknown  conditions, 
and  added  to  this  is  the  fact  that  the  material  itself  is  of  a  variable 
nature,  whose  weight  according  to  the  American  Engineers'  Hand- 
book is  from  5  to  12  lb.  per  cu.  ft.  for  freshly  fallen  snow.  C!om- 
pacted  or  wet  snow  weighs  from  15  to  50  lb.  per  cu.  ft.  In  the 
Borough  of  Manhattan  last  year  it  was  found  by  actual  tests  that 
compacted  snow  carried  in  wagon  loads  during  1914  weighed  36  D). 
per  cu.  ft. 

8  The  work  of  snow  removal  is  generally  done  by  contract 
imder  the  supervision  of  city  officials,  payment  being  made  ac- 
cording to  the  quantity  removed  as  tallied  by  wagons  hauling  to 
the  disposal  dumps,  the  forces  and  equipment  consisting  of  men  with 
shovels,  horses  and  wagons.  In  some  cities,  scrapers  and  plows 
are  used  to  push  the  snow  to  the  side  of  the  street,  relieving  traflSc 
and  making  it  easy  to  pile,  or  to  load  without  piling. 

9  Salt  is  generally  and  very  extensively  used  for  the  removal 
of  snow  in  Liverpool,  London,  Paris  and  other  European  cities.  The 
very  general  practice  is  to  broadcast  coarse  salt  on  the  streets  during 
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and  immediately  after  a  snow  storm,  and  when  the  snow  has  been 
reduced  to  slush  by  the  action  of  the  salt,  the  streets  are  flushed  with 
water  and  the  slush  washed  down  the  sewers;  but  in  those  cities 
they  do  not  have  very  heavy  snows  and  it  is  doubtful  whether  it  would 
be  practicable  here  where  we  have  a  much  greater  depth  of  snow. 
There  is  also  very  serious  objection  to  the  use  of  salt  by  the  Societies 
for  Prevention  of  Cruelty  to  Animals  and  in  some  of  the  cities  it  is 
prohibited  by  ordinance.  It  is  questionable  whether  the  use  of  salt 
has  been  given  a  fair  trial  in  this  country  for  the  removal  of  snow  and 
there  is  little  doubt  but  that  it  would  be  useful  in  light  snow  storms. 

10  Much  thought  has  been  given  to  the  design  of  apparatus  for 
melting  snow  and,  also,  to  special  machinery  for  scraping,  loading 
and  transporting.  Inventors,  designers  and  manufacturers  should 
be  encouraged  to  continue  in  the  endeavor  to  produce  equipment 
which  will  render  practical  and  eflScient  service,  but  the  amount  of 
snow  is  so  variable  and  the  equipment  is  in  use  for  such  a  short 
period  of  time  that  it  is  desirable  it  be  so  designed  as  to  be  useful 
for  other  work  at  different  seasons  of  the  year.  Pending  improve- 
ment in  the  types  of  equipment,  the  general  consensus  of  opinion 
seems  to  be  that  it  is  desirable  to  utilize  equipment  which  is  ordi- 
narily employed  for  other  purposes  by  the  city  or  private  individuals, 
but  temporarily  out  of  commission  on  account  of  the  snow,  and 
which,  although  not  specially  designed  for  the  purpose,  can  he  made 
of  service;  such  as  carts,  wagons,  motor  trucks,  etc.,  for  hauling; 
graders  and  road  scrapers,  and  road  machines;  wheel  and  slip  scrapers 
for  piling  snow  in  windrows  near  the  curb  or  for  dumping  the  snow 
into  sewer  manholes;  machine  brooms  of  the  street  cleaning  de- 
partment for  light  snows;  ordinary  gondola  cars  to  haul  snow  from 
the  street  by  rail;  and  garbage  carts,  some  of  which  are  available 
as  the  accumulation  of  garbage  is  less  in  winter  than  in  summer,  the 
unloading  stations  being  utilized  as  dumping  points.  Also,  special 
equipment  which  has  been  found  of  practical  use,  such  as  sidewalk 
and  gutter  plows,  or  the  rotary  plows  used  by  railroad  companies. 

11  The  problem  confronting  the  public  officials  is  the  removal 
of  snow  in  the  shortest  time  and  in  such  a  manner  as  not  to  interfere 
with  traffic,  and  at  a  minimum  cost.  Therefore,  using  the  method 
of  scraping,  shoveling  into  trucks  or  carts  and  hauling  to  dumps,  the 
length  of  haul  becomes  a  most  important  factor  and  it  can  readily  be 
seen  that  the  utilization  of  sewer  manholes  as  dumps,  and  the 
sewer  system  to  carry  the  material  to  the  rivers,  is  the  most  eco- 
nomical method  which  can  be  devised  as  it  reduces  lx>th  the  haul  and 
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the  handling  to  a  minimum.  The  authorities  in  charge  of  the 
sewer  systems  have,  as  a  general  thing,  apprehensions  regarding  the 
use  of  the  sewer  as  a  snow  carrier. 

12  The  Borough  of  Manhattan,  New  York,  Bureau  of  Sewers, 
however,  made  experhnents  during  the  winter  of  1914  which  seem  to 
prove  that,  within  certain  limits,  such  apprehensions  are  ill-founded. 
Their  results  indicate  that  snow  may  be  dumped  by  wagons  loading 
into  sewers  carrying  10  ft.  per  sec.  or  more.  Panning  can  be  carried 
on  where  the  flow  is  at  least  3  cu.  ft.  per  sec.  and  the  velocity  greater 
than  l}^  ft.  per  sec.  Shoveling  can  be  done  where  the  flow  is  at 
least  2  cu.  ft.  per  sec.  and  the  velocity  more  than  1}/^  ft.  per  sec. 
Under  ordinary  circumstances  if  the  flow  is  sufficient  to  carry  snow 
away,  melting  will  occur  within  300  ft.  (temperature  60  deg.  fahr.). 

13  Gas  and  chemical  combinations  in  the  sewers  have  little 
effect  on  the  rate  of  melting.  Two  cubic  yards  per  minute  is  the 
maximum  rate  at  which  snow  can  be  shoveled  into  a  24-in.  manhole. 
Tidal  sewers  can  only  be  used  to  advantage  when  the  tide  is  low,  in 
which  case  the  factors  of  the  ordinary  sewer  apply.  Siphon  sewere 
can  be  used  as  well  as  the  ordinary  type. 

14  Where  difficulty  is  experienced  with  an  insufficient  flow  in  the 
sewers,  or  where  the  flow  decreases  or  stops,  the  water  plug  may  be 
opened  in  the  drainage  area  of  the  sewer  above  the  manhole  in  use, 
until  the  volume  of  water  is  sufficient  to  carry  off  the  snow,  but  it 
has  been  found  that  the  most  efficient  use  of  water  may  be  had  where 
water  jets  are  constructed  in  the  manholes  into  which  the  snow  i& 
dumped.     The  problem  of  getting  the  material  into  the  manholes 
in  the  least  time  with  the  least  interference  with  traffic  opens  up  s^ 
field  for  the  consideration  of  a  special  form  of  manhole  to  be  usecL 
satisfactorily  for  this  purpose.     Pittsburg  and  St.  Louis  both  use  a— 
special  form  of  manhole. 

15  The  following  is  a  brief  outline  of  the  experiences  of  some  of^ 
the  cities  and  railway  companies  in  the  winter  of  1914,  which  covers  - 
in  a  general  way  all  the  methods  at  present  in  vogue: 

PHILADELPHIA* 

16  In  Philadelphia  the  area  to  be  cleaned  other  than  the  work  - 
done  by  the  regular  street  cleaning  force  consists  of  approximately  ^ 
20  miles  of  streets  and  is  divided  into  19  districts,  of  which  no  one^ 
contractor  is  awarded  more  than  two.     The  removal  of  snow 
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under  the  supervision  of  the  Bureau  of  Highways  and  Street  Cleaning 
and  the  entire  engineering  force,  consisting  of  200  men,  is  engaged 
in  supervising  the  work.  One  assistant  engineer  or  inspector  is 
assigned  to  each  snow  district  to  act  as  squad  leader,  and  to  each 
of  these  leaders  is  assigned  a  number  of  inspectors  divided  into  first 
and  second  call  men,  with  the  understanding  that  in  case  of  snow  the 
squad  leader  is  to  get  in  touch  with  the  inspectors  and  also  the  con- 
tractor for  his  district  and  then  to  communicate  with  his  respective 
division  engineer  for  orders  to  start  work.  As  soon  as  the  snow- 
fall has  covered  the  pavement  and  is  increasing  in  depth,  the  con- 
tractors are  ordered  to  start  work  with  the  scrapers  or  plows  in 
their  respective  districts.  The  snow  is  plowed  to  the  side  of  the 
street,  after  which  the  teams  and  laborers  are  ordered  to  proceed 
with  the  work  of  removal.  In  this  way,  it  is  possible  to  keep  ahead 
of  the  storm  on  all  the  main  business  thoroughfares  and  to  succeed 
in  having  the  streets  opened  to  traffic  when  the  snow  has  ceased 
falling.  This,  of  course,  necessitates  the  entire  engineering  force 
working  night  and  day  in  two  12  hour  shifts. 

17  The  specifications  require  that  within  one  hour  after  notice 
to  proceed  is  given,  the  contractor  shall  have  in  each  district  a  suffi- 
cient nmnber  of  foremen,  laborers,  scrapers  and  plows  to  plow  the 
snow  to  the  side  of  the  roadway,  and  that  within  two  hours  the  con- 
tractor shall  have  working  in  each  district  a  certain  minimum  number 
of  wagons  with  sufficient  foremen,  laborers,  etc.,  and  that  he  shall 
be  required  to  furnish  additional  teams  up  to  double  the  amount  of 
the  minimum  number  specified,  if  so  ordered. 

18  A  certain  portion  of  the  sewer  manholes  were  used  as  dumps, 
but  unfortimately  all  of  the  manholes  could  not  be  utilized  because  of 
the  small  flow  of  water  in  the  sewers.  A  further  study  has  been 
made  with  a  view  to  having  water  connections  placed  inside  of  many 
eewer  manholes  to  facilitate  the  flow  of  water,  thus  permitting  the 
use  of  fifty  per  cent  more  manholes  than  were  available  in  1913. 

19  To  each  of  the  19  districts  are  assigned  certain  specific  dump- 
ing places  and  the  contractor  for  that  district  may  only  use  these 
dumping  places;  this  avoids  any  confusion. 

20  The  main  idea  in  Philadelphia  is  to  put  the  scrapers  and  plows 
to  work  in  the  earliest  stages  of  the  storm  and  to  fight  it,  instead  of 
waiting  until  the  snow  stops  falling,  which  hot  only  results  in  tying 
up  the  traffic,  but  makes  the  work  all  the  more  difficult. 

21  An  endeavor  is  also  being  made  to  have  street  railway  com- 
panies place  extensions  on  their  plows  so  that  when  they  clean  their 
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tracks, 'they  will  also  sweep  8  or  10  ft.  on  each  side  of  the  tracks, 
which  would  do  away  with  the  necessity  for  scrapers  and  plows  on 
railway  streets  and  would  be  a  great  help  towards  solving  the  prob- 
lem on  such  streets. 

NEW  YORK^ 

22  The  City  of  New  York  operated  in  February  and  March  on 
570  miles  of  streets.     The  Commissioner  of  Street  Cleaning  of  New 
York  has  stated  that  immediately  after  the  first  snow  started  to  fall 
in  February  the  street  cleaning  force  of  the  department  was  doubled 
each  sweeper  bringing  with  him  or  being  furnished  with  a  helper  to 
clear  cross-walks  and  intersections,  open  gutters,  clear  around  sewer 
basins  and  fire  hydrants,  and  assist  generally  on  snow  removal  work. 
After  the  serious  character  of  the  first  storm  of  February  13  was 
realized  and  the  inadequacy  of  the  trucking  force  became  apparent, 
plans  were  immediately  made  to  secure  the  use  of  sewers  other  than 
the  28  allowed  in  the  Manhattan  contract  for  the  disposal  of  snow. 
In  previous  years  permission  to  use  sewers  for  snow  disposal  was 
refused  by  the  various  bureaus  of  sewers  on  the  ground  that  past 
experience  justified  the  closing  down  of  sewers  for  snow  removal,  as 
the  force  engaged  on  snow  work  has  no  regard  for  the  proper  main- 
tenance of  sewers  and  filled  the  conduits  with  solid  matter,  resulting 
in  choking  and  seriously  injuring  the  sewers  and  damage  to  the 
property  owners,  whose  cellars  were  flooded.     However,  by  arrange- 
ment with  the  engineers  in  charge  of  the  various  sewer  bureaus  of 
Manhattan,  the  Bronx  and  Brooklyn,  plans  were  made  after  the 
first  storm  of  this  year  to  place  a  sewer  inspector  at  each  manhole 
used  by  department  snow  gangs,  in  order  that  no  material  might  be 
allowed  to  fall  into  the  manhole  which  would  block  the  sewer. 

23  Tests  have  been  made  on  previous  occasions  to  detennine  the 
feasibility  of  using  small-pipe  sewers,  12  in.  in  diameter,  but  there 
was  no  general  agreement  as  to  whether  or  not  this  could  be  done 
successfully.  It  was  conceded  by  the  Sewer  Bureau  officials  that 
with  large  brick  sewers,  having  a  steady  flow  of  sewage  of  a  sufficient 
depth  to  carry  off  snow,  such  sewers  could  be  used  and  were  approved 
for  snow  disposal,  but  that  with  small  pipe  sewers  tests  had  not  been 
so  successful.  Further  trials,  however,  were  arranged  in  conjunction 
with  the  sewer  engineers  and  finally  it  appeared  that  some  simple 
apparatus  designed  to  regulate  the  flow  of  sewage  and  snow,  aided 

*New  York  data  from  article  in  Engineering  Record,  March  28,  1914,  bj 
Street  Gleaning  Gommisaioner. 
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)y  a  stream  of  water  from  a  hydrant,  would  permit  use  of  the  small 
)ipe  sewers  and  would  possibly  afford  a  means  for  their  continued  use 
or  fresh  snow  disposal  in  the  succeeding  years.  These  experiments 
^ere  quite  successful  and  by  using  a  wire  basket  or  a  can  on  small 
)ipe  sewers,  where  there  was  no  flow  of  sewage,  snow  was  disposed 
)f  by  a  hose  stream  with  reasonable  rapidity  and  at  decidedly  de- 
creased cost  over  haulage  by  truck. 

24  Very  little  snow  removal  equipment  is  now  owned  by  the 
[department  of  Street  Cleaning,  except  60  road  scrapers,  which  are 
ivailable  for  use  during  or  immediately  after  a  snow-fall.  These 
nachines  did  very  good  work  in  clearing  the  main  portion  of  the 
3rincipal  arteries,  but  after  the  first  two  days  they  were  discarded 
md  not  used  afterward  except  to  pile  slush  during  a  short  thaw. 
So  other  apparatus  for  snow  removal  or  snow  fighting  existed  in  the 
Department  of  Street  Cleaning,  but  it  was  quite  apparent,  after 
jewers  were  secured  for  snow  disposal,  that  ordinary  pan  scrapers 
jsed  by  sweepers  and  drag  scrapers  drawn  by  a  single  horse  would 
prove  advantageous  and  economical  in  hauling  snow  over  short  dis- 
:ances  to  sewer  manholes,  which  nominally  are  about  115  ft.  apart. 
V  number  of  drag  scrapers  were  secured  and  tests  made  therewith 
ndicated  that  snow  could  be  removed  at  a  cost  not  to  exceed  10 
tents,  per  cu.  yd.,  where  sewers  were  available.  This  is  about  one- 
ifth  the  amoimt  paid  for  carting  of  snow. 

25  The  Commissioner  further  states  that  there  are  two  phases 
elating  to  snow  work:  snow  fighting  and  snow  removal.  By  the 
enn  "snow  fighting"  is  meant  an  organized  effort  to  remove  snow 
rem  thoroughfares  as  the  snow  falls.  At  present  the  city  waits 
intil  the  snow-fall  is  over  and  traflSc  congested  before  it  begins  to 
lig  itself  out.  To  have  every  sewer  in  town  available  for  the  dis- 
posal of  snow  as  it  falls  and  to  secure  a  sufficient  number  of  men  to 
ceep  snow  moving  into  the  sewers  as  it  falls  appear  to  be  the  most 
feasible  ways  of  meeting  the  snow-removal  problem.  It  has  been 
demonstrated  this  year  that  even  small  pipe  sewers  can  be  used  for 
the  removal  of  snow,  and  as  the  maximum  rate  of  snow-fall  seldom 
exceeds  1  in.  per  hr.  (or  approximately  0.1  in.  of  water  per  hr.)  the 
capacities  of  the  sewers  on  the  whole  should  not  be  overcharged  by  a 
maximum  snow-fall. 

BOSTON* 

26  In  Boston,  because  of  the  narrowness  of  the  business  streets, 

^From  papers  and  discussion  at  Snow  Conference,  AprU  16-17,  1914,  Phila- 
delphia, Pa. 
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it  is  necessary  to  remove  the  snow  once  for  ail,  and  not  pile  it  up  to 
await  a  thaw.  The  large  water  front  of  the  city  provides  ample 
dumping  places  within  a  short  haul,  so  that  most  of  the  snow  is  dis- 
posed of  in  this  way  and  not  dumped  into  the  sewers. 

27  To  handle  a  6  or  8  in.  fall,  the  regular  city  forces  of  about 
1000  men  and  300  carts  are  sufficient.  For  a  light  snow,  machine 
sweepers  are  used  to  move  the  snow  to  the  gutters  for  loading.  As 
the  snow  becomes  heavier,  ordinary  road  scrapers  are  used  to  pile 
the  snow  on  the  smoothly  paved  streets. 

28  To  provide  help  in  case  of  heavy  storms,  bids  are  received 
every  fall  for  the  removal  of  snow  from  each  of  the  six  districts  in 
which  the  city  is  divided,  at  so  much  per  cu.  yd. 

29  The  equipment  consists  of  single  and  double  dump  carts, 
pungs  and  motor  trucks,  classified  in  accordance  with  their  capacities 
in  cubic  yards  and  properly  marked  in  accordance  with  the  specifica- 
tions. The  contractor  is  required  to  coat  the  inside  of  each  vehicle 
with  heavy  oil  or  grease. 

30  The  street  railway  company  renders  some  assistance  be- 
cause a  city  ordinance  forbids  the  depositing  of  snow  in  any  street 
imless  it  is  left  in  a  safe  condition.  The  snow  plows  of  the  com- 
pany leave  a  ridge  which  must  be  removed,  in  accordance  with  this 
ordinance,  so  this  snow  is  loaded  into  carts  and  pungs  and  hauled 
away.  In  addition,  at  night,  the  railway  company  hauls  the  snov 
in  gondola  cars  that  carr>'  it  to  one  of  the  numerous  bridges  where 
it  is  dumped  into  the  water,  a  method  of  removal  which  is  the  most 
efficient  of  any  in  vogue. 

31  In  the  suburbs  the  work  consists  of  plowing  out  the  gutters, 
cleaning  cross-walks,  and,  when  the  snow  is  deep  enough  to  warrant 
it,  breaking  out  the  street  with  a  breaker  or  leveler  usually  drawn  by 
six  horses.    This  suburban  work  is  done  by  the  regular  city  forces. 

SCRANTON^ 

32  In  Scranton  the  experience  with  the  flushing  method  is  re- 
ported quite  successful.  Within  a  radius  of  one-half  mile  of  the 
City  Hall,  there  are  about  120,000  sq.  yd.  of  asphalt  paving,  and  this 
area  was  cleaned,  during  the  past  winter,  by  flushing.  The  sewers 
are  of  sufficient  size  and  the  grades  of  many  of  the  streets  are  steep. 

33  The  sweepers  of  the  Scranton  Street  Railway  piled  the  snow 

*From  papers  and  discussion  at  Snow  Conference,  AprU  16-17,  1914,  Phils- 
delphia,  Pa. 
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to  great  depths  between  the  car  tracks  and  the  curb  lines,  hindering 
instead  of  assisting  the  work  of  removal. 

34  Lackawanna  Avenue,  the  principal  business  street,  was 
flushed  by  streams  of  water,  at  a  pressure  of  75  lb.  per  sq.  in.,  flowing 
through  fire  hose.  The  stream  was  directed  to  the  open  catch  basin, 
from  which  the  grating  had  been  taken  and  the  trap  removed,  pro- 
viding a  10-in.  opening  direct  to  the  sewer.  The  men  were  stationed 
about  10  or  15  ft.  apart  and  loosened  and  removed  the  snow  and  ice, 
leaving  the  pavements  entirely  clean.  In  13  hours  24  men  cleaned 
14,440  sq.  yd.  notwithstanding  the  fact  that  the  snow  was  'n  places 
heaped  as  high  as  8  ft.  Taking  an  average  depth  of  3  ftj^over  the 
above  area,  43,320  cu.  yd.  of  snow  and  ice  were  removedfat  a  cost 
of  less  than  25  cents  a  cu.  yd. 

35  On  Penn  Avenue,  the  same  force,  working  8  hours,  removed 
22,420  cu.  yd.  at  a  cost  of  a  trifle  over  21  cents  a  cu.  yd. 

36  The  experience  on  these  streets  convinced  the  authorities 
of  the  practicability  of  this  method  and  they  commenced  in  a  sys- 
tematic manner  to  clean  all  the  streets  of  the  city. 

SNOW   REMOVAL   BY  AN    ELECTRIC   RAILWAY   COMPANY* 

37  The  Public  Service  Railway  Company  of  New  Jersey  oper- 
ates about  865  miles  of  single  tracks  running  through  140  municipali- 
ties whose  population  is  about  2,000,000.  The  territory  is  divided 
into  six  divisions,  extending  from  Jersey  City  to  Camden  and  the 
area  is  approximately  1100  sq.  miles.  The  property  is  operated 
from  a  central  office  so  the  procedure  is  generally  the  same  in  all  of 
the  districts,  although  there  are  slight  variations  due  to  local  con- 
ditions. No  special  supervisory  organization  is  required,  the  regular 
force  of  employees  is  enlarged.  Early  in  the  fall  the  officials  of  the 
division  meet  and  make  coordinate  plans  of  action ;  the  men  in  all 
the  various  departments  are  assigned  to  their  proper  stations  and  the 
snow  fighting  equipment,  put  in  good  condition  during  the  summer, 
is  run  over  the  lines. 

38  As  soon  as  the  snow  begins,  the  men  are  assembled  in  the 
various  car  houses,  some  are  started  on  the  work  of  cleaning  switches 
and  the  sweepers  begin  work  when  the  snow  has  become  about  2  in. 
deep.    The  transportation  department  keeps  in  continual  touch  with 

^From  papers  and  discuBsion  at  Snow  Conference,  April  16-17,  1914,  Phila- 
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the  operations  on  all  of  its  lines.     During  snow  removal  work  the 
company  sees  to  it  that  their  men  are  properly  fed. 

39  Snow  on  the  sides  of  the  tracks  is  forced  away  from  the 
tracks  (if  the  storm  continues)  by  means  of  levelers  attached  to  the 
sides  of  the  sweepers  and  plows  or  special  workcars.  The  rotary 
plows  are  reserved  for  attacking  extra  heavy  drifts  occurring  usually 
on  suburban  or  outlying  lines.  If  the  snow  falls  faster  than  it  can 
be  handled,  the  outlying  lines  are  abandoned  first  and  the  forces 
concentrated  on  the  city  service. 

40  As  soon  as  the  snow  is  piled  in  any  quantities,  the  work  of 
removal  begins,  usually  being  done  with  teams.  In  some  places 
arrangements  have  been  made  with  the  municipality  whereby  it 
removes  the  snow  from  some  streets  while  the  railway  company 
removes  it  from  others.  In  some  places  the  mimicipality  removes 
all  the  snow  and  charges  the  company  for  its  share  removed  from  alcmg 
the  company's  lines. 

41  Future  improvements  in  snow  removal  by  the  railway  com- 
pany will  probably  be  made  along  the  lines  of  strict  planning,  in- 
spection and  supervision  of  the  work. 

PENNSYLVANIA   RAILROAD   COMPANY* 

42  The    Pennsylvania   Railroad    Company    have    been   using 
several  snow-melting  devices  on  their  Philadelphia  Terminal  Division. 
One  of  these  devices  might  be  made  particularly  applicable  to  munici- 
pal work;  the  others  are  peculiar  to  railroad  work  such  as  the  melting 
of  snow  in  switches  with  burning  oil,  and  the  disposal  of  snow  in  snow 
melting  pits  located  in  their  yards.     Also  a  device  on  a  locomotive 
by  which  the  snow  is  blown  away  from  the  tracks  with  live  steam 
sent  through  a  pipe  located  between  the  wheels  and  near  the  tracks^ 
but  the  idea  of  equipping  a  car  with  steam  pipes  for  melting  stiow  is 
one  which  is  worthy  of  attention  for  municipal  work. 

43  The  Railroad  C'ompany  use  a  gondola  car,  the  inside  dimen — 
sions  being  about  38  ft.  2  in.,  by  9  ft.  3  in.  and  3  ft.  9  in.  deep,  anA- 
about  1  ft.  below  the  top  of  the  car  is  a  false  bottom,  forming  a  pan,i«. 
which  is  used  for  the  steam  pipes,  and  for  storing  hot  water.  Th€5= 
steam  pipes  are  various  lengths  and  arc  open  at  the  ends.  Thi^ 
arrangement  distributes  the  steam  directly  over  the  entire  pipe — 
The  first  snow  is  melted  by  the  steam  and  in  a  short  time  the  ac — 
cumulated  water  is  boiling.    The  snow  is  then  melted  by  the  boiling 

*From  papers  and  discussion  at  Snow  Conference,  April  16-17,  1914,  Phila^ — 
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water.  In  the  center  of  the  pan  is  a  small  manhole  1 1  in.  high  through 
which  the  water  overflows  to  the  lower  part  of  the  car  which  is  about 
2  ft.  6  in.  in  depth,  and  is  used  for  the  storing  of  the  accumulation  of 
snow  water. 

44  The  amount  of  snow  that  can  be  melted  in  the  car  before 
letting  the  water  out  is  equivalent  to  approximately  25  car  loads  of 
the  type  of  car  generally  used  by  them  for  this  purpose,  depending 
somewhat  upon  the  compactness  of  the  snow.  With  20  men,  this 
car  has  been  filled  with  water  three  times  in  a  day  of  10  hrs.  Water 
can  be  dumped  at  any  plug,  pit,  or,  when  the  groimd  is  frozen,  at 
any  point  where  it  will  readily  drain  away.  A  single  car  has  a  dis- 
tinct advantage  over  a  long  train  in  congested  districts.  It  also 
frequently  happens  that  a  car  can  be  emptied  at  points  where  there 
is  snow  to  be  loaded.  In  this  way,  more  snow  is  being  disposed  of 
while  the  car  is  emptying  itself.  Naturally,  the  best  results  are  ob- 
tained by  handling  the  snow  while  it  is  new  and  before  too  much  dirt 
is  mixed  with  it. 

45  The  car  has  been  in  use  for  two  winters  and  last  winter  it 
was  used  continuously  after  each  snow  storm  until  the  accumulation 
of  snow  had  been  removed.  During  all  of  the  snow  storms  last 
winter  the  railroad  company  did  not  haul  one  shovelful  of  snow  from 
the  Pennsylvania  Terminal  yard,  and  considering  the  actual  ne- 
cessity of  keeping  these  tracks  practically  entirely  clear  of  snow, 
particularly  around  switches,  the  railroad  company  feels  that  this 
shows  conclusively  the  advantages  of  the  various  snow  melting  de- 
vices which  they  are  using. 

CONCLUSIONS 

46  In  considering  the  problem  and  in  making  their  recommenda- 
tions, the  Committee  assume  that  the  area  to  be  cleaned  has  been 
decided  upon,  and  that  sufficient  money  has  been  appropriated  to 
carry  on  the  work  over  this  area. 

47  Assuming  that  the  area  to  be  cleaned  has  been  fixed,  that 
the  work  will  be  done  by  contract  system,  that  the  contractor  is  to  be 
paid  by  the  number  of  loads  dumped  into  the  manholes  or  at  disposal 
points,  it  is  the  consensus  of  opinion  that  in  large  cities  it  is  seldom 
that  one  contractor  can  be  found  who  has  facilities  for  handling  the 
entire  city,  and  that,  generally  speaking,  the  area  to  be  cleaned 
should  be  divided  into  districts,  only  a  limited  number  of  which 
should  be  awarded  to  any  one  contractor. 
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48    Therefore^  as  a  result  of  the  experiences  aad  views  eiqpi 
at  the  conference  and  which  have  since  come  to  the  attention  of  th^ 
Committee,  the  general  principles  which  should  underlie  the  conducr'C^ 
of  this  work  may  be  outlined  as  follows: 

1st.    The  plan  of  organization  and  the  system  to  be  em 

ployed  should  be  worked  out  in  advance  of  the  sno?^^ 
season.  This  preliminary  work  should  involve:  (a] 
plan  of  codperation  of  all  branches  of  the  munici] 
government;  (b)  the  formation  of  a  skeleton  organisa — 
tion  composed  of  all  the  available  city  forces,  such 


engineers,  inspectors,  time-keepers,  laborers  and  teams — 
(c)  the  division  of  the  city  into  zones  and  the  determina — 
tion  of  a  definite  method  of  work  for  each  zone.  Th^s 
various  members  of  the  organization  should  be  assigns 
to  these  zones  and  the  responsible  officials  familiarij 
with  the  duties  expected  of  them. 

The  character  of  work  to  be  performed  in  the  differen^B 
zones  may  consist  of  merely  the  regulation  of  opeiiiiuiHS 
cross-walks  and  gutters  and  otherwise  generally  assifftin^we 
pedestrian  traffic  and  the  run-off  of  the  snow,  or  it  majs^ 
consist  in  the  complete  removal  of  the  snow  from  th^s 
streets.  Owing  to  the  general  increase  in  motor  traffics 
and  the  concentration  of  business  in  definite  office 
tricts  and  to  the  general  public  demand  for  inci 
urban  facilities,  the  present  tendency  is  to  increase  th< 
scope  of  the  work  involving  the  complete  removal  of  snow?^ 
from  all  main  thoroughfares  and  business  streets. 

2nd.  The  work  of  removal  should  commence  as  soon  as  th^ 
snow  has  covered  the  pavements  and  the  indications  poin^ 
to  the  storm  continuing  and  the  operations  should  be 
carried  on  continuously.  This  as  a  principle  is  success- 
fully followed  by  street  railways  in  the  removal  of  snow 
from  their  track  space  and  by  some  cities. 

3rd.  The  carrying  capacity  of  the  sewer  system  should  be 
utilized  as  far  as  possible  to  get  the  snow  away  from  the 
streets. 

The  use  of  the  sewers  which  reduces  both  the  haul  and 
handling  to  a  minimum  involves  two  operations:  namely, 
getting  the  material  to  the  catch  basins  or  manholes, 
and  then  putting  the  material  into  the  sewers.  The  first 
operation  can  best  be  done  by  loading  into  wagons  or 
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trucks  and  hauling  to  suitable  manholes  or  by  the  use  of 
scrapers  or  graders.  The  problem  of  getting  the  ma- 
terial into  the  manholes  in  the  least  time  and  with  the 
least  interference  with  traffic  opens  up  a  field  for  consider- 
ation of  the  question  of  special  forms  and  special  locations 
of  manholes  designed  to  be  used  solely  for  this  purpose. 
The  method  of  flushing  the  snow  with  fire  hose  into 
catch  basins  may  have  a  limited  application  but  it  is  too 
unreliable  to  have  any  general  value  as  it  depends  on 
weather  conditions. 

4th.  When  practicable,  where  there  is  only  a  small  area  to 
be  cleaned,  the  work  should  be  performed  directly  by 
the  municipality  by  day  labor.  This  method  of  opera- 
tion is  the  most  flexible  and  the  most  easily  administered 
and  it  obviates  the  necessity  of  measurements  and  check- 
ing involved  under  the  contract  system.  The  work  can 
also  be  performed  by  day  labor  in  large  areas  by  adopting 
the  following  method:  The  department  to  advertise  and 
go  out  into  the  open  market  and  hire  teams  to  haul  the 
snow  for  so  much  per  yard,  the  price  to  be  determined 
on  by  the  department  and  to  represent  a  fair  estimate  of 
the  cost  of  the  work  and  a  fair  profit.  This,  of  course, 
would  throw  the  work  open  to  anyone  owning  one  team, 
or  a  hundred  or  a  thousand  or  more  teams,  depending 
upon  the  amount  of  work  to  be  performed,  and  would 
not  leave  the  department  dependent  upon  any  one  or 
more  contractors.  In  this  method,  as  well  as  when  the 
work  must  be  performed  by  contract  system,  a  method  of 
measurement  as  simple  and  accurate  as  possible  should 
be  used.  The  practicability  of  having  work  done  by  the 
municipality  will  depend  among  other  things  on  the 
immediate  availability  of  an  appropriation.  It  is  es- 
sential for  the  proper  conduct  of  the  work  whether  by 
day  labor  or  contract  that  appropriation  for  snow  re- 
moval should  be  made  in  advance  of  necessity  for  the 
work. 

5th.  Co5peration  should  be  sought  with  the  traction  com- 
panies and  use  made  of  adjustable  plows  and  sweepers 
to  open  roadways  adjacent  to  street  railway  tracks  at  the 
time  that  the  work  of  clearing  the  tracks  is  being  carried 
on. 
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6th.  Effort  should  be  made  to  obtain  the  codperation  of  the 
public  and  to  instruct  the  householders  in  the  method  of 
the  removal  of  snow  from  private  premises  in  such  a  way 
as  to  least  impede  the  city's  work.  Where  sidewalks  are 
of  greater  width  than  would  be  necessary  to  handle  the 
reduced  volume  of  pedestrian  traflBic,  which  may  be  ex- 
pected after  a  heavy  snow,  the  snow  instead  of  being 
entirely  cleared  from  the  sidewalk  and  piled  in  the  road- 
way should  be  left  on  the  sidewalk  near  the  curb  line  to 
be  later  removed  by  the  city  when  opportunity  presents 
itself. 

7th.  The  police  force  of  the  city  should  codperate  with  the 
street  cleaning  force  and  the  services  of  patrolmen  as 
inspectors  should  be  utilized  as  far  as  possible.  The 
police  in  particular  should  give  attention  to  the  enforce- 
ment of  regulation  governing  the  removal  of  snow  from 
the  sidewalks  or  from  a  portion  thereof. 

8th.  It  is  recommended  that  a  standing  committee  be  ap- 
pointed to  collect  and  receive  data  upon  this  subject, 
to  examine  into  and  report  upon  such  methods  or  ap- 
paratus for  the  conduct  of  this  work  as  may  be  presented 
to  it,  and  further  that  a  conference  upon  this  subject  be 
held  next  spring  for  an  interchange  of  experiences  in 
handling  the  removal  of  snow  during  the  winter  of  1914 
and  1915,  and  to  make  further  recommendations  to  be 
available  before  advertising  the  work  for  the  succeeding 
winter. 

J.  W.  Paxton,  Chairman,  Supt.  Street  CHerfning,  Washington, 

D.  C. 
R.  B.  Hamilton,  Vice-President,  Philadelphia  Rapid  Transit  f      CommitUt 

Company.  \  o* 

Wm.  H.  CtoNNKLL,  Chief,  Bureau  of  Highways  &  Street  Clean-  (      ReMduiiom 

ing,  Philadelphia,  Pa. 
John  F.  O  'Toole,  Supt.  Highways  &  Sewers,  Pittsburgh,  Pa. 

DISCUSSION 

J.  T.  Fetiierston*  (written).  New  York  City  has  tried  almost 
every  method  of  eontraciiiig  for  snow  work,  from  the  area  system  to 
the  direct  haulage  metliod  on  vohiole  capacity  basis.   Dividing  the  city 

H-onimissionor,  Dept.  of  Street  ( -leaning,  New  York  City. 
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ito  relatively  small  districts,  larger  districts  and  boroughs  has  been 
ried,  and  it  would  appear  that  the  responsibility  and  experience  of 
be  contractor  were  of  greater  importance  than  the  area  or  district 
Bsignments.  In  other  words,  an  experienced  contractor,  with  the 
ucleus  of  the  necessary  snow  removal  equipment,  as  a  rule  is  in 
etter  shape  to  remove  snow  rapidly  and  control  sub-contractors  than 
?  the  municipality.  More  important  still,  he  usually  has  sufficient 
ontrol  of  funds  to  pay  promptly  all  men  employed.  It  would  seem 
hat  experience,  control  of  equipment  and  responsibility  are  the  main 
actors  to  be  considered,  rather  than  the  area  basis,  for  tlie  assign- 
aent  of  contracts. 

The  statement  of  general  principles  contained  in  the  committee's 
eport  would  be  clarified  if  the  work  were  separated  into  these 
[ivisions:  (1)  contract  work,  (2)  street  railway  assignments,' (3) 
nunicipal  work.  Necessarily  under  each  head  the  plan,  organization 
nd  management  should  be  worked  out  in  advance,  and  every  rea- 
onable  contingency  covered  by  the  assignment  of  the  most 
uitablc  means  of  snow  removal  adapted  to  particular  areas, 
troets  or  districts  of  the  city  under  consideration.  All  municipal 
lepartments  should  be  called  in  to  assist  the  street  cleaning  division 
ly  the  assignment  of  officers  for  the  supervision  of  contract  work 
•articiilarly,  leaving  the  street  cleaning  department  as  free  as-pos- 
ible  to  perform  the  work  for  which  its  own  force  is  best  fitted. 

As  a  general  comment  on  the  report,  it  is  suggested  that,  if  pos- 
ible,  engineers  or  street  cleaning  officials  sliould  receive  from  an  au- 
horitative  source,  such  as  the  Society,  a  summary  of  conclusions 
overing : 

(1)  A  statement  as  to  what  types  of  streets  should  be  cleared  of 
now,  and  how  far  the  municipality  is  justified  in  removing  snow 
rom  minor  thoroughfares  at  public  expense. 

(2)  A  statement  setting  up  the  reasonable  dej)th  of  snow  for 
vhich  a  municipality  should  have  cH]uipnient  available,  and  in  general 
he  time  limits  within  whi(!h  streets  should  be  cleared,  so  as  to  avoid 
economic  loss,  and  coupled  with  this,  a  maximum  depth  of  snowfall  be- 
yond which  all  citizens  and  transporting  agencies  should  be  required 
to  place  their  services  at  tlie  disposal  of  the  municipality  at  cost. 

(3)  A  compilation  of  snow  statistics  for  various  parts  of  this 
[K)untry,  and  if  possible  a  summary  of  attending  weather  conditions. 

Each  city  must  work  out  its  own  salvation  regarding  snow  removal 
and  disposal  methods.    The  problem  is  so  complicated  by  uncertainty 
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as  to  weather  conditions  that  no  particular  method  \b  best  fitted  for 
all  cities  and  all  conditions. 

E.  D.  Yeby^  in  a  written  discussion  pointed  out  that  an  endeavor 
should  be  made  to  define  the  extent  to  which  snow  removal  should  be 
carried  on  in  a  municipality.  This  definition  should  not  be  made  in 
units  of  mileage  or  of  square  yardage  but  rather  in  terms  of  neces- 
sity. In  this  regard  the  financial  policy  so  affects  the  main  problem 
as  to  deserve  considerable  study,  as  the  extent  to  which  the  work  shall 
be  carried  on  depends  largely  upon  the  amount  of  money  a  municipal- 
ity can  afford  to  spend.  This  question  must  be  answered  before  we 
may  assume  that  the  area  to  be  cleaned  has  been  decided  upon  and 
the  appropriation  of  money  must  be  predicated  upon  an  understanding 
of  tlie  actual  need  in  this  regard.  We  should  go  further  and  discuss 
the  manner  in  which  funds  for  the  work  should  be  raised.  It  is  sug- 
gested that  the  tax  for  such  purpose  should  be  levied ;  a  part  by  a 
general  tax  and  a  part  by  tax  on  property  immediately  benefitted. 
Such  a  method  would  restrain  the  indiscriminate  demand  for  unneces- 
sary service  for  personal  benefit. 

Whether  the  work  is  to  be  done  by  contract  or  by  the  municipal 
forces  is  a  question  of  local  condition  and  must  be  solved  independ- 
ently by  each  locality.  It  is  well  to  remember  that  where  the  force 
engaged  in  removing  accumulations  in  the  street  has  also  the  duty  of 
removing  the  household  wastes,  the  latter  item  must  be  considered 
as  of  equal  importance  with  the  former  and  the  force  employed  in  the 
latter  work  must  not  be  reduced  by  transferring  any  part  of  it  to  the 
performance  of  the  former.  This  is  especially  true  when  the  use  of 
sewers  is  to  be  made  for  the  disposition  of  the  snow,  as,  if  wastes  are 
not  removed,  they  will  find  their  way  into  the  snow  bank  and  so  become 
a  menace  in  the  clogging  of  the  sewers. 

For  the  purpose  of  supervision,  the  division  of  the  work  into  dis- 
tricts is  the  proper  method,  but  to  limit  a  contractor  to  one  district  is 
of  questionable  value  provided  the  contractor  is  able  to  handle  more 
than  one  district.  The  fewer  contractors  on  a  given  area  results  in 
less  friction,  and  labor  and  vehicles  are  more  easily  distributed  where 
there  is  a  common  interest  in  the  success  of  the  whole  work. 

Where  the  work  is  performed  by  contract  it  is  well  to  confine  the 
contractor  to  the  removal  of  the  large  accumulations  and  to  employ  a 

•Sanitary  Engr.,  17  Battery  Place,  New  York  City. 
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municipal  force  in  clearing  cross-walks,  keeping  catch  basin  inlets 
open  and  removing  snow  from  the  immediate  vicinity  of  fire  hydrants 

If  this  conference  does  nothing  else  but  successfidly  impress  the 
officials  in  charge  of  sewers  that  it  is  their  duty  to  permit  the  free 
use  of  the  sewers  for  the  disposition  of  snow,  it  has  given  ample 
reason  for  its  existence.  Flushing  snow  into  catch  basins  is  not  fav- 
ored as  it  has  not  been  proven  that  such  work  may  be  practically  ac- 
complished without  interfering  with  the  necessary  use  of  these  devices. 

As  to  tiie  hiring  of  teams  by  the  city  for  snow  removal,  it  is  be- 
lieved that  this  is  a  matter  of  local  condition.  New  York  City  has 
had  sad  experience  in  that  liue. 

As  to  having  an  available  appropriation  for  this  work,  the  idea  of 
municipal  policy  today  is  to  suspect  the  official  of  not  being  worthy 
of  trust  in  the  handling  of  money,  so  they  limit  his  appropriation  to 
his  actual  needs  and  where  the  amount  which  he  may  need  is  in- 
determinate, they  hesitate  in  taking  any  chance  of  putting  an  amount 
in  the  hand  of  the  official  more  than  sufficient  for  his  needs  for  fear 
that  he  may  spend  more  than  is  required. 

Police  assistance  would  be  most  valuable  and  in  the  matter  of 
enforcement  of  sidewalk  cleaning  regulations  the  police  find  them- 
selves very  busy  but  moderately  successful.  An  amendment  is  sug- 
gested that  cooperation  of  police  magistrates  be  employed  to  the  end 
that  police  activity  may  be  made  effective. 

Wm.  Goldsmith.^  In  the  report  mention  is  made  of  the  snow 
disposal  experiments  in  Manhattan  Borough  Sewers,  an  account  of 
which  appears  in  the  Oct.  29,  1914,  issue  of  Engineering  News.  I 
wish  to  bring  out  that,  when  it  is  proposed  to  use  sewers  for  the 
disposal  of  snow,  the  methods  outlined  will  give  the  desired  informa- 
tion, but  as  the  experiments  were  made  in  March  1914  when  the 
snow  was  well  compacted  and  more  like  ice,  the  results  should  there- 
fore be  taken  as  applying  only  to  well-compacted  snow. 

It  is  proposed  to  make  further  experiments  with  loose  snow; 
these  may  or  may  not  bear  out  the  results  found  with  well-compacted 
snow.  It  is  true  that  loose  snow  has  a  greater  tendency  to  clog  a 
sewer  than  well-compacted  snow,  but  then  it  may  melt  quicker. 

The  speaker  hopes  that  additional  data  may  be  brought  to  light 
giving  sewer  temperatures,   quantity  and   velocity  of  flow,  size  of 

*A88t.  £n^.,  Dept.  of  Public  ^orks,  New  York  City. 
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sewer,  depth  of  sewage  and  nature  of  the  snow.    This  information  is 
necessary  to  formulate  rules  for  the  disposal  of  snow  in  sewers. 

In  par.  14  of  the  report,  mention  is  made  of  enlarging  manholes 
for  the  quick  disposal  of  snow.  In  the  Manhattan  experiments,  it 
was  shown  that  2  eu.  yd.  of  snow  per  min.  can  be  shovelled  into  a 
24-in.  manhole  and  that  2.560  cu.  yd.  were  dumped  into  one  gewer 
by  means  of  3  manholes  in  an  8-hr.  day.  This  seems  to  indicate  tliat 
a  24-in.  manhole  is  large  enough.  Besides,  the  effect  of  an  enlarged 
manhole  on  the  pavement  must  be  considered,  the  majority  of  defects 
in  street  surfa(*es  being  due  to  manholes  of  one  kind  or  another,  and 
it  seems  to  me  that  an  elimination  rather  than  an  increase  of  these 
in  pavements  should  be  striven  for. 

F.  KiNGSLEY  pointed  out  the  fact  that  the  same  old  cart-and-horso 
methods  for  snow  removal  seem  to  be  used  that  were  adopted  when 
the  problem  became  serious  some  twenty  years  ago.  It  is  interesting 
however,  to  note  the  success  of  the  snow-melting  device  on  the 
Pennsylvania  Railroad,  because  the  melting  of  snow  seems  to  be  the 
most  likely  path  along  which  improvement  can  take  placK?. 

The  cost  of  fuel  to  melt  snow  is  only  some  15  per  cent  of  cost  of 
handling  it  under  present  methods.  The  basis  for  this  is  that  a 
cubic  yard  of  snow  as  removed  weighs  approximately  1000  lb.  and 
would  require  about  200,000  B.t.u.  to  reduce  it  to  water,  allowing  a 
liberal  margin  over  the  latent  heat  of  ice.  Coal  at  $4  per  ton  pro- 
vides about  67,000  B.t.u.  for  one  cent  in  a  perfect  furnace,  or  27,0(M^ 
R.t.u.  with  40  per  cent  furnace  efficiem^y.  At  the  latter  rate  the  fuel 
cost  for  melting  would  only  be  7  1/2  cents  per  cu.  yd.  or  15  per 
cent  of  the  prcs(»nt  ap])arent  cost  of  handling  it.  This  does  not  in 
elude  interest  or  labor  charges  but  these  ought  not  to  be  insurmount- 
able obstacles. 

The  problem  is  peculiarly  one  that  me(hani(;al  engineers  should 
be  able  to  solve.  It  aj)j)ears  to  be  largely  a  balancing  of  the  cost  of 
heating  surface  against  interest  charges,  and  1  s(|.  ft.  of  heating  sur- 
facje  can  transmit  heat  (as  demonstrated  by  existing  hu-omotive 
boilers)  at  an  aj)i)r<)xiniate  rate  of  20,000  B.t.u.  per  sq.  ft.  per  hr. 
With  less  efficient  but  more  rapid  transmission,  twice  this  rate  does 
not  seem  impossible.  On  this  basis,  apparatus  capable  of  melting  100 
cu.  yd.  of  snow  an  hour  would  recjuire  500  s(j.  ft.  of  heating  surface. 
Certainly  there  is  nothing  abnormal  involved  in  the  provision  of  heat- 
ing surface  in  such  amounts  as  this. 
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One  hundred  cubic  yards  of  compacted  snow  appears  to  be  equi- 
valent to  about  450  cu.  yd.  of  snow  as  it  falls,  and  in  a  3-in.  snowfall 
this  amount  would  cover  500  linear  ft.  of  street.  The  subject  ob- 
viously seems  to  be  one  that  is  worth  consideration  by  the  various 
cities  in  the  country,  and  it  would  be  interesting  to  see  some  thorough- 
^ing  experiments  along  this  line. 

Martin  Schbeiber^  (written).  One  of  the  most  important  con- 
siderations regarding  snow  removal  from  the  viewpoint  of  a  street 
railway  company  is  a  proper  and  thorough  cooperation  with  all  de- 
partments of  the  municipality.  The  committee  has  recognized  this 
in  its  5th  conclusion.  To  further  illustrate,  it  is  plain  that  the  first 
3uty  of  the  street  railway  company  is  to  clear  the  roadway  of  snow 
to  not  only  allow  the  operation  of  cars  but  also  provide  a  passage  for 
rehicles.  The  railway  may  go  further,  if  there  is  sufficient  snow,  and 
level  the  depth  to  6  in.  for  a  distance  of  8  or  10  ft.  from  the  track  by 
means  of  levelers.  These  latter  are  easily  and  cheaply  provided  by 
equipping  working  cars  with  two  wings,  one  on  each  side  and  each 
ibout  10  ft.  long  and  12  in.  wide.  Leveling  the  snow  back  in  ridges 
learly  to  the  curb  insures  reasonably  clear  passage  for  the  cars  and 
vehicles  and  also  allows  the  removal  of  snow  without  interfering  with 
raffic.    This  method  is  rapid  and  economical. 

The  street  railway  company  can  cooperate  further  with  the  mu- 
licipality  by  hauling  the  snow  with  cars,  at  least  during  the  night. 
in  the  other  hand,  the  municipality  may  ordain  that  only  the  snow 
•emoved  from  the  sidewalk  and  private  property  shall  be  allowed  in 
;he  streets.  It  may  also  help  to  remove  trees  and  obstructions  across 
Tacks,  streets  and  walks,  so  that  patrons  of  the  railway  may  have 
reasonable  access  to  the  cars. 

The  police  may  do  their  share  by  properly  directing  the  vehicle 
rraffic  so  that  the  railway  tracks  are  not  imreasonably  monopolized. 
The  dragging  of  cars  caused  by  vehicles  on  the  tracks  not  only  dis- 
commodes the  public,  but  also  ties  up  the  car  traffic  and  often  renders 
it  difficult  in  a  storm  to  get  the  regular  cars  and  the  snow  fighting 
apparatus  moving  again.  To  sum  up,  whatever  may  be  the  method 
Df  snow  removal,  honest  team  work  is  required ;  and  the  viewpoint  that 
satisfactory  accomplishment  of  the  whole  task  is  more  important  than 
sohnng  any  one  portion  of  the  problem  should  ever  be  before  all 
parties  interested. 

•Public  Service  Baihroad  Co.,  Newark,  N.  J. 
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THE  NEW  CHARTER  FOR  ST.  LOUIS 

Bt  Edwabd  Flad,  8t.  Louis,  Mo. 
Member  of  the  Society 

On  June  30,  1914,  the  city  of  St.  Louis  by  a  majority  vote  of  the 
sens  adopted  a  new  charter  in  which  the  engineering  profession  is 
n  unusual  recognition.  The  charter  provides  for  a  Board  of 
lie  Service  composed  of  a  president  and  four  directors  and  specifies 
the  president  and  two  of  the  directors  "shall  be  engineers  of 
nical  training,  of  at  least  ten  years^  experience,  and  qualified  to 
jn  as  well  as  to  direct  engineering  work.'*  The  members  of  the 
rd  are  appointed  by  the  mayor  and  will  each  receive  a  salary  of 
)0  per  annimi. 

I  The  Board  of  Public  Service  has  charge  of  all  engineering, 
truction  and  reconstruction  work  undertaken  by  the  city  and  exer- 

supervision  and  control  over  (a),  the  department  of  public  utili- 
including  the  waterworks  and  city  lighting;  (b)  the  department 
reets  and  sewers;  (c)  the  department  of  public  welfare,  including 

II  visions  of  health,  of  hospitals,  of  parks  and  recreation,  and  of 
jction;  and  (d)  the  department  of  public  safety,  including  the 
«  and  excise  divisions  when  so  permitted  by  the  State,  the  di- 
ns of  fire  and  fire  prevention,  of  weights  and  measures,  and  of 
ling  and  inspection. 

The  members  of  the  Board  are  appointed  for  a  term  of  four 
3  and  are  subject  to  removal  only  for  cause.  Each  director  is 
1  charge  of  a  particular  department  under  the  general  control  of 
Board. 

No  ordinance  for  public  work  or  improvements  of  any  kind  or 
irs  thereof,  shall  be  adopted  unless  prepared  and  reconmiended  by 
3oard  of  Public  Service  with  an  estimate  of  cost  endorsed  thereon, 
the  Board  is  given  authority  to  let  all  contracts  for  public  work. 

The  charter  provides  for  a  measure  of  popular  control  by  the 
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initiative  referendum  and  recall.  All  city  officers  and  employees  ex- 
cept those  specifically  placed  in  the  unclassified  service  are  appointed 
and  advanced  under  the  merit  system  controlled  by  an  EfScienq 
Board  composed  of  three  members  appointed  by  the  mayor.  A  single 
legislative  body  is  provided  composed  of  2S  members  elected  from 
districts,  and  a  president  elected  at  large.  The  only  other  oflScers 
elected  are  the  mayor  and  comptroller,  all  others  are  appointed  either 
by  the  mayor  or  by  the  heads  of  departments  or  divisions. 

6  The  new  charter  replaced  the  one  adopted  in  1876.  The  Board 
of  Public  Service  replaces  the  Board  of  Public  Improvements  provided 
by  the  old  charter,  with  added  duties  and  responsibilities. 

7  The  city  of  St.  Louis  has  been  singularly  fortunate  in  having 
its  public  work  controlled  in  the  past  by  a  board  of  six  men,  the  ma- 
jority of  whom  have  always  been  engineers,  although  the  charter  re- 
quired only  one  of  the  members  to  be  an  engineer.  The  provision  in 
the  new  charter  requiring  three  of  the  five  members  of  the  Board  of 
Public  Service  to  be  engineers  is  a  recognition  of  the  valuable  services 
rendered  in  the  past  by  the  engineer  members  of  the  Board  of  Public 
Improvements.  The  writer  was  a  member  of  the  board  of  13  free- 
holders by  whom  the  new  charter  was  prepared. 


No.1432 

THE  ENGINEER  AND  PUBLICITY 

Bt  C.  E.  Dkayxb,^  Glevkland,  Ohio 
Non-Member 

With  the  unifying  of  society  by  more  rapid  means  of  communi- 
there  arises  a  demand  for  knowledge.  Publicity  is  the  re- 
nse.     It  is  the  channel  through  which  knowledge  reaches  the 


2  Let  us  see  what  interest  publicity  may  hold  for  the  engineer. 
^^  the  first  place,  the  public  is  deeply  interested  in  the  things 
^e  are  doing.  People  are  glad  to  know  not  only  of  the  advance  in 
Science  but  also  about  the  men  who  make  it  possible  and  to  give 
credit  where  it  belongs.  If  then  we  can  make  use  of  publicity  with 
the  definite  intention  of  placing  the  engineering  profession  in  a 
higher  position  in  the  vision  of  our  employer,  the  public,  a  point 
df  interest  has  been  found. 

3  In  the  second  place,  we  find  an  opportunity  and  duty  to  render 
service  to  the  public  by  giving  it  dependable  information  about  techni- 
cal subjects.  The  ordinary  newspaper  uses  the  same  reporter  to 
write  crime,  politics,  sport,  invention,  and  technical  achievement. 
An  editor  of  one  of  our  Cleveland  papers  once  gave  us  as  his  opinion 
that  one  reason  why  news  of  an  engineering  nature  does  not  get  into 
the  daily  papers  is  because  the  ordinary  reporter  has  not  the  technical 
knowledge  to  handle  it.  News,  it  must  be  remembered,  is  nothing 
more  than  ideas  and  facts  put  into  interesting  reading. 

4  Here,  then,  are  the  two  elements  of  a  bargain.  The  public 
and  the  engineering  profession  have  something  to  exchange  and  both 
sides  will  receive  substantial  benefit.  The  engineering  profession  will 
find  itself  in  a  better  position  by  having  the  public  appreciate  the 
important  service  it  is  rendering;  the  public  will  find  itself  deeply 

'Chmn.,  Publicity  Comm.,  Cleveland  Engrg.  Society,  Chamber  of  Commerce 
Building. 
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interested  in  the  information  we  are  able  to  give,  because  it  advances 
public  welfare. 

PUBLICITY  WOBK  IN  CLEVELAND 

5  Before  further  statement  of  the  problem  or  its  solution  is 
attempted,  let  us  review  the  publicity  work  of  The  Cleveland  En- 
gineering Society,  extending  now  over  a  period  of  two  years.  Our 
experiences  there  are  the  same  as  might  be  expected  in  any  similar 
situation. 

6  Our  first  step  was  to  get  acquainted  with  the  managing 
editors  of  the  two  leading  papers  in  the  city.  They  were  told  that 
the  Society  had  about  500  members,  many  of  whom  are  at  the  head 
of  large  undertakings  on  which  the  growth  and  prosperity  of  the 
city  depend.  They  were  told  that  the  Society  stood  ready  to  cooperate 
with  them  in  obtaining  such  engineering  news  as  would  be  of  in- 
terest to  the  community.  We  were  assured  that  the  newspapers  wel- 
comed our  assistance,  and  were  advised  to  have  the  Society  try  being 
its  own  reporter. 

7  It  so  happened  that  the  outcoming  issue  of  the  Society's 
Journal  contained  the  report  of  a  special  committee  on  technical 
education  in  Cleveland.  Naturally,  a  large  number  of  people  in  the 
city  were  interested  in  what  engineers  had  to  say  about  their  techni- 
cal schools.  Abstracts  to  make  about  three-quarters  of  a  column 
were  written,  ready  to  set  in  type,  and  were  handed  to  the  editors  of 
the  two  morning  papers.  They  were  printed  without  alteration.  A 
third  paper  printed  its  own  abstract  and  an  editorial.  If  the  com- 
mittee had  something  to  say  which  the  public  would  be  benefitted  in 
knowing,  surely  200,000  papers  with  authentic  information  was  a 
better  medium  than  the  1500  copies  of  the  Journal  read  largely  bv 
technical  men. 

8  Another  subject  of  great  interest  to  the  public,  although  it 
might  not  appear  so  from  the  title,  was  discussed  in  R.  H.  Fernald's 
paper  on  The  Relation  of  the  Gas  Producer  to  Low-Grade  Fuels 
and  Concentration  of  Power  at  the  Mines.  When  an  abstract  appeared 
in  the  paper  on  the  Simday  following  the  lecture,  it  was  headlined 
as  shown  on  the  next  page. 

9  Reference  to  the  paper  printed  in  the  Journal  of  The  Cleve- 
land Engineering  Society  will  bear  out  the  assertion  that  the  head- 
lines do  not  exaggerate  the  statements  made  by  Dr.  Femald.  Our 
task  was  merely  to  make  news  of  plain  facts.  To  the  citizens  of  any 
large  industrial  center  like  Cleveland,  smoke  elimination  and  fuel 
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TTation  are  mighty  live  questions.  News,  as  was  said  before, 
3  turning  of  facts  and  ideas  into  interesting  reading. 
0  Probably  the  largest  service  to  the  community  performed 
le  publicity  committee  of  the  Cleveland  Society  was  the  publish- 
>f  14  inspirational  articles  by  prominent  local  engineers  on  En- 
uring as  Life  Work.  The  articles  appeared  on  successive  Sun- 
in  the  magazine  section  of  a  local  paper.  Beneath  the  title 
icb  was  an  editor's  note  stating  the  purpose  of  the  series  and 


PRODUCER-GAS  TO 
ELIMINATE  SMOKE 
AND  SAVE  FUEL 


United  States  Engineer  of  Mines 

Tells  Local  Society  of 

Broad  Conservation 

Plan 


MILLIONS  OF  TONS  OF 

COAL  WASTED  YEARLY 

Production  of  Gas  at  Mines  From 

Coal  Now  Unmined  Would 

Solve  Problem 

they  were  published  under  the  auspices  of  the  Society.  Among 
x>ntributors  were  two  past-presidents  of  The  American  Society  of 
iianical  Engineers  and  a  past-president  of  the  American  Rail- 
Engineering  Association.  The  theme  of  the  series  was  to  tell 
jTOung  man  about  to  choose  life  work  what  is  before  him  in  the 
)us  branches  of  the  engineering  profession.  Besides  appearing 
he  local  paper,  most  of  them  were  published  in  the  Scientific 
irican  and  the  Case  Tech,  the  student  publication  of  Case  School 
applied  Science.     Some  appeared  in  other  periodicals  over  the 


576  THE   ENGINEER  AND   PUBLICITT 

country.  A  young  immigrant  wrote  to  one  of  the  contributors  and 
asked  for  permission  to  translate  his  paper  into  French  and  BuasiaD 
to  send  to  those  countries. 

11  While  we  might  multiply  instances  like  the  above  where  our 
work  was  distinctly  a  service  rendered  the  public,  we  shall  pass  to 
an  enumeration  of  the  tangible  benefits  to  the  Society  and  to  the  pro- 
fession growing  out  of  the  publicity  work. 

12  A  higher  standing  in  the  estimation  of  the  people  and  of 
those  in  authority  in  the  affairs  of  the  community  is  one  gain.  In 
Cleveland,  the  cooperation  of  the  Society  is  usually  sought  in  the 
solution  of  questions  of  public  welfare  where  engineers  are  qualified 
to  speak. 

13  To  cite  an  instance,  the  Civil  Service  Commission  early  in 
the  present  year  asked  the  Society  to  assist  it  by  taking  charge  of 
the  preparation  and  marking  of  papers  for  engineering  positions. 
The  first  request  was  for  10  examinations,  and  the  results  to  both 
the  Commission  and  to  the  Society  were  very  gratifying.  The 
Commission  secured  the  service  of  experts  at  no  cost  to  the  city, 
but  which  were  worth  more  than  it  had  available  funds  to  emploj. 
The  secretary  of  the  Commission  told  us  that  the  candidates  were 
satisfied  with  the  fairness  of  the  examination.  Concerning  previous 
examinations  complaints  have  been  made  that  proper  relative  weights 
had  not  been  given  to  experience  and  theoretical  training.  Our  pub- 
licity committee  saw  to  it  that  the  public  learned  through  the  news- 
papers of  the  arrangement  between  the  Civil  Service  Commission  and 
The  Cleveland  Engineering  .Society.  Credit  was  given  where  it  was 
due. 

14  Somebody  has  said  that  the  public  is  unreasonable  only  when  it 
is  iminformed.  It  is  hardly  possible  that  any  sudden  gust  of  public 
disapproval  would  arise  where  engineers  are  concerned  if  the  public 
felt  that  it  was  well  acquainted  with  them.  When  the  local  societj 
engages  in  publicity  work,  a  revival  in  the  interest  of  its  members 
in  the  activities  of  the  society  will  be  apparent.  The  indifierent 
members  find  they  have  some  pride  in  their  society  when  its  activi- 
ties, of  which  they  approve,  are  described  in  the  daily  paper.  It  i^ 
said  on  good  authority  that  the  publicity  campaigns  undertaken  by 
Memphis  and  Des  Moines,  to  present  to  business  men  their  advantages 
for  a  location,  resulted  in  a  renewed  city  spirit  equal  in  value  ^ 
the  new  business  acquired. 

15  Due  largely  to  the  publicity  work,  there  has  been  a  sub- 
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^tantial  increase  in  percentage  of  attendance  at  the  meetings.    One 

estiniate  was  15  per  cent.    To  stimulate  attendance^  the  committee 

Airniahes  the  papers  advance  notices  of  the  meetings,  consisting  of 

A  picture  of  the  speaker  and  some  150  words  of  text  telling  about 

^^iijcx  and  his  subject 

16  During  the  last  two  years  some  250  new  members  have 
added  to  the  roll,  an  increase  of  over  50  per  cent  in  a  society 
»t  30  years  old.  Of  course,  it  is  difficult  to  say  just  what  per  cent  of 
^^rease  in  an  organization  recently  very  active  in  all  its  functions 
^^^y  be  credited  to  publicity  work. 

ANALYSIS  FOB  EXTENDING  THE  WORK 

17  We  have  enumerated  some  of  the  benefits  accruing  to  the 
^^fession  and  to  the  public  from  publicity  work  conducted  along  a 
lefinite  plan  in  one  locality.  Let  us  now  turn  our  attention  to  a 
statement  and  suggestion  of  a  solution  of  the  problem  in  its  applica- 
ion  to  a  broader  field. 

18  It  is  possible  at  this  time  to  know  only  the  general  nature 
md  approximate  limits  of  publicity  with  any  degree  of  accuracy. 
[^hey  may  be  determined  in  accordance  with  the  laws  of  psychology. 
Tor  instance,  it  is  the  province  of  the  educator  and  psychologist  to 
brmulate  the  laws  involved  in  the  mental  processes  between  appeal 
md  response.  They  are  also  able  to  measure  memory  in  a  practical 
nanner.  It  is  sufficient  to  say  that  considerable  study  should  be  given 
.o  the  technical  aspect  of  our  problem  before  active  work  in  a  large 
jv^ay  is  undertaken. 

19  We  can,  however,  enumerate  the  various  channels  by  which 
information  of  an  engineering  nature  may  be  placed  before  the  public. 
It  is  also  possible  to  give  approximate  relative  values  to  them.  In 
the  matter  of  choosing  mediums  we  are  inclined  to  lay  down  this 
broad  general  principle:  When  one  man  has  something  to  tell 
another,  the  telling  of  which  will  do  them  both  good,  he  may  employ 
the  most  direct  honorable  means.  It  may  be  either  the  written  or 
spoken  word. 

20  Under  the  written  word  we  would  include  newspapers,  period- 
icals, such  as  national  magazines,  and  pamphlets.  Tiie  spoken  word 
would  be  confined  to  a  rather  narrow  field  and  would  cousist  for  the 
most  part  of  talks  by  engineers  before  high  school  classes,  classes  in 
Y.M.C.A.'s,  and  lectures  before  cluhs,  at  special  gatherings  in  churches 
and  the  like. 
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21  Newspapers.  Everybody  reads.  If  they  read  nothing  elae, 
they  read  the  newspapers,  so  it  is  the  most  direct  way  to  reach  the 
greatest  number.  An  important  point  in  favor  of  the  newspaper  is 
that  it  is  local  and  offers  an  opportunity  for  the  local  engineering  so- 
ciety to  place  in  its  columns  engineering  news  that  has  an  especitl 
appeal  to  the  community.  Most  people  have  a  friendly  attitude  to- 
ward one  of  their  local  papers  and  are  ready  to  take  to  heart  what 
they  read  in  its  columns^  particularly  when  they  know  the  source  is 
authentic.  So  the  community  will  learn  about  its  citizens  who  are 
engineers  and  what  they  are  doing  to  promote  its  welfare.  For  these 
and  other  reasons,  such  as  frequency  of  appeal,  we  are  inclined  to  give 
newspapers  the  place  of  first  importance  in  publicity  work  for  en- 
gineers. 

22  National  Magazines.  The  national  periodical  or  magazine 
has  a  quality  of  permanence  which  the  newspaper  lacks.  Each  iasne 
is  likely  to  be  before  the  public  for  from  a  week  to  a  month,  whereas, 
at  least  in  our  large  cities,  each  issue  of  the  newspaper  is  being  read 
but  part  of  one  day.  On  the  other  hand,  care  must  be  taken  in  the 
selection  of  magazines  for  publicity  purposes  imless  the  plan  is  to 
reach  a  particular  class.  If  a  magazine  has  an  article  on  a  special 
subject,  it  is  unlikely  that  any  considerable  space  will  be  alloted  to 
the  same  subject  during  the  same  year.  It  has  been  demonstrated  that 
the  first  appeal  must  be  reinforced  by  subsequent  ones  for  the  memory 
to  retain  a  definite  impression. 

23  Pamphlets.  Pamphlets  or  monographs  possess  an  important 
advantage  over  newspaper  and  magazine  publicity  in  that  their  con- 
tents do  not  have  to  pass  a  possibly  unsympathetic  censorship.  Thej 
can  be  placed  directly  and  quickly  into  the  hands  of  those  for  whom 
they  are  intended.  While  they  should  have  attention  holding  power 
able  to  compete  with  the  newspapers  for  the  readers^  interest,  they  are 
free  from  the  competition  due  to  a  multiplicity  of  appeals  existing  in 
every  magazine  and  paper.  It  is  probable  that  effective  work  could 
be  done  by  using  pamphlets  for  engineering  publicity. 

24  Lectures  by  Engineers,  It  is  doubtful  if  memory  is  more  re- 
tentive and  the  mind  more  plastic  at  any  time  in  life  than  during  the 
high-school  age;  also  at  that  time  information  is  eagerly  sought  for 
making  a  dioice  of  life  work.  Here  lies  an  opportunity  to  tell  the 
future  leaders  in  all  walks  of  life  what  it  means  to  be  an  engineer  as 
well  as  to  warn  away  those  who  have  been  captivated  merely  by  its 
romantic  side. 
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85  In  every  city  there  are  a  great  many  opportunities  to  talk 
before  clubs  of  many  kinds.  We  are  aware  that  a  good  deal  is  being 
done  in  the  way  of  popular  lectures  on  scientific  subjects^  but  more 
might  be  done,  as  a  part  of  our  seryice  to  the  community.  Where 
possible  the  local  engineering  society  might  let  it  be  known  that  it 
could  by  arrangement  furnish  speakers  on  certain  subjects. 

26  Miscellaneous.  There  remain  a  variety  of  ways  by  which  in- 
formation may  be  placed  before  the  public.  For  the  most  part  they 
have  not  been  analyzed^  some  not  even  suggested.  In  this  miscellane- 
ous class  may  be  mentioned  the  exhibit  and  moving  pictures.  We  are 
inclined  to  believe  that  both  have  possibilities  which  would  be  dis- 
covered when  once  the  work  was  undertaken. 

CONCLUSIONS 

27  We  have  shown  that  the  public  and  the  engineering  profession 
are  in  a  position  to  make  an  exchange  at  a  profit  to  both  parties.  A 
record  of  results  in  one  locality  where  it  has  been  tried  points  to  what 
may  be  expected  through  cooperation  in  a  larger  field.  Mediums  of 
exchange  have  been  discussed.  There  remains  yet  to  be  suggested  a 
preliminary  plan  by  which  systematic  and  effective  work  may  be  done. 

28  Inasmuch  as  all  the  profession  will  share  in  the  benefits  of  a 
closer  relation  with  the  public,  we  assume  that  the  efforts  of  all  should 
be  united  on  a  common  ground.  More  definite  plans  may  be  worked 
out  by  representatives  of  leading  national  engineering  organizations 
at  such  a  time  and  place  as  is  deemed  best.  In  general  we  believe  that 
the  local  society  working  in  cooperation  with  a  central  national  organ- 
ization will  produce  the  most  satisfactory  results. 

DISCUSSION 

Albebt  J.  HiHEs^  (written).  Mr.  Drayer  has  set  forth  quite 
clearly  some  of  the  ways  and  means  of  securing  publicity,  and  it 
might  be  of  interest  to  consider,  from  tlie  viewpoint  of  the  engineer, 
the  need  of  and  reasons  for  publicity. 

We  have  devoted  our  thoughts  to  physical  science  and  the  arts  of 
engineering.  We  have  built  great  structures  and  created  engines  of 
marvellous  intricacy  and  power.  These  acliievements  have  been  at- 
tained through  great  tribulation  because  of  the  primary  lack  of  knowl- 
edge, the  mass  of  misinformation  and  false  data,  which,  like  cobwebs 

'Valuation  Engineer,  N.  Y.  C.  &  St.  L.  R.  R.,  Qeveland,  O. 
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and  superstition,  had  first  to  be  swept  aside.  We  know  that  we 
cannot  build  a  bridge,  a  locomotive  or  a  steamship,  without  a  proper 
observance  of  certain  mathematical  and  physical  laws.  Bending 
moments,  grate  area,  heating  surface  and  draft,  position  of  meta- 
center,  must  all  be  truthfully  determined  in  order  that  these  creations 
may  properly  serve. 

Having  this  very  definite  and  concrete  knowledge  of  the  impera- 
tive necessity  of  correct  information  to  carry  on  our  work,  it  seemB 
strange  that  earnest  attention  has  not  been  directed  to  the  means  of 
attaining  other  ends  no  less  essential  to  our  welfare  and  happiness. 
I  refer  to  the  study  of  psychological  laws  and  their  practical  applica- 
tion just  as  we  have  studied  the  laws  of  physics  and  applied  them  in 
engineering  art.  These  psychological  laws  should  be  analyzed,  then 
formulated  and  applied  in  practical  operations.  When  this  has  been 
done  there  will  be  at  our  command  a  new  pathway  in  the  forest  of 
uncertainty  and  doubt  and  along  this  we  can  thread  our  way  to  achieve- 
ments more  marvellous  than  anything  that  has  gone  before. 

The  great  lesson  of  science  and  its  practical  application  is  the 
necessity  and  usefulness  of  true  information  and  knowledge.  Let  ns 
eliminate  falsehood,  that  is,  error,  in  social  relations  as  it  has  been 
eliminated  from  engineering  art  and  then  we  can  hopefully  expect  an 
advance  in  civilization  not  incomparable  in  magnitude  to  the  wonder- 
ful progress  in  material  things  wliioli  has  rendered  the  last  hundred 
years  unique  in  the  world's  history.  Tfesults  may  then  be  sought  di- 
rectly and  with  certainty  as  great  as  in  the  design  and  construction  of 
engineering  works. 

An  example  of  the  offettt  of  publicity  in  engineering  is  the  de- 
velopment of  The  Cleveland  Engineering  Society.  At  the  beginning 
this  Society  was  moribund  and  a  negligible  factor  in  the  municipal 
life.  A  few  courageous  spirits  of  uncommon  vision  inspired  it  to 
assume  new  obligations  in  moving  to  more  commodious  and  attractive 
quarters  and  undertaking  the  publication  of  a  journal,  and  during 
two  or  three  succeeding  years  it  prospered  and  the  change  was  abun- 
dantly justified. 

Then  in  course  of  time  there  came  clouds  in  the  sky.  Expensei! 
were  increasing,  a  goodly  in(Teaso  of  membership  under  the  new 
conditions  had  been  succeeded  bv  a  lull  and  it  was  clear  that  some- 
thing  should  be  done.  A  caroful  study  of  the  situation  led  to  a  con- 
clusion that  the  larger  part  of  the  responsibilities  of  the  Society  was 
being  carried  by  a  few  enthusiastic  optimists  who  were  beginning  to 
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feel  the  strain.  The  remedy  proposed  was  to  transfer  the  strength  to 
the  rankfi.^  to  put  a  foundation  under  the  superstructure^  and  this  was 
done  in  the  following  manner : 

The  activities  of  the  Society  were  stimulated  by  holding  addi- 
tional meetings,  for  which  it  was  necessary  to  enlist  the  assistance  of 
personal  friends  to  lead  the  way.  The  meetings  were  conducted  with 
spirit  and  when  discussions  were  slow  there  was  no  hesitation  in 
calling  on  men  of  experience  to  give  their  views  of  the  subject  in  hand. 
A  school  for  practice  in  discussing  papers  was  developed  at  informal 
meetings  which  were  in  some  cases  equal  in  interest  to  any  of  the 
regular  course.  Monthly  visits  to  engineering  works  about  the  city 
were  made  a  feature.  Members  were  taught,  against  much  opposi- 
tion, to  wear  tags  on  the  lapels  of  their  coats. 

Now  all  these  good  things  were  effective^  but  they  were  made  many 
limes  more  so  by  the  labors  of  the  Publicity  Committee,  of  which  Mr. 
Drayer  was  chairman.  Of  this  work  Mr.  Drayer  has  already  told  you 
so  well  that  no  further  description  need  be  given  here.  Let  it  suffice 
to  say  that  as  the  result  of  it  the  membership  of  the  (Society  increased 
more  than  50  per  cent,  that  the  interest  increased  in  a  much  greater 
ratio  and  whereas  formerly  only  by  dint  of  much  persuasion  were  new 
members  induced  to  join,  they  now  seek  out  the  membership  commit- 
tee and  are  pleased  to  be  admitted  to  membership. 

Publicity  should  eliminate  error  concerning  engineering  from  the 
minds  of  the  layman  and  the  public  and  thus  clear  the  way  for  a 
proper  utilization  of  engineers'  services.  Many  people  are  handi- 
capped in  their  desire  to  make  use  of  our  wares  because  they  cannot 
talk  with  us  familiarly  of  the  things  which  they  desire  to  do.  We 
must  therefore  learn  their  language  to  properly  explain  our  works. 

It  is  a  waste  of  time  to  deny  either  the  need  or  the  value  of  ad- 
vertising, but  among  professional  men  the  subject  is  hemmed  in  with 
so  many  restrictions  that  we  hesitate  to  make  use  of  this  method  of 
securing  business.  Advertising  has  been  frowned  upon  by  the  great 
and  the  near  great  and  we  feel  that  should  we  dare  to  try  it  our  caste 
would  be  forever  lost.  The  value  of  advertising  is  undisputed,  and 
consequently,  objections  thereto  must  be  founded  upon  the  manner  in 
which  it  is  done,  as  it  is  this  which  is  often  wrong. 

Professional  men  liave  always  considered  it  proper  to  reap  the 
advertising  rewards  that  accrue  from  their  activities  in  societies  and 
public  affairs.  A  paper  of  unusual  value  for  the  information  it  con- 
tains and  the  excellent  work  of  its  author  is  a  good  advertisement, 
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and  a  much  better  one  than  a  paper  of  less  merits  with  smaller  chance 
of  adding  to  the  general  store  of  professional  knowledge,  often  writ- 
ten chiefly  for  advertising  purposes. 

The  engineering  profession  suffers  from  certain  misconceptioDs 
of  its  patrons^  including  the  public^  of  which  I  will  enumerate  the 
following : 

First :  It  frequently  happens  on  some  important  work  that  the 
preliminary  estimate  of  cost  is  exceeded  in  the  construction.  For 
this  the  engineers  are  roundly  denounced.  The  cause,  which  never 
appears  in  prints  is  frequently  a  change  of  plan  or  increase  of  quan- 
tities for  which  the  engineer  has  no  responsibility  whatever;  in  other 
cases,  estimates  are  stated  by  men  in  authority  to  contain  provisions 
which  have  not  been  included^  and  on  some  occasions  the  difficulties 
encountered  are  beyond  the  powers  of  human  foresight. 

Second :  There  is  frequently  an  unreasoning  demand  for  the  be- 
ginning of  construction  immediately  after  an  appropriation  is  made 
without  any  regard  for  the  necessity  of  first  making  surveys  and 
plans.  Of  this  the  Panama  Canal  was  a  notable  example.  The  evils 
attendant  upon  such  a  course  need  not  be  pointed  out  to  engineers. 

Third:  Bombastic  and  unwise  laudation  of  engineering  achieve- 
ment has  developed  a  popular  idea  that  engineering  is  mathematically 
precise.  In  court  and  before  legislative  bodies,  engineers  of  promi- 
nence are  sometimes  led  to  declare  their  ability  to  determine  by 
formula  with  precision  things  concerning  which  it  is  only  possible  to 
make  general  deductions.  Stresses  in  rail  joints  may  be  cited  as  an 
example.  If  the  public  knew  that  calculation  of  some  things,  as, 
for  instance,  rail-joint  stresses,  is  beyond  the  powers  of  mathematical 
analysis,  engineers  would  not  be  condemned  because  such  stresses 
have  not  been  figured. 

Fourth:  In  the  general  discussion  of  the  government  valuation 
of  railroads,  the  statement  has  been  frequently  made  by  men  high  in 
the  councils  of  the  nation  that  the  opinion  of  an  engineer  is  incom- 
petent testimony  in  valuation  proceedings,  except  where  it  relates  to 
actual  quantities  wliich  he  has  measured  himself. 

It  is  unnecessary  here  to  point  out  the  absurdity  and  injustice  of 
these  misconceptions  and  the  very  great  injury  to  the  whole  profession 
which  results  therefrom.  The  purpose  is  to  call  attention  to  the  neces- 
sity for  publicity,  a  publicity  that  will  give  to  the  layman  a  knowledge 
of  engineers'  work. 

If  the  public  knew  that  plans  once  made  are  seldom  changed  vritb- 
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out  increased  expense^  it  would  demand  of  its  servants  that  plans 
should  be  made  in  accordance  with  the  original  estimates  and  then 
carefully  adhered  to.  It  would  then  become  important  that  the  first 
estimate  should  be  right,  and  that  when  exceeded  the  reason  therefor 
should  be  sound.  If  the  public  knew  that  engineers  followed  every 
step  of  construction  work,  from  the  wielding  of  a  pick  and  the 
swinging  of  a  maul  to  the  development  of  the  whole  programme  for  the 
construction  of  a  thousand  miles  of  railroad  and  the  cost  accounting 
therefor,  no  judge  or  statesman  could  make  it  believe  that  the  best 
results  in  valuation  can  be  secured  without  free  use  of  engineering 
experience. 

How  can  the  public  mind  be  disabused  of  these  misconceptions  of 
engineering  work  and  be  supplied  with  correct  ideas  of  the  possibilities 
and  the  limitations  of  engineering  art? 

On  the  western  plains,  in  the  days  when  railroad-building  was  in 
its  prime,  every  man  was  interested  in  railroads.  The  engineer  was 
at  home  in  the  land.  Everyone  talked  with  him  and  eagerly  sought 
his  information  and  it  was  the  daily  unremitting  discussion  of  rail- 
road affairs  that  made  every  man  a  critic  of  grades  and  grading  and 
a  judge  of  engineering  skill.  Here  then  is  the  lesson.  Talk  more 
about  your  work  and  let  people  know  what  you  are  doing.  Talk  to  re- 
porters, write  for  the  papers,  journals  and  magazines.  It  will  pay 
you  in  money,  pleasure  and  the  satisfaction  that  comes  from  the  per- 
formance of  a  useful  deed. 

Are  the  events  of  an  engineer's  life  less  interesting  than  the  mass 
of  crime  and  gossip  with  which  the  daily  papers  are  filled?  Do  you 
not  know  that  the  most  startling  thoughts  of  the  wildest  imagination 
have  been  surpassed  by  the  actual  performances  of  engineers  ?  Do  you 
not  know  that  these  achievements  have  changed  the  course  of  history 
and  added  imtold  wealth  and  happiness  to  the  human  race?  The 
mass  of  rubbish  that  comes  to  our  homes  every  day  in  the  form  of 
news  is  an  appalling  evidence  of  the  paucity  of  worthy  thought  among 
those  who  cater  to  our  need  for  information.  You  have  thoughts  to 
spare  and  you  must  share  them  with  your  fellow  men.  Tell  the  truth 
and  do  away  with  the  shameful  waste  and  maladministration  of 
ignorant  incompetent  adventurers.  The  country  is  burdened  with 
the  wasteful  and  wanton  exploitation  of  engineering  skill.  It  is  time 
for  the  profession  to  assert  itself. 

Engineering  projects  of  public  importance  should  be  passed  upon 
by  the  engineering  societies.    Shall  we  advertise  ?    By  all  means.    We 
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should  use  every  medium  at  our  command  and  seek  to  place  before 
each  citizen  correct  information  about  engineering  work.  We  should 
make  our  profession  familiar  to  all  who  have  an  interest  therein  and 
rightfully  expect  that  the  increased  respect  and  confidence  arising 
from  a  more  intimate  knowledge  of  such  work  would  greatly  enhanoe 
our  material  prosperity. 

Cooperative  advertising,  by  engineering  societies,  conducted  on 
broad  lines  for  the  benefit  of  the  public  and  so  as  to  put  the  profes- 
sion on  a  more  substantial  basis,  is  an  aim  that  is  worthy  of  the  high- 
est traditions. 

Hunter  McDonald^  (written).  The  engineers  of  Cleveland  are 
fortunate  in  having  among  their  number  one  who  possesses,  in  addi- 
tion to  his  engineering  skill,  the  taste  and  willingness  to  clothe  bare 
technical  facts  in  such  garments  that  they  challenge  popular  attention 
and  interest.  If  each  community  were  equally  fortunate,  publicity  of 
engineering  matters  would  be  easier.  Few  engineers  possess  this  gift 
or  the  willingness  to  devote  their  time  to  the  task.  Many  are  quite 
decided  in  their  opinions  that  there  is  no  need  of  publicity ;  they  pro- 
ceed upon  the  well-established  theory  that  virtue  is  its  own  reward 
and  are  usually  compelled  to  content  themselves  therewith. 

The  writer  strongly  advocates  the  participation  by  engineers  in 
public  affairs.  They  are  qualified  to  guide  public  policy  in  matters 
where  their  training  is  of  value,  but,  as  a  class,  they  have  so  far 
failed  to  convince  the  public  that  such  is  the  case. 

Their  position  as  a  class  has  been  that  of  an  instrument  in  the 
hands  of  other  men  who  have  made  a  specialty  of  the  study  of  man- 
kind rather  than  physics.  If  engineers  can  master  technical  details, 
they  can  also  learn  the  laws  that  control  human  actions. 

I  believe  the  recognition  we  need  is  not  to  be  altogether  obtained 
by  keeping  ourselves  and  our  work  before  the  public  in  newspaper 
columns,  but  by  earnest  and  effective  work  as  organized  bodies  in  every 
community.  That  work  should  consist  of  carefully  watching  the 
manner  in  which  the  public  affairs  involving  engineering  are  ad- 
ministered, taking  vigorous  organized  action  looking  toward  the  stop- 
ping of  the  waste  of  public  moneys  and  the  shaping  of  legislation  in- 
volving engineering  and  industrial  matters.  Let  us  convince  the 
public  that  we  are  willing  to  aid  in  the  proper  adjustment  of  such 
matters  and  to  give,  without  selfish  motive,  sound  advice  on  matters 
of  public  policy  and  the  opportunity  will  not  be  lacking. 

»Ch.  Engr.,  N.,  C.  and  St.  L.  Ry.,  Nashville,  Tenn. 
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Before  we  can  command  the  confidence  of  the  public  we  must  con- 
vince them  that  we  are  to  be  trusted.  We  must  re-establish  and  main- 
tain that  reputation  for  fearlessness  and  honesty  which  until  recent 
years  has  been  our  stronghold  and  heritage.  Instances  are  not  lack- 
ing in  which  professional  opinions  have  been  subordinated  to  the  de- 
mauds  of  commercialism.  Public  officers  of  today  have  difficulty  in 
finding  engineers  upon  whom  they  can  rely  for  unbiased  advice  on 
matters  in  which  organized  capital  is  affected.  To  merit  and  obtain 
confidence  we  must  be  willing  to  tell  the  truth  under  all  circumstances 
even  though  starvation  stares  us  in  the  face. 

It  is  only  such  a  professional  reputation  which  warrants  us  in 
making  ourselves  the  sole  arbiters  in  preparing  specifications  and  if 
we  would  preserve  that  reputation  we  nnist  live  up  to  its  requirements. 

Charles  Whiting  Baker.  The  engineer  needs  to  learn  the  les- 
son taught  by  this  paper  of  the  value  of  publicity.  If  he  wants  to  get 
public  support  for  what  he  is  doing,  he  must  know  how  to  reach  the 
ear  of  the  public  in  the  right  way. 

About  twenty-five  years  ago,  the  worst  of  all  the  many  depart- 
ments of  municipal  government,  so  far  as  efficiency  was  concerned, 
was  the  street  cleaning  department.  About  that  time  there  came 
into  office  a  reform  mayor  in  Xew  York  who  selected  Col.  Waring, 
an  engineer,  as  liead  of  this  department.  The  colonel  put  the  workers 
in  the  department  into  white  uniforms.  The  idea  spread  all  over  the 
country  and  made  the  striH^t  cleaning  department  known  as  it  had 
never  been  before  and  gave  the  employees  a  new  respect  for  themselves. 
1  think  that  little  device,  small  in  itself,  has  had  the  biggest  in- 
fluence in  reforming  our  street  cleaning  departments  the  country  over 
and  has  done  more  towards  putting  them  on  a  better  basis  than  any- 
thing else.  That  is  just  an  instance  of  what  a  proper  a})preciation 
of  publicity  may  do  in  a  wise  cnginKT's  hands. 

E.  H.  WniTiX)(^K.  It  has  been  my  good  fortune  for  the  past  two 
years  to  watch  the  results  accomplished  in  (Cleveland  under  the 
author's  able  leadership,  and  J  can  heartily  commend  the  work  done 
there. 

Just  how  far  this  work  of  publicity  sliould  be  carried  on  is  a 
question.  Publicity  can  be  dilfcrcntiatcil  from  advertising.  The 
engineer  is  becoming  more  and  more  interested  in  the  doings  of  the 
general  public  of  today,  and  tlie  public  is  also  seeking  an  education 
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along  engineering  lines.  If  a  campaign  of  publicity  is  to  be  in- 
augurated, perhaps  the  local  societies  can  do  the  most  good  by  stand- 
ing out  in  their  local  sections,  getting  the  engineer  before  the  public 
in  that  way,  and  then  I  feel  quite  sure  that,  if  the  results  are  any- 
thing like  those  we  had  in  Cleveland,  it  will  be  profitable  for  the 
national  societies  to  take  up  this  work. 

Calvin  W.  Bice.  It  may  be  of  interest  to  know  that  our  Society 
takes  special  pains  to  give  publicity  to  all  of  its  proceedings.  Over 
sixty  technical  and  daily  papers  in  the  United  States  are  given  copies 
of  everything  published  or  read  at  its  meetings.  In  addition,  special 
work  has  been  done  for  this  meeting  and  one  of  the  New  York  news- 
papers has  published  over  a  column  in  every  issue  this  week. 

The  Author.  Any  plan  of  publicity  to  be  successful,  must  be 
consecutive  and  must  continue  for  a  considerable  period  of  time. 
Engineering  information  must  be  given  the  public  on  a  definite  plan, 
otherwise  the  newspapers  will  not  pay  much  attention  to  us. 

Material  has  been  presented  before  the  Society  at  this  and  the 
session  of  Wednesday  evening  to*  suggest  enough  articles  to  a  good 
publicity  man  to  occupy  his  time  for  several  months.  He  must, 
however,  work  from  the  standpoint  of  the  newspaper  man.  Journal- 
ism is  a  profession,  and  newspapers  are  not  reformers;  they  collect 
news  for  the  purpose  of  selling  it  at  a  profit,  hence  they  are  extremely 
responsive  to  and  in  harmony  with  the  demands  of  the  people. 

It  is  difficult  for  the  engineer  to  speak  to  the  public  in  its  own 
language.  He  is  not  a  story  teller  by  word  of  mouth  as  is  the  lawyer 
or  the  preacher,  nor  does  he  often  come  in  close  contact  with  people 
as  does  the  doctor.  He  thinks  in  plans  and  specifications.  To  tell 
his  story  he  must  resort  largely  to  the  written  word.  Nor  should  he 
hesitate  to  employ  broad  statements  where  necessary,  or  to  add  high 
lights  and  shadows  to  the  picture  to  bring  out  needed  contrast.  We 
cannot  apply  the  laws  of  sines  and  cosines  to  infiuencing  men,  nor 
will  the  answers  to  our  efforts  often  be  couched  in  terms  of  mathemat- 
ical precision.    This  is  psychology. 
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THE  HANDLING  OF  SEWAGE  SLUDGE 

By  George  S.  Webster/  Philadelphia,  Pa. 

Non-Membor 

In  modern  cities  the  wastes  of  domestic  life  and  of  industry  col- 
lected by  the  sewers  are  conveyed  to  water  courses  for  disposal.  The 
discharge  of  the  crude  sew^age  into  water  courses  may  cause  a  menace  to 
the  public  health  through  water  supplies  taken  from  such  sources 
without  adequate  purification,  from  the  pollution  of  shell  fish  layings 
and  from  the  use  of  the  water  for  bathing  purposes.  Also,  sewage 
discharged  into  rivers  and  streams  may  cause  nuisance  to  sight  or 
smell,  either  through  inadequate  velocity  of  flow,  permitting  the 
formation  of  deposits  of  sewage  solids,  or  through  the  insuflSciency  of 
the  volume  of  diluting  water  to  provide  the  oxygen  necessary  for  its 
purification. 

2  The  rapid  growth  of  cities  and  towns  and  the  popular  demand 
for  more  healthful  conditions  of  living  are  making  obligatory  the 
treatment  of  sewage  prior  to  its  discharge  into  the  water  courses,  in 
order  to  prevent  the  development  of  these  conditions. 

3  Usually  the  first  processes  of  sewage  treatment  consist  in  the 
removal  from  the  sewage  of  the  solid  matter  in  suspension  by  means 
of  screens  or  by  sedimentation  in  tanks  or  basins.  When  more  refined 
treatment  is  required  it  consists  in  the  oxidation  of  the  liquid  portion 
of  the  sewage  together  with  the  fine  suspended  matter  not  susceptible 
of  settlement.  This  latter  phase  of  the  sewage  problem  will  not  be 
considered  in  this  paper. 

4  In  sewage  treatment,  the  material  collected  on  the  screens  and 
the  deposit  in  the  bottom  of  sedimentation  tanks  is  called  sludge.  As 
removed  from  tanks  it  is  a  dark,  slimy  mass,  containing  about  90  per 
cent  moisture,  and  its  consistency  is  such  that  it  cannot  be  shoveled 
but  can  be  readily  pumped. 

K3h.  Engr.,  Bureau  of  Surveys. 
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5  To  grasp  the  magnitude  of  the  problem  of  handling  the  sludge 
produced  by  large  cities,  it  is  but  necessary  to  state  the  quantities  pro- 
duced by  some  of  the  great  cities  of  the  world.    London,  with  a  popu- 
lation of  6,000,000  tributary  to  the  works,  produces  by  chemical  pre- 
cipitation 2,597,000  tons  of  wet  sludge  of  92  per  cent  moisture  per 
annum.    The  District  of  Birmingham,  England,  with  a  population  of 
9-50,000,  treats  and  disposes  of  427,000  tons  of  wet  sludge  of  94^^  per 
cent  moisture  per  annum.    The  Metropolitan  Sewerage  ConmiisaioD 
of  New  York,  in  its  report,  states  that  266,000  tons  of  solids  are 
annually  discharged  into  New  York  Harbor  and  will  require  collection 
and  treatment  in  the  near  future;  this  amount  of  solids  as  inter- 
cepted from  the  sewage  if  in  the  form  of  90  per  cent  sludge  would  be 
equivalent  to  2,700,000  tons  per  annum  from  a  population  of  5,780,- 
000.    It  is  estimated  that  the  proposed  Sewage  Treatment  Works  for 
Philadelphia  will  intercept  75,000  tons  of  dry  solids  from  a  population 
of  1,650,000,  which  if  in  the  form  of  90  per  cent  moisture  sludge 
would  amount  to  750,000  tons  per  annum. 

6  Experience  with  sewage  works  indicates  that  upon  an  average 
1000  persons  produce  45  tons  of  dry  solid  matter  per  annum.  If  this 
were  deposited  in  tanks  as  sludge  containing  90  per  cent  moisture  it 
would  make  524  cu.  yd.,  but  if  the  sludge  contained  95  per  cent 
moisture  its  volume  would  be  1060  cu.  yd.,  or  about  double  the  former 
amount.  In  other  words,  every  ton  of  dry  solid  matter  contained  in 
sludge  90  per  cent  moisture  which  is  removed,  requires  9  tons  of 
water  to  be  conveyed  with  it,  and  if  the  sludge  contains  95  per  cent 
moisture,  it  requires  19  tons  of  water  to  be  handled. 

7  One  of  the  most  important  considerations,  therefore,  in 
handling  sludge  is  the  percentage  moisture  which  it  contains,  as  this 
is  a  controlling  factor  in  its  bulk.  It  is  higlily  desirable  to  obtain 
sludge  witli  as  low  a  moisture  content  as  possible  (Fig.  1). 

8  Of  the  dry  residue  in  the  sludge,  approximately  one-half  is 
organic  and  one-half  mineral.  A  large  part  of  the  organic  matter  in 
freshly-deposited  sludge  is  highly  putrescent  and  if  improperly 
handled  produces  offensive  odors.  It  is,  therefore,  also  of  importance 
that  such  processes  of  sludge  treatment  shall  be  used  that  reduce  this 
offensiveness  by  the  destruction  of  the  easily  decomposed  organic 
matter. 

9  The  final  disposal  of  sludge  is  accomplished  by  (a)  discharge 
of  wet  sludge  in  the  sea;  (b)  depositing  wet  sludge  on  land;  (c)  the 
use  of  partially  dried  sludge  for  filling  in  low  waste  lands,  and  (rf), 
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where    circumstaoceB   warrant,   the   use   of   eludge   as   a.   fertilizer, 
fertilizer  base  or  as  fuel. 

10  The  problem  of  handling  sewage  sludge  consieta  in  dispos- 
ing  promptly  and  economically  of  the  watery  mass  which  contains 
offensiye,  decomposable  matter  without  menace  to  the  public  health 
or  the  production  of  foul  odors  or  other  nuiBancee. 

DIBCUAROES  OF  WJCT  SLUDGE  IN  THB  8BA 

11  Large  cities  located  near  the  ocean  dispose  of  the  wet  sludge 
most  economically  by  carrying  it  to  sea  in  specially  constructed  tatik 


Fio.  1     Ratio  bvtween  Bulk  or  Wbt  Slvpoe  and  its  Pehcentage  MoisTtms 

steamers.  The  sludge  is  pumped  from  the  sedimeutation  tanks  to 
reservoirs  on  the  wharf  from  which  the  steamers  are  filled  by  gravity. 
When  the  boat  reaches  the  dumping  ground  in  the  open  sea  the  outlet 
valves  are  opened  and  the  sludge  diffused  in  the  sea  water  as  the  boat 
moves  along. 

13  This  method  of  sludge  disposal  is  used  at  London,  England, 
where  the  sewage  is  collected  by  sewers  to  two  works  located  on  the 
banks  of  the  Thames  about  12  miles  below  London  Bridge,  Chemicals 
are  added  to  the  sewage  to  form  a  fiocculent  precipitate  and  free  it 
from  most  of  its  suspended  matter.  The  sludge  thus  produced  after 
settlement  contains  about  93  per  cent  moisture  and  is  carried  by  6 
tank  steamers  65  miles  to  Black  Deep  in  the  open  sea,  which  is  20 
miles  below  Southend.  On  an  average  &300  tons  of  sludge  are  thus 
disposed  of  every  weekday  at  a  (lost  of  about  9  cents  ppr  ton  (including 
interest  and  sinking  fund  charges) . 
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13  At  Manchester,  England,  the  sludge  from  the  septic  tanks  is 
similarly  carried  by  a  tank  steamer  to  the  open  sea  beyond  Mersey  Bar. 
During  the  last  fiscal  year  215,082  tons  of  wet  sludge  were  dumped 
at  sea  at  a  cost  of  $32,000  or  about  15  cents  per  ton. 

14  Among  other  large  cities  disposing  of  their  wet  sludge  in  this 
way  may  be  mentioned  Glasgow,  Scotland;  Salford,  England;  and 
Dublin,  Ireland.  The  Metropolitan  Sewerage  Commission  of  New 
York  recommended  this  method  of  sludge  disposal  for  that  city  as  it 
appears  to  be  the  most  economical. 

DEPOSITING  WET  SLUDGE  ON  LAND 

15  For  cities  situated  inland  such  method  of  disposal  is  imprac- 
ticable on  account  of  the  transportation  charges  and  they  are  con- 
fronted with  the  problem  of  reducing  the  bulk  of  the  sludge  by 
removing  the  water,  either  by  drainage  and  evaporation  on  drying 
beds  or  by  mechanical  processes  such  as  presses  and  centrifuges  and 
of  handling  it  so  as  to  minimize  offense. 

16  The  type  of  sedimentation  tank  adopted,  the  use  of  chemical 
precipitants  or  the  opportunity  afforded  for  sludge  digestion  have  a 
marked  effect  upon  the  volume  of  sludge  produced  on  account  of  the 
moisture  content.  Generally  speaking  it  may  be  said  that  chemical 
precipitation  will  produce  between  20  and  25  cu.  yd.  of  wet  sludge 
containing  about  92  per  cent  moisture  from  each  million  gallons  of 
sewage  treated;  plain  sedimentation  from  4  to  7  cu.  yd.  between  87 
and  93  per  cent  moisture;  septic  tanks  from  1.5  to  3.0  cu.  yd.  between 
80  and  90  per  cent  moisture ;  and  Emscher  or  Imhoff  tanks  from  1  to 
2.5  cu.  yd.  between  75  and  85  per  cent  moisture. 

17  The  disposal  of  wet  sludge  without  prior  dewatering  may  be 
accomplished  by  its  application  to  land  in  several  ways.  The  earliest 
method  used  was  called  lagooning  in  which  case  earth  embankments 
were  built  enclosing  an  area  of  suitable  land  and  the  wet  sludge  run 
into  a  depth  of  as  great  as  10  ft.  Tlie  clogging  of  the  soil  preventing 
free  drainage  of  the  moisture;  the  scum  formation  upon  the  surface 
retarding  evaporation,  and  the  frequent  great  depth  of  the  sludge,  aU 
tend  to  prevent  the  sludge  from  drying.  As  an  example,  there  are 
sludge  lagoons  at  Birmingham  in  which  the  sludge  deposited  many 
years  is  practically  in  the  same  condition  as  shortly  after  being  placed 
except  that  a  heavy  crust  has  formed  upon  the  surface.  This  method 
is  rapidly  being  abandoned. 

18  To  overcome  these  objections  and  to  dispose  of  the  sludge 
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more  quickly,  it  was  run  upon  the  surface  of  farm  land  to  form  a 
shallow  layer  which  would  dry  in  a  reasonable  time  and  could  then  be 
plowed  in  and  the  field  cultivated.  But  the  gross  nuisance  created  by 
the  exposure  of  such  large  areas  of  foul  smelling  sludge  led  to  the 
adoption  of  what  is  called  trenching.  As  practised  at  Birmingham, 
England,  the  trenches  were  dug  about  3  ft.  wide  and  18  in.  below  the 
surface  of  the  soil,  the  excavated  earth  forming  banks  between  the 
trenches  so  that  they  can  be  filled  to  a  depth  of  from  24  to  30  in.  with 
wet  sludge,  after  which  the  tops  of  thie  earth  banks  are  thrown  over 
the  sludge  to  prevent  nuisance  from  smell  or  flies.  The  porous  earth 
absorbs  the  moisture  and  later  the  land  is  plowed  across  the  trenches 
and  placed  under  cultivation.  This  process  can  be  repeated  at  in- 
tervals of  froni  18  months  to  two  years. 

19  The  cost  of  trenching  at  Birmingham  amounted  to  about  8 
cents  per  ton  of  wet  sludge.  This  is  exclusive  of  the  cost  of  sludging 
tanks,  but  includes  interest  on  capital  outlay  at  5  per  cent  and  rent 
of  land.  This  method  is  not  being  used  in  new  plants  and  is  being 
abandoned  in  old  plants  on  account  of  the  area  required,  the  inter- 
ference which  is  caused  in  times  of  heavy  storms,  the  increased  diffi- 
culty of  operating  caused  by  winter  weather  and  the  general  cumber- 
someness  of  the  method. 

MECHANICAL   PROCESSES    FOR   DEWATERING    SLUDGE 

20  Among  the  early  mechanical  methods  of  reducing  the  bulk 
of  the  wet  Bludge  by  dewatering  was  pressing  in  machines  which  con- 
sist  of  a  number  of  cast-iron  plates  generally  9  sq.  ft.  in  area  with 
corrugated  faces  and  surrounded  by  a  machined  rim  so  that  when 
placed  together  they  form  water-tight  cells  2  in.  thick.  A  central 
pipe  about  6  in.  in  diameter  extends  through  the  middle.  Over  each 
plate  a  canvas  cloth  is  placed  and  sludge  forced  into  the  press  and 
subjected  to  a  pressure  of  from  60  to  75  lb.  per  sq  in.  This  squeezes 
the  water  out  and  the  resultant  cake  contains  between  50  and  65  per 
cent  moisture  and  is  about  one-fifth  the  bulk  of  the  original  wet 
sludge. 

21  It  is  necessary  to  add  to  the  sludge  before  pressing  from  y^  ^ 
1  per  cent  of  lime,  the  fine  particles  of  which  facilitate  the  passage  of 
water,  the  dissolved  lime  agglomerating  the  solids  of  the  sludge.  The 
cost  of  pressing  largely  depends  on  the  amount  of  lime  added,  the 
kind  of  sludge  pressed  and  the  magnitude  of  the  works ;  in  large  cities 
the  average  cost  is  10  cents  per  ton  of  wet  sludge. 
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22  At  Worcester,  Mass.,  about  18,000,000  gal.  of  sewage  a  day  is 
received  at  the  (»hemical  precipitation  works.  There  are  added  55.5 
lb.  of  lime  to  each  1000  gal.  of  sludge  which  contains  on  an  average 
about  90  per  cent  moisture  when  pumped  from  the  tanks.  The  presses 
reduce  the  moisture  to  about  70  per  cent  and  0.1^7  tons  of  sludge  cake 
are  obtained  from  each  cubic  yard  of  the  wet  sludge.  The  pressed 
cake  is  hauled  in  electrically  propelled  cars  about  a  mile  and  disposed 
of  for  filling  low  waste  land. 

23  Another  mechanical  method  of  dewatering  sludge  is  by  meanfi 
of  centrifuges  which  occupy  less  space  than  presses  and  do  not  require 
the  addition  of  lime  to  the  sludge.  Such  machines  are  continuous  in 
action  and  the  work  of  extracting  the  moisture  consists  of  two  distinct 
and  constantly  repeated  periods.  During  the  first  period  the  wet 
sludge  is  introduced  into  the  machine  and  by  the  action  of  centrifugal 
force  the  moisture  content  reduced.  During  the  second  period  the 
sludge  thus  partly  dried  is  automatically  ejected.  The  final  product 
contains  about  60  per  cent  moisture  and  occupies  about  one-eightb 
the  volume  of  the  wet  sludge. 

24  The  largest  installation  of  these  machines  is  in  Frankfurt-on- 
Main,  Germany,  where  the  sewage  of  400,000  people  is  subjected  to 
plain  sedimentation  and  about  310  tons  of  wet  sludge  90  per  cent 
moisture  obtained  per  diem.  The  sludge  is  pumped  to  overhead  reser- 
voirs and  kept  agitated  by  revolving  paddles.  From  thence  it  is  fed 
to  8  centrifugal  driers  capable  of  handling  3.25  cu.  yd.  of  wet  sludge 
a  day  of  10  hours;  after  drying,  it  is  carried  by  a  conveyor 
through  a  tunnel  heated  by  the  exhaust  gases  from  the  power  station 
and  as  a  20  per  cent  moisture  mass  resembling  soft  coal  of  a  gray 
color  is  mixed  with  garbage  and  both  disposed  of  by  destructors,  the 
steam  being  used  for  generating  electricity  for  power  and  lighting. 

DIGESTION   OF  SLUDGE 

25  In  the  methods  of  sludge  handling  above  described  efforts  were 
directed  toward  preventing  the  dissemination  of  the  foul  odors  from 
the  wet  mass.  Within  recent  years  much  thought  has  been  given 
to  devise  processes  of  treatment  by  the  digestion  of  the  putrescent  mat- 
ters to  produce  an  inoffensive  sludge  both  as  withdrawn  from  the 
tanks  and  during  drying. 

26  One  of  the  methods  to  accomplish  this  purpose  is  to  remove 
the  freshly  deposited  sludge  from  the  sewage  sedimentation  tanks  at 
intervals  and  place  it  in  separate  tanks.    Usually  a  scum  forms  upon 
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the  surface  beneath  which  more  or  less  active  fermentation  and  de- 
composition develops.  New  sludge  is  added  and  digested  sludge  with- 
drawn from  time  to  time  and  placed  upon  underdrained  sand  or  cinder 
beds  for  drying.  On  account  of  the  digestion  of  the  sludge  it  dries 
more  rapidly  and  is  much  less  offensive  than  when  fresh. 

27  This  method  of  sludge  handling  is  now  in  use  at  Baltimore, 
Md.y  where  the  sewage  is  freed  of  its  settleable  solids  in  large  tanks. 
The  accumulated  sludge  is  removed  at  intervals  by  centrifugal  pumps 
and  discharged  into  adjacent  concrete  tanks  where  considerable  di- 
gestion occurs  as  indicated  by  the  continuous  ebulition  of  gas  which 
is  inoffensive.    At  first  the  sludge  was  withdrawn  from  the  digestion 
tanks  and  dried  upon  underdrained  sand  beds.    It  could  be  removed 
in  a  much  shorter  time  than  undigested  sludge  and  but  little  offense 
was  created.    At  the  present  time,  the  wet  sludge  from  the  digestion 
tanks  is  being  sold  to  farmers  for  use  on  trn(^k  farms.     The  same 
method  of  separate  sludge  digestion  is  in  use  at  Birmingham,  England, 
the  dried  material  being  used  to  fill  in  a  deep  ravine  between  railway 
fills. 

28  For  the  last  20  years  it  has  been  known  that  the  retention  of 
sludge  in  the  tank  in  which  it  is  deposited,  which  is  known  as  the 
septic  treatment  of  sewage,  resulted  in  the  reduction  of  the  bulk  and 
offensiveness  of  the  sludge,  but  experience  showed  that  while  the  sludge 
was  benefitted,  the  water  leaving  the  tank,  known  as  the  effluent,  was 
seriously  fouled  by  the  decomposition  of  the  organic  matter  in  the 
sludge.  The  first  attempt  to  obviate  this  fouling  of  the  effluent  was  the 
digestion  of  the  sludge  in  a  separate  tank  above  described.  Another 
attempt  was  made  by  Dr.  Travis  at  Hampton,  England,  who  built 
a  septic  tank  divided  into  upper  and  lower  compartments;  four-fifths 
of  the  sewage  was  passed  through  the  upper  part  and  the  sludge  settled 
through  slots  into  the  lower  part  through  which  the  remaining  one- 
fifth  of  the  sewage  flowed.  Thus  four-fifths  of  the  sewage  remained 
fresh  but  when  the  foully  contaminated  one-fifth  was  added  to  the 
tank  effluent  it  frustrated  the  purpose.  Furthermore,  the  passage  of 
sewage  through  the  lower  part  maintained  conditions  favorable  to  the 
development  of  sulphur  bacteria  and  produced  a  malodorous  sludge. 

29  The  separation  of  the  digesting  sludge  from  the  settling 
sewage  was  adopted  by  Dr.  Imhoff  of  Essen,  Germany,  with  the  fol- 
lowing essential  modifications : 

a  The  slot  between  the  upper  and  lower  compartments  was  so 
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made  that  the  gas  bubbles  formed  in  tlie  decompoosg 

sludge  could  not  rise  into  the  settling  sewage. 
b  No  sewage  was  allowed  to  flow  throngli  the  lower  or  slodge 

chamber, 
c  The  walls  of  the  lower  chamber  were  carried  up  throng  and 

above  the  water  surface  of  the  upper  compartment  so  thii 

the  gas  could  have  a  free  vent. 


Fio.  2    CoNSTBUcnoN  or  Euscheb  Tank 

d  The  capacity  of  tlie  lower  chamber  was  made  sufficient  that 
sludge  could  be  retained  as  long  as  six  months  before  witfa- 
drawal. 

30  Two-story  tanks  of  tliis  type  arc  known  as  Emscher  or  ImhoS 
tanks.  Their  extensive  introduction  in  Germany  and  America  is  due 
to  the  fact  that  when  properly  operated  they  efficiently  free  the  axwaff 
of  its  settleable  solids,  yield  a  fresh  inodorous  effluent,  produce  sludge 
that  is  inodorous,  of  low  water  content  and  consequent  small  bnlk,  utd 
^hich  dries  more  quickly  than  any  other  kind  of  sewage  aladge 

31  The  principles  involved  in  the  construction  of  the  EmBcho 
tanks  are  shown  in  Fig.  2.  The  sewage  to  be  settled  flows  longi- 
tudinally through  the  tank  in  the  cross-section  marked  A;  the  solids 
which  settle  upon  the  sloping  bottom  B  slide  down  through  the  skits  C 
into  the  sludge  chamber  D.  The  gases  of  decomposition  are  prevented 
from  entering  the  upper  chamber  by  the  gas  baffle  S  but  find  free  exit 
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^h  the  sides  at  F,  m  which  also  a  scum  forms.  A  pipe  0  extends 
the  bottom  of  the  sludge  compartment  to  the  outside.  A  quick 
ag  valve  at  U  located  at  a  distance  of  over  3  ft.  below  the  water 
^e  in  the  tank  permits  the  discharge  of  the  digested  sludge  by 
static  pressure  without  any  pumping.  The  sludge  is  placed  upon 
rying  bed^  which  is  composed  of  a  layer  of  fine  sand  supported 
ayer  of  cinders  or  pebbles  and  underdrained  by  the  tile. 
I  When  such  a  tank  is  first  put  in  operation  it  is  entirely  filled 
sewage ;  as  there  is  no  flow  through  the  sludge  compartment,  de- 
>sition  develops  therein  and  the  putrescent  matters  in  solution 
s  colloids  largely  destroyed.  The  sludge  deposited  in  the  lower 
irtment  is,  therefore,  covered  by  a  water  having  characteristics 
3nt  from  those  of  fresh  sewage  and  it  is  the  opinion  of  some  that 
}  the  cause  of  the  inoffensive  sludge  digestion.  The  gases  evolved 
these  conditions  are  principally  methane  and  carbon-dioxide, 
t  gases  while  in  the  sludge  are  under  a  hydrostatic  pressure  due 
i  depth  of  the  tank  and  when  the  sludge  is  withdrawn  upon  the 
g  bed  the  bubbles  expand,  lightening  the  mass  and  aiding  in  a 
ition  of  the  water  which  flows  to  the  bottom  and  is  carried  away 
3  drains  of  the  drying  bed.  The  digestion  of  the  sludge  also  re- 
its  sticky  tenacious  nature  and  facilitates  its  parting  with  the 

• 

•  In  normal  weather  sludge  from  a  matured  Emscher  tank  will 
n  sand  beds  in  from  3  to  5  days  to  a  consistency  fit  to  remove, 
sludge  from  septic  tanks  requires  at  least  2  weeks'  time,  and 
3  from  plain  sedimentation  tanks  will  require  about  8  weeks  in 
ter  and  at  least  twice  that  length  of  time  in  winter,  to  be  dry  and 
tnough  to  handle. 

Dried  Emscher  sludge -is  suitable  for  filling  low  land  or  use 
riculture,  particularly  in  lightening  heavy  soils,  as  it  is  very 
y  in  texture  due  to  the  entrained  gas.  But  experience  has 
istrated  that  the  use  of  air-dried  sludge  from  any  source  will  not 
esults  comparable  with  those  obtained  from  the  use  of  artificial 
zers. 

The  rapid  drying  of  sludge  digested  in  Emscher  tanks  allows 
•y  much  smaller  sand  beds  than  for  other  kinds  of  sludge;  in 
It  is  usual  to  provide  only  1  sq.  ft.  of  bed  for  each  three  persons 
ary  to  the  tank. 

i     The  first  full-sized  installation  of  Emscher  tanks  was  at 
inghausen,  Germany,  in  1907,  for  a  population  of  30,000.    The 
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marked  improvement  in  quality  of  tank  effluent  and  sludge  obtamed 
over  all  previous  types  of  sewage  tanks  led  to  the  adoption  of  the 
principle  at  first  in  Germany  and  later  in  this  country.  The  two 
largest  installations  are  at  Bochum  built  in  1908  for  145^000  people 
and  Essen  Nord  built  in  1911  for  a  population  of  180,000. 

37  In  America  this  type  of  tank  is  in  successful  operation  in  Phil- 
adelphia at  the  Pennypack  Greek  Sewage  Treatment  Works  built  in 
1910  as  a  protection  to  the  source  of  supply  of  the  Torresdale  water 
filters  which  furnish  three-fifths  of  the  city's  water.  The  plant  con- 
tains two  Emscher  tanks  designed  for  the  sewage  of  10,000  people. 
Notwithstanding  that  three  large  municipal  institutions  are  tributary 
to  these  tanks  which  add  large  quantities  of  fat  and  carbonaceous  ma- 
terial, the  digestion  of  the  sludge  has  been  so  complete  that  when  the 
sludge  drying  bed  is  entirely  covered  with  wet  sludge  exposing  6400 
sq.  ft.  there  is  no  offense  created.  The  tanks  also  maintain  the  sewage 
in  a  fresh  state,  so  that  when  it  is  sprayed  on  the  percolating  filters 
no  odors  are  produced. 

38  Emscher  tanks  are  now  being  operated  successfully  at  Atlanta, 
Ga.,  and  in  Batavia,  N.  Y. ;  they  are  also  being  installed  at  Baltimore 

.to  provide  increased  capacity  instead  of  enlarging  the  present  system 
of  sedimentation  and  separate  sludge  digestion. 

THE  IlECOVERY  OF  INGREDIENTS  FROM  SLUDGE  WHICH  MAY  HAVE  VALUB 

39  Sludge  contains  ammonia,  phosphoric  acid,  potash,  grease  and 
carbon.  Generally  speaking  these  ingredients  are  more  costly  to  re- 
cover than  they  are  worth.  It  has  been  estimated  that  the  manurial 
value  in  the  excreta  of  one  person  in  a  year  is  $2.62,  but  in  the  dilute 
sewage  of  America  this  would  be  contained  in  about  36,000  gal.  of 
water.  If  this  material  is  deposited  aS  sludge  of  90  per  cent  moisture 
it  would  weigh  about  1720  lb.  per  cu.  yd.,  and  each  cubic  yard  would 
contain  only  about  80  lb.  of  organic  matter,  of  which  only  a  part  haa 
any  monetary  value. 

40  The  problem  of  recovering  the  valuable  ingredients  in  sewage 
sludge,  therefore,  involves  the  use  of  economical  and  efficient  processes 
for  drying  or  pressing  to  reduce  the  bulk  for  transportation;  also  in 
order  to  recover  the  grease  in  sewage  with  present  methods,  it  is 
necessary  to  have  the  sludge  in  a  very  dry  condition. 

41  Dr.  MacLean  Wilson,  chief  inspector  of  the  West  Riding  of 
Yorkshire  Rivers  Board,  who  has  charge  of  the  disposal  of  sewage 
from  3,000,000  persons  located  in  the  center  of  England,  in  reporting 
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m,  the  utilization  of  sludge^  takes  a  hopeful  view  of  utilizing  that 
irt  of  the  valuable  ingredients  of  sewage  which  can  be  extracted  in 
le  fonn  of  sludge.  An  early  solution  of  this  problem  lies^  in  his 
)inion^  in  the  fact  that  there  are  many  capable  experimentors  at  work 

I  the  effort  to  prevent  the  waste  at  a  cost  which  permits  the  sludge  to 
!  prepared  and  transported  in  a  condition  profitable  to  agriculturists. 

42  H.  W.  Clark,  Chemist  of  the  Massachusetts  State  Board 
Health,  in  charge  of  the  Lawrence  Experiment  Station,  as  a  result 
his  study  expresses  the  opinion  that  sludge  has  some  value  and  as 
3  processes  of  drying,  pressing,  and  fat  separation  are  improved  and 
nitrogen  advances  in  price,  it  seems  inevitable  that  sewage  sludge 

II  become  of  greater  agricultural  value  than  it  is  at  present,  es- 
nally  as  the  basis  of  fertilizers  enriched  by  the  addition  of  potash, 
yephates,  etc. 

43  The  Metropolitan  Sewerage  Commission  of  New  York  City, 
er  an  exhaustive  study  of  the  question  of  utilization  of  sludge,  does 
t  encourage  the  belief  that  any  great  profit  can  be  derived,  except  in 
168  where  the  nitrogen  or  fats  are  abnormally  high.  It  states  that 
ier  other  conditions,  past  attempts  to  secure  anything  more  than  a 
minal  revenue  have  as  a  rule  resulted  in  failure.  The  crux  of  the 
)blem  is  the  separation  of  the  water  and  the  concentration  of  the 
uable  ingredients.  This  is  necessarily  costly  whether  done  mechan- 
lly  or  by  the  direct  action  of  the  heat. 

44  For  many  years  the  so-called  Globe  Fertilizer  has  been  manu- 
tured  from  sewage  sludge  at  Glasgow  where  the  sewage  is  precipi- 
ed  with  lime  and  ferrous  sulphate.  Most  of  the  sludge  is  sent  to 
,  but  part  is  pressed  and  dried  by  heat,  passed  through  a  pug  mill 
1  sold  as  fertilizer. 

45  The  Royal  (;oniniission  of  Kn<^laiul  states  tliat  it  is  more 
momical  to  sell  pressed  cake  than  to  make  the  fertilizer  and  less  is 
ng  made  each  year. 

46  Bradford  is  the  center  of  the  wool  industry  in  England  and 
ge  quantities  of  wool-washing?  waters  arc  added  to  the  sewers 
Lonnting  to  one-tenth  of  the  total  amount  of  sewage,  which,  there- 
«,  contains  abnormally  large  amounts  of  grease.  The  sludge  is 
it  treated  with  sulphuric  acid  and  then  heated  to  212  deg.  fahr.  It 
then  pressed  hot  and  grease  mostly  obtained  in  the  hot  press  liquor 
ich  is  then  boiled  with  chemicals  and  the  resultant  grease  sold  at 
»m  $35  to  $50.50  per  ton.  Excluding  certain  fixed  charges,  it  is 
imed  that  the  recovery  of  the  grease  is  done  at  a  profit. 
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47  Enlargement  in  the  capacity  of  the  Birmingham  Sewtge 
Works  for  handling  sludge  is  contemplated  by  the  use  of  the  Did- 
son  process  as  it  was  worked  at  the  Dublin  Sewage  Outfall  Workt. 
^'In  tills  method  of  handling  sludge  about  0.5  per  cent  of  yeast  is  added 
to  the  sludge  as  removed  from  the  tanks  and  the  mixture  pumped 
through  a  heater  which  consists  in  a  number  of  pipes  placed  in  the 
path  of  the  hot  air  from  the  furnace  to  fermenting  troughs  in  the 
bottom  of  which  are  hot  air  ducts  to  keep  the  fermenting  sludge  it 
about  90  deg.  fahr.  In  M  hours,  as  a  result  of  the  fermentation, 
there  is  a  distinct  separation  of  water,  the  sludge  at  a  density  of 
about  83  per  cent  occupying  the  surface  while  the  water  can  be 
readily  drained  away  beneath.  A  compound  of  phosphates  and  potuh 
in  about  equal  proportions  by  weight  of  sludge  and  compound  based 
on  dry  solid  matter  is  then  added  and  the  mixture  containing  about 
73  per  cent  water  is  then  pumped  to  the  dryer,  which  consists  of 
a  cylindrical  vertical  casing  containing  a  series  of  arms  and  plat- 
forms revolving  upon  a  central  shaft  and  between  fixed  arms  and 
platforms.  Air  at  a  temperature  of  about  450  d^.  fahr.  is  blown 
into  the  dryer  at  the  bottom  and  passes  out  the  top.  The  dried 
mixture  falls  into  a  disintegrator  which  beats  it  up  into  a  powder, 
which  would  be  used  as  fertilizer.*' 

48  Experiments  made  in  the  Philadelphia  Sewage  Testing  Sta- 
tion in  burning  several  kinds  of  dried  sludge  and  in  mixing  wet 
sludge  and  fine  coal  which  was  burnt  when  dried  confirm  the  ac- 
cepted conclusion  that  while  sludge  when  dried  has  a  certain  value 
as  fuel,  which  is  infiuenced  by  the  source  and  amount  of  moisture 
which  it  contains,  it  is  not  practicable  to  recover  completely  this 
calorific  value  in  actual  amounts  of  water  evaporated  by  the  burning 
of  the  sludge. 

49  Where  refuse  disposal  plants  and  sewage  treatment  worb 
are  located  in  close  proximity  to  each  other,  an  opportunity  is  offered 
for  the  advantageous  disposal  of  sewage  sludge  by  burning  it  with 
refuse.  This  is  now  being  accomplished  at  Frankfort-on-Hain, 
Germany,  already  referred  to. 

50  The  manipulation  of  sludge  so  as  to  utilize  the  calorific 
value  has  also  been  the  subject  of  experimentation  in  Germany, 
followed  by  the  installation  of  full-sized  plants.  Two  notable  plants 
are  those  at  Ober-Schoneweide,  and  at  Potsdam,  both  near  Berlin. 

51  In  the  former,  layers  of  sludge  of  60  per  cent  moisture  and 
culm  or  dust  of  brown  coal  are  run  into  a  gas  producer,  and  utiliied 


GEOBGE  8.    WEBSTER  599 

nm  a  60  h.p.  gas  motor  generating  electric  energy  used  for 
wer  and  lighting  about  the  plant  and  adjacent  street  lighting, 
e  report  of  operation^  based  upon  the  possible  sale  of  all  power 
2^  cents  per  kw-hr.,  for  the  plant  in  question,  shows  a  profit 
50  per  cent  on  the  net  cost  of  production,  exclusive  of  interest  on 
ested  capital.  The  fact  of  the  construction  of  typical  four-story 
LTtments  across  the  street  from  the  plant,  after  the  installation, 
^es  well  for  the  maintenance  of  sanitary  conditions. 

52     In  the  other  case,  that  of  Potsdam,  the  brown  coal  is  added 

the  proportion  of  1  part  coal  to  8  of  sludge,  in  the  sedimentation 

>ce88,  also  about  150  grams  of  sulphate  of  iron  per  cubic  meter 

sewage.     These  contribute  to  the  separation  of  the  solids  from 

*  liquids.    The  sludge  thus  produced  is  pressed  into  briquettes  of 

per  cent  moisture  having  a  heat  value  of  1500  imits.    The  bri- 

ettes  form  the  only  fuel  in  a  city  electric  plant  in  an  adjoining 

ilding.     It  is  said  that  the  cost  of  briquetting  about  equals  the 

lue  of  the  electric  energy,  the  benefit  being  the  innocuous  disposal 

sludge  without  cost. 

53  Experiments  are  to  be  made  at  Birmingham,  England,  to 
ilize  the  air-dried  sludge  by  burning  it  in  specially  constructed 
maces  in  order  to  obtain  heat  for  the  separate  digestion  of  about 
le-sixth  of  tlie  wet  sludge  by  the  new  yeast  fermentation  process 
eviously  mentioned. 

THE  PROBLEM  IN  PHILADELPHIA 

54  The  problem  of  sewage  disposal  confronting  the  City  of 
biladelphia  is  to  collect  and  treat  the  sewage  so  as  to  prevent  the 
>llntion  of  the  source  of  water  supply  and  to  maintain  the  rivers 
id  streams  in  a  clean  condition. 

55  To  accomplish  this  it  is  proposed  to  collect  the  sewage  and 
:st  flush  of  the  rainfall  from  the  present  sewer  system  and  convey 

to  three  treatment  works,  at  two  of  which  the  solids  will  be  re- 
oved  by  two-story  sedimentation  tanks  of  the  Emscher  type.  The 
Loroughly  digested  sludge  removed  from  the  tanks  will  be  dried  on 
lecially  prepared  beds  and  used  for  filling  low  ground  adjacent  to 
le  works,  this  being  the  most  economical  and  at  the  same  time 
ost  inoffensive  way  of  disposing  of  the  settleable  solids  in  the 
wage  under  the  conditions  which  prevail  in  that  city.  At  the 
lird  station,  where  a  comparatively  small  amount  of  sewage  wil\ 
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be  collected^  for  the  present^  fine  screening  will  be  adopted  and  the 
resultant  sludge  incinerated. 

56  The  most  serious  part  of  the  problem  of  sewage  disposal  is 
the  handling  of  the  sludge  which  results  from  every  known  method 
of  treatment.  It  is  possible  that  in  the  future,  in  order  to  meet 
higher  standards  of  hygiene  and  cleanliness,  methods  may  be  de- 
vised for  intercepting  sewage  solids  as  near  their  place  of  origin  as 
possible  and  before  they  have  become  offensive,  and  also  to  recover 
practically  all  of  their  ingredients  which  have  value  prior  to  their 
breaking  up  and  in  part  entering  into  solution. 

57  This  prompt  removal  of  organic  matter  from  sewage  will 
also  aid  greatly  in  the  prevention  of  the  pollution  of  the  water 
courses,  and  will  tend  to  promote  the  public  health  and  comfort 

DISCUSSION 

Calvin  W.  Hexdbick*  (written).  The  question  of  sludge  has 
been  and  always  will  be  one  of  the  most  serious  difficulties  to  contend 
with  in  sewage  disposal  plants,  and  I  consider  that  the  section  of  the 
paper  treating  of  sludge  digestion  is  well  handled. 

In  our  plant  at  Baltimore,  we  feel  we  have  come  as  near  a  satis- 
factory solution  of  the  sludge  question  as  in  any  plant  that  I  know  of. 
Our  plant  is  well  located  and  is  operated  entirely  by  electricity  pro- 
ducked  by  the  flow  of  the  sewage,  enabling  the  sludge  to  be  handled 
l)y  sludge  pumps  at  a  minimum  cost.  With  this  power  available,  the 
sludge  is  moved  from  the  separation  tank  to  the  digesting  tank  at 
frecjuent  intervals  before  the  digestion  in  the  separation  tanks  becomes 
a  factor.  We  are  also  able  to  deliver  the  digested  sludge,  at  about  90 
per  cent  moisture,  to  our  customers  by  gravity,  reducing  the  cost  of 
delivery  to  practioally  nothing.  When  our  supply  runs  ahead  of  the 
demand,  so  far  not  of  large  quantity,  we  pass  the  liquefied  sludge  to 
undenlrained  sand  beds,  where  it  is  dried  and  sold  as  fertilizer.  In  this 
way  we  are  selling  sludge,  both  licjuefied  and  dry,  as  rapidly  as  we  are 
manufacturing  it. 

The  sludge  produced  in  our  separation  digestion  tanks  is  about 
4  cu.  ft.  of  90  i>er  cent  sludge  per  person  per  annum.  We  are  rapidly 
connecting  up  the  houses  to  our  new  system,  about  60,000  out  of  about 
135,000  l)eing  already  connected.  It  might  also  be  of  interest  to  know 
that  in  cmr  elTorts  to  produce  a  market  for  this  sludge,  we  have  tried 

H'h.  Engr.,  Sewajje  (.^oinniiaaion,  Baltimore,  Mil. 
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to  meet  all  the  conditioTis  of  the  demand.  Some  are  taking  the  sludge 
at  90  per  cent  moisture;  some  require  it  in  the  dried  state  as  removed 
from  the  sand  beds  mentioned  above,  and  others  who  are  considering 
using  it  as  a  commercial  filler  in  fertilizers  desire  the  moisture  brought 
down  to  about  15  or  20  per  cent.  By  the  use  of  a  centrifugal  drying 
apparatus,  known  as  a  direct  heat  dryer  and  consisting  of  a  revolving 
steel  drum  36  in.  in  diameter  and  24  ft.  long,  through  which  the 
furnace  gases  pass  and  come  in  contact  with  the  material  being  dried, 
we  have  been  able  to  extract  the  moisture  down  to  about  18  per  cent. 

The  ammonia  in  the  sludge  from  the  sand  beds  amounts  to  3  per 
cent,  and  in  that  from  the  direct  heat  dryer,  1.8  per  cent. 

As  this  is  an  era  of  by-products,  T  cannot  help  but  feel  that  energy 
should  be  concentrated  into  utilizing  the  valuable  ingredients  con- 
tained in  the  sludge  which  the  land  so  badly  needs.  We  therefore  feel 
that  in  being  able  to  dispose  of  practically  all  the  sludge  we  are  manu- 
facturing, giving  us  a  handsome  revenue,  we  have  taken  a  most  satis- 
factory step  in  this  direction. 

William  L.  lyOLiER.  The  author  has  aptly  defined  the  problem 
of  sewage  disposal  in  his  conclusions  in  par.  56. 

Methods  of  intercepting  sewage  solids  near  their  origin  are  avail- 
able and  are  becoming  more  and  more  recognized  and  adopted. 

The  value  of  the  ingredients  is  lost  with  the  comminution,  dis- 
integration and  dissolution  of  the  solids.  The  prompt  removal  of 
organic  matter  prevents  an  unnecessary  and  undesirable  fouling  of 
the  sewage  flow.  In  this  connection  the  speaker  has  in  mind  the  dis- 
charge of  certain  long  and  expensive  intercepting  and  outfall  sewers, 
built  with  the  object  of  discharging  the  sewage  at  some  remote  point; 
the  result  is  the  solids  are  so  comminuted  and  dissolved,  and  the  entire 
flow  subjected  to  such  foul  and  septic  action,  as  to  finally  discharge 
the  sewage  in  a  condition  which  is  practically  beyond  treatment. 

In  the  handling  of  digested  sludge,  it  has  been,  and  is,  a  common 
practice  to  use  sludge  beds,  which  are,  at  best,  a  local  nuisance.  The 
working  or  age  limit  of  these  beds,  before  they  become  impregnated, 
is  now  a  recognized  feature.  The  care  and  maintenance  of  the  beds 
must  be  of  the  highest  order  or  failure  is  experienced ;  increased  area 
is  annually  necessary.  The  cost  of  handling  the  sludge  on  and  oflE  the 
beds  is  a  considerable  item.  In  America,  particularly  in  its  northern 
countries,  climatic  conditions  must  be  considered,  as  the  winters 
necessitate   the   additional    cost   of   providing   sludge    tank   storage 
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These  facts  and  features^  existing  in  sludge  bed  practice,  have 
urged  the  mechanical  treatment  of  sludge.  At  Frankfort-on-MaiD, 
Germany,  centrifugal  machines  have  accomplished  effective  work,  but 
their  first  cost,  up-keep  and  operating  costs  are  excessive.  The  in- 
troduction of  that  type  of  centrifugal  into  America  has  not  met  with 
success.  Mechanical  engineers  recognize  that  the  machines  are  too 
complicated  in  design  and  construction  and  are  too  costly. 

The  efforts  of  French  engineers  to  simplify  centrifugal  shdgp 
machines,  have,  as  has  been  demonstrated  at  Ostend,  Belgium,  not 
been  a  success.  While  the  machines  at  Ostend  are  very  much  simpler 
in  design  than  those  in  Germany,  the  burden  of  work  falls  upoD  the 
operator,  who  must  be  quite  skilled  in  the  handling  of  the  machine, 
with  the  result  that  operating  costs  are  excessive. 

The  rotary  sludge  filter,  which  has  lately  been  developed  abroad 
and  is  now  exploited  to  some  extent  in  America,  promises  to  lessen 
both  first  and  operating  costs,  and  represents  a  furi;her  step  in  me- 
chanical treatment  of  sludge. 

Dig€fsted  sludge  possesses  no  great  manurial  value,  it  having  been 
spent  in  digestion.  At  best,  some  little  humus  may  be  added  to 
land  by  the  use  of  digested  sludge,  but  the  objectionable  feature  is 
that  the  grease  remains  in  the  digested  sludge  and  is  an  objectionable 
ingredient  for  agriculture  use.  Land  will  not  submit  to  continued 
applications  of  digested  sludge,  and  the  latter  has,  therefore,  prac- 
tically no  value.  Its  frequently  asserted  use  in  fiUing-in  low  lands 
is  nothing  more  than  a  mere  disposal  of  the  sludge ;  the  lands  are  in- 
variably so  located  as  to  be  of  no  value  when  filled  in. 

The  problem  referred  to  in  par.  41  is  the  problem  of  sewage  dis- 
posal. It  is  admitted  that  sewage  solids  carry  value  in  manurial  in- 
gredients and  grease.  The  agriculturist  does  not  want  the  grease  and 
objects  to  it.  He  does  want  the  manurial  ingredients  in  a  reduced  or 
concentrated  volume.  The  manurial  values  at  most  are  not  great 
and,  when  diluted  with  from  70  to  90  or  more  per  cent  of  water, 
are  not  worth  the  expense  of  handling.  This  applies  particularly  to 
digested  sludge. 

Grease  from  sewage  solids  will  sell  at  from  $40  to  $60  per  ton; 
the  agriculture  residue  will  sell  at  from  $6  to  $15  per  ton  in  a  com- 
paratively dry  state.  Hence,  the  method  of  recovering  the  greatest 
amount  of  these  values,  consistent  with  first  and  operating  costs,  or 
that  method  producing  the  maximum  amount  of  solids  with  the 
minimum  water  content,  bids  fair  to  be  the  approved  method. 
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The  author  specifically  mentions  in  par.  3  two  methods  of  re- 
Qoval  of  solid  matter — screens,  which  must  be  accepted  as  fine  screens, 
nd  sedimentation.  Sedimentation  produces  sludge,  while  screens 
produce  screenings.  Sludge  contains  90  or  more  per  cent  of  water 
Lud  the  manurial  values  are  spent.  Screenings  contain  80  or  less 
>er  c»ent  of  water,  and,  being  fresh,  the  manurial  values  are  not  spent. 

Referring  to  the  curve.  Fig.  1,  of  increase  in  volume  with  addi- 
ional  water  content,  screenings  carrying  80  or  less  per  cent  of  water 
xmtent  as  compared  with  sludge  at  90  and  usually  higher  per  cent 
rf  water  content,  represents  approximately  an  increase  of  four  times 
he  volume  of  sludge  over  screenings. 

The  Massachusetts  State  Board  of  Health  states  fine  screens  have 
•emoved  71  per  cent  of  matter  in  suspension  from  sewage.  Abroad 
we  have  numerous  records  showing  a  removal  of  solids  from  sewage 
)y  fine  screens  ranging  from  32  to  8\2  and  higher  per  cent,  wliich 
ndicates  the  effectiveness  of  fine  screens.  Past  experience  with  fine 
screens  throughout  the  United  States  has  not  been  generally  success- 
"ul  or  satisfactory  due  to  the  mechanical  design  or  construction  of  the 
ipparatus. 

At  Dresden,  Bremen,  and  other  installations  in  Germany,  a  type 
)f  disc  screen  appears  not  only  to  clarify  as  a  screen  but  as  a  filter, 
ind  thus  appears  to  remove  a  maximum  amount  of  solids.  This  type 
)f  screen,  operating  on  an  inclination  in  the  fiow  of  sewage  with  a 
jlow  rotary  motion,  skims  from  the  sewage  a  maximum  amount  of 
^ease.  The  design  of  this  disc  screen  permits  draining  of  the  screen- 
ngs  before  they  are  removed  from  the  screen.  The  removal  by  a  brush 
jvithout  water  jet  insures  a  minimum  amount  of  water  content  in 
screenings.  Such  a  screen  accomplishes  in  a  most  remarkable  manner 
:he  requirements  set  forth  by  Dr.  Wilson  as  the  solution  of  the  prob- 
em  of  sewage  treatment. 

At  Dresden,  the  raw  screenings  have  been  promptly  sold  at  a  net 
return  of  $500  per  year  to  the  community.  Laboratory  tests  showed 
the  grease  content  to  average  8  per  cent  in  the  sunmier  and  12  per 
[jent  in  the  winter.  Further  laboratory  tests  and  a  subsequent  in- 
stallation of  a  commercial  plant  demonstrate  a  satisfactory  by-product 
treatment.  The  raw  screenings,  grease  recovered  and  degreased 
screenings  sold  in  a  dry  state  as  fertilizer  product  at  a  return  of 
J2,000  per  yr.  for  the  same  volume  of  screenings  which  were  formerly 
sold  in  a  raw  state  at  $500  per  yr. 

Methods  of  disposing  of  sludge  by  burning  it  with  refuse  are  in 
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many  cities  a  commou  proposition^  and  our  consulting  engineers  and 
municipal  autliorities  should  confine  in  one  treatment  plant  the  diir 
position  of  garbage^  refuse  and  rubbish,  and  the  treatment  of  sewage. 
There  is  no  good  reason  why  these  should  be  treated  separately,  ami 
for  many  reasons  they  should  be  combined  in  one  plant. 

The  Author.  I  will  make  but  a  very  few  remarks  in  closing, 
but  I  do  want  to  say  that  whatever  process  is  used  in  treating  sewage 
or  caring  for  sludge,  the  plants  are  not  automatic  and  must  be  main- 
tained, and  if  we  are  to  prevent  odors,  either  in  the  sewage  or  in  the 
sludge,  there  must  be  a  constant  maintenance  at  all  times  on  the 
ground.  I  do  not  want  to  make  any  of  my  remarks  misleading,  that 
a  plant  can  be  put  up  and  run  automatically.  It  must  be  intelligently 
maintained,  whatever  method  is  used  in  screens,  tanks  or  chemical 
treatment. 
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SOME  FACTORS  IN  MUNICIPAL 

ENGINEERING 
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Member  of  the  Society 

The  role  which  the  engineer  is  to  play  in  the  development  of  our 
municipalities  will  depend  primarily  upon  the  attitude  taken  by  the 
profession  as  a  whole  toward  what  appears  to  be  a  wonderful  present 
opportunity  and  also  upon  the  ability  with  which  the  work  of  the 
engineer  is  brought  to  the  attention  of  the  public.  There  is  no  real 
reason  why  municipal  engineering  should  not  be  made  to  comprise 
most  municipal  imdertakings. 

2  The  test  by  which  the  role  of  the  engineer  is  to  be  determined 
will  be  the  development  in  our  profession  of  a  genuine  spirit  of  public 
service.  The  community  is  apparently  ready  to  accord  the  engineer  a 
leadings  perhaps  a  controlling  part,  if  the  engineer  will  consider  that 
in  every  decision  and  act  there  shall  be  the  clearest  possible  recognition 
of  the  public  interest.  We  should  remember  that  democracy  can  use 
the  engineer  without  giving  him  either  a  leading  or  controlling  hand 
in  affairs.  This  use  of  engineers  has  been  conclusively  demonstrated 
by  public  utilities  companies,  especially  during  the  last  thirty  years. 
In  most  of  our  larger  cities  during  this  period  there  have  been  operat- 
ing one  or  more  so-called  ^T)ig  business"  men  who  have  built  large 
fortunes  and  a  certain  kind  of  fame  in  the  development  of  enterprises 
m  which  engineering  was  an  important  factor  and  in  which  it  should 
have  been  the  paramount  and  controlling  factor. 

3  In  these  enterprises  engineers  have  necessarily  been  used,  but 
not  in  a  leading  or  controlling  capacity.  It  would  probably  require 
considerable  research  to  get  the  names  of  the  engineers  used  by  Charles 
Yerkes  in  Chicago ;  by  Martin  Maloney  in  Philadelphia ;  by  Anthony 
N.  Brady  in  New  York  and  by  Patrick  Calhoun  in  San  Francisco.  As 
a  profession  we  may  as  well  face  this  problem  and  decide  whether  in 
the  further  upbuilding  of  our  cities,  we  are  to  so  serve  democracy  as  to 
be  warranted  in  demanding  and  to  be  entitled  to  receive  a  position 
comparable  to  the  real  importance  of  our  work. 

Presented  at  the  Annual  Mootinjr,  Deeemhcr  1014,  of  The  American  So- 
ciety OP  Mechanical  Engineers. 
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4  Difficult  as  it  is  for  some  to  realize  it,  democracy  will  not  ulti- 
mately be  deceived.  In  the  long  run  democracy's  sense  of  values  is 
unerring  and  that  profession  which  considers  only  its  own  and  its 
clients  interests  without  a  proper  regard  for  those  of  the  general  public 
will  be  accorded  the  same  position  which  history  has  always  given  those 
who  are  led  by  no  higher  star  than  self  interest,  however  enlightened 
that  self  interest  may  be. 

5  These  suggestions  out  of  my  personal  experience  are  offered  in 
a  spirit  of  the  fullest  optimism.  I  firmly  believe  that  the  engineering 
profession  is  rising  to  meet  its  broader  responsibilities  with  perhaps  an 
even  more  quickened  pace  than  that  which  during  recent  years  has 
wrought  such  sweeping  changes  in  the  medical  profession  and  that  of 
architecture.  As  with  everything  that  is  worth  doing,  however,  our 
course  is  fraught  with  dangers. 

6  There  are  certain  kinds  of  engineering  in  which  financial  and 
almost  all  other  kinds  of  preferment  depends  on  an  attitude  of  mind 
which,  while  not  necessarily  anti-social  does  not  provide  sufficient  op- 
portunity for  entertaining  a  virile  public  point  of  view.  As  a  repre- 
sentative of  public,  rather  than  private  interest,  it  is  my  duty  in 
choosing  the  advisers  of  the  city  which  I  have  the  honor  of  serving  to 
satisfy  myself  not  only  as  to  the  ability  of  those  we  employ,  but  also 
as  to  their  disinterested — yes,  their  public  point  of  view. 

7  No  matter  how  able  a  man  may  be,  how  broad  his  experience 
nor  how  high  his  standing,  his  service  to  those  who  employ  him  must 
at  all  times  be  consistent  with  the  public  interest  if,  from  my  point  of 
view,  he  is  to  be  available  for  public  employment. 

8  Judged  by  this  standard,  there  are  in  certain  fields  of  engineer- 
ing almost  no  engineers  who  are  at  present  available  for  the  service  of 
the  public  and  who  at  the  same  time  have  had  sufficient  experience 
for  large  undertakings.  In  the  past  few  years  we  have  had  unusual 
opportunities  for  seeing  at  close  range  the  professional  attitude  of 
those  equipped  with  the  technical  knowledge  required  in  advisers  to 
cities  on  utility  matters.  It  has  been  practically  impossible  to  secure 
the  services  of  those  with  reputations  already  made  in  the  electrical 
field.  Some  of  our  experiences  could  be  considered  on  the  whole  rather 
amusing  were  it  not  for  the  fact  that  we  are  left  under  the  obvious 
conclusion  that  for  the  average  city  official  to  get  good  advice  on  these 
matters,  is  well  nigh  impossible.  What  is  more  objectionable  is  that 
this  condition  is  one  quite  generally  recognized  as  true  by  city  officials. 
We  hear  a  good  deal  of  complaint  on  the  part  of  engineers  that  as  a 
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profession  we  are  not  chosen  more  frequently  to  serve  on  pnblic  service 
commissions  and  for  similar  technical  work.  Perhaps  in  our  experi- 
ence may  be  found  at  least  part  of  the  reason  for  this  condition.  Of 
course  when  a  city  wants  advice  on  a  subject  such  as  this  the  matter 
is  usually  one  of  considerable  importance,  often  involving  large  sums 
of  money,  and  in  reaching  conclusions  the  city  official  should  not  be 
dependent  for  advice  on  Junior  members  of  the  profession. 

9  I  must  be  careful  to  emphasize  the  fact  that  no  criticism  of  any 
individual  is  embraced  in  these  remarks  and  that  I  am  simply  point- 
ing out  a  danger  almost- necessarily  confronting  the  engineering  of  an 
industry  dominated  by  financiers  having  no  knowledge  and  little  ap- 
preciation of  such  professional  standards  as  engineers  are  Supposed  to 
have. 

10  The  same  tendency  is  to  be  noted  in  other  branches  of  our 
profession.  An  eminent  authority  on  concrete,  who  is  in  intimate 
touch  with  the  men  who  are  practising  in  this  line,  was  recently  asked 
for  the  name  of  an  engineer  who  was  not  in  anyway  affiliated  with  the 
large  manufacturers  of  cement  and  after  considerable  study  was  able 
to  think  of  only  one  man.  There  is  nothing  necessarily  improper 
in  this  situation, — ^it  may  simply  mean  that  all  the  competent  men  in 
this  line  receive  retainers  from  manufacturers.  Some  months  ago  I 
wanted  to  retain  an  engineer  fully  posted  on  the  details  of  a  certain 
sub-division  of  railroad  operation.  It  was  extremely  difficult  to  find 
a  man  without  recognized  affiliations  which  would  preclude  his  reten- 
tion. Again  I  am  informed  that  there  are  no  asphalt  experts  who  do 
not  receive  retainers  from  the  manufacturers.  It  is  a  condition  which 
should  be  provocative  of  thought  by  engineers. 

11  The  conditions  reflected  in  these  statements  are  undoubtedly 
improving  and  as  we  recognize  the  dangers  with  which  the  very  ex- 
istence of  certain  branches  of  our  profession  have  been  threatened, 
necessary  and  remedial  steps  will  be  taken.  But  in  any  consideration 
of  the  opportunities  afforded  by  the  municipal  field  for  engineers  we 
cannot  ignore  such  basic  considerations. 

12  I  would  not  have  you  think  that  I  do  not  fully  appreciate  that 
our  present  situation  is  the  natural  outgrowth  of  the  fact  that  all  of 
the  foremost  engineers  have  become  prominent  through  the  service  of 
private  interests.  Public  employers  up  to  the  present  have  been  almost 
a  negligible  factor  in  furnishing  opportunity  for  employment  or  for 
the  making  of  a  reputation.  It  is  perfectly  natural,  and  it  is  in  accord 
with  former  ideals  that  engineers  should  feel  their  first  duty  to  be  to 
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these  private  employers.    But  Id  this  time  of  broader  and  deeper  aocUl 
consciousness,  it  seems  to  me  that  this  standard  must  change. 

13  The  point  I  wish  to  make  is  that  engineering  has  now  readied 
the  stage  of  development  where  it  has  become  a  profession  in  tihe 
highest  sense  of  the  word.  The  engineer  being  a  scientist^  his  re- 
sponsibility should  be  for  the  development  of  facts,  regardless  of  whose 
advantage  they  may  serve.  I  have  in  mind  that  the  service  of  an 
engineer  should  be  as  the  service  of  a  judge  and  as  opposed  to  the 
service  of  a  lawyer  who  confessedly  seeks  out  and  represents  the  inter- 
ests of  his  client,  and  often  ^^makes  the  worse  appear  the  better  cause.'' 
This  is  justified  by  the  fact  that  lawyers  are  not  scientists,  and  by  the 
assumption  that  there  shall  always  be  opposing  counsel. 

14  In  the  medical  profession  during  the  last  generation,  largely 
owing  to  the  enlightened  leadership  of  the  American  Medical  Associa- 
tion, there  has  been  inaugurated  a  great  forward  movement  with  the 
slogan  of  "preventive  medicine."  The  medical  profession  in  a  way 
seemed  to  launch  a  campaign  to  wipe  out  its  opportunity  for  a  liveli- 
hood. There  were,  and  I  suppose  still  are,  doctors  who  held  that  in  ad- 
vocating "preventive  medicine'^  the  profession  was  standing  in  its  own 
light.  The  profession,  however,  is  held  in  higher  esteem  than  ever 
before.  Under  the  new  conditions  there  is  a  broader  field  for  the 
activity  of  practitioners,  both  medical  and  surgical,  than  had  ever  be- 
fore been  available. 

15  On  the  contrary,  in  inviting  the  attention  of  our  profession 
to  the  municipal  field,  we  are  apparently  opening  the  door  of  oppor- 
timity  to  tens  of  millions  of  dollars  worth  of  work  which  is  not  now 
either  considered  engineering  nor  carried  on  by  engineers.  The  mu- 
nicipal field  is  almost  virgin  soil  so  far  as  engineering  is  concerned. 
As  recently  as  ten  years  ago  the  problem  of  snow  removal  which  is 
being  discussed  as  a  part  of  this  da/s  program,  was  so  absolutely  in 
the  hands  of  thumb  rule,  and  in  many  instances  even  of  inexperienced 
men,  that  it  is  probably  true  that  in  no  city  in  this  country  was  it 
being  attacked  either  by  engineering  methods  or  by  engineers.  Yet  it 
will  not  be  denied  that  on  work  of  this  kind,  in  which  one  city  spent 
nearly  $3,000,000  in  six  weeks  last  year,  there  is  in  reality  an  engineer- 
ing problem  of  considerable  magnitude. 

16  Tf  this  municipal  field  is  to  be  one  in  which  engineers  of 
ability,  sincerity  of  purpose  and  higli  ideals  are  to  find  a  permanent 
and  satisfactory  outlet  for  their  energies,  our  profession  acting  as  a 
profession  will  be  one  of  the  main  agencies  bringing  about  certain 
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andamental  changes  in  the  attitude  of  the  public.  In  the  minds  of 
X)  many  engineers,  participating  collectively  in  matters  pertaining  to 
innicipal  engineering  means  ^^getting  into  politics.'^  Architectural 
rork  being  a  part  of  the  business  of  The  Department  of  Public  Works 
a  Philadelphia,  we  have  had  the  cooperation  of  the  American  Institute 
f  Architects  and  of  its  Philadelphia  chapter  from  the  beginning.  We 
lave  made  many  demands  on  them  and  in  every  case  have  met  with 
[enerous  and  enthusiastic  response.  This  assistance  has  been  entirely 
.part  from  the  help  rendered  us  by  individual  architects.  We  have 
Lad  the  constant,  indefatigable  and  valuable  support  of  the  secretary 
)f  The  American  Society  of  Mechanical  Engineers  in  our  efforts  to 
naintain  the  highest  professional  standards  in  the  work  of  the  depart- 
nent.  But  engineering  bodies  as  such  have  given  us  no  assistance  and 
o  far  as  I  know  have  taken  no  part  in  the  discussion  of  federal,  state 
ind  municipal  engineering,  except  in  the  matter  of  conservation  which 
or  some  reason  is  considered  as  innocuous  from  an  engineering  stand- 
>oint  as  a  prayer-meeting. 

17  Many  municipal  engineers  in  this  country  are  beginning  to 
idopt  the  European  system  of  employing  non-residents  for  certain 
lighly  specialized  positions.  Whenever  this  is  practised  it  excites 
Titicism  and  abuse.  As  yet  no  technical  organization,  so  far  as  I 
mow,  has  recognized  the  opening  thus  made  for  technical  merit  and 
fiven  moral  support  to  the  movement.  Again  I  have  tried  to  get  sup- 
K)rt  from  organized  engineers  in  the  obviously  necessary  procedure  of 
employing  experts  outside  our  regular  staff,  but  without  results. 

18  From  an  engineering  standpoint  any  scheme  of  highway  con- 
truction  which  does  not  include  an  ample  repair  program,  is  futile. 
n  our  conmiunity  this  is  not  at  all  understood  because  the  plan  has 
lever  been  followed.  It  would  seem  a  proper  function  of  an  engineer- 
ng  body  to  educate  the  community  to  this  point  of  view.  But  as  a 
natter  of  fact  engineers  as  such  have  taken  so  small  a  part  in  public 
liscussions  that  the  layman  with  us  settles  more  engineering  questions 
ban  the  engineers  themselves  and  the  tax  payer  foots  the  bills. 

19  The  public  today  is  undoubtedly  impatient  for  "results.^'  It 
las  an  unmistakable  liking  for  men  who  ^^do  things.^'  It  has  little 
)atience  for  experimental  work.  There  was  introduced  in  our  Phila- 
lelphia  City  Councils,  an  appropriation  of  $50,000,  for  an  experi- 
nental  test  roadway  and  the  bill  was  defeated  on  the  ground  that  I 
liad  stated  that  the  man  who  was  to  spend  the  money  was  one  of  the 
liest  experts  on  bituminous  road-work  in  the  country.    It  was  held 
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that  this  statement  and  the  appropriation  were  InoonaiBtent— that 
either  the  engineer  was  less  expert  than  I  had  claimed  or  that  we  did 
not  need  an  experimental  test  roadway.  The  title  of  the  road  in  the 
appropriation  bill  was  changed  to  read  ^^service  test  roadway^'  and  the 
bill  was  passed  by  a  good  majority. 

20  The  public  must  be  taught  that  public  service  is  not  diflkrent 
from  private  service  in  that  forward  steps  come  frequently,  even 
usually,  as  the  result  of  a  large  amount  of  preliminary  investigation. 
Again,  the  public,  of  which  please  remember  we  are  a  part,  must  be 
educated  to  place  more  responsibility  on  individuals,  thus  making  it 
possible  to  do  away  with  the  great  inefiSdencies  which  inevitably  ac- 
company board  and  committee  management.     As  long  as  we  have 
boards  and  committees  they  will  vote, — and  they  will  insist  on  voting, 
— on  matters  that  are  not  questions  of  personal  opinion  but  questions 
of  facts  which  ought  to  be  determined  by  the  facts.    It  is  one  of  our 
duties  as  technical  men  to  carry  on  a  propaganda  which  will  show  to 
the  public  tlie  difterence  between  those  problems  of  policy  and  public 
interest,  that  are  properly  settled  by  public  opinion  and  those  scientific 
problems  which  are  improperly  settled  imless  they  are  settled  accord- 
ing to  the  facts.    Mr.  Frederick  W.  Taylor,  Past-President  of  the  So- 
ciety, in  recent  lectures  has  very  forcibly  and  lucidly  suggested  thia 
fundamental  difference.    For  instance,  my  opinion  may  be  as  good  as 
that  of  any  other  citizen's  as  to  how  fast  an  automobile  should  be  al- 
lowed  to  operate  in  different  sections  of  a  large  city.    The  opinion  of 
any  member  of  this  Society  is  as  good  as  that  of  any  other  citizen  as 
to  the  penalty  which  should  he  inflicted  for  false  registration.    On  the 
other  hand,  the  designs  for  a  bridge ;  or  tlie  specifications  for  a  sewer; 
or  the  plans  for  the  laying  out  of  a  public  park;  or  the  organization 
of  the  police  department;  or  the  fighting  of  fires;  or  the  elimination 
of  mosquitoes  are  necessarily  the  work  of  experts.     Such  work  wiU 
always  be  indifferently  done  if  done  by  voting;  whether  the  voting  ^ 
by  tlie  people  at  large  or  by  a  committee  or  board  acting  for  the  people- 
Notwithstanding  all  the  boards  and  commissions  that  are  created  i* 
the  generally  approved  laws  of  today,  there  should  be  no  uncertainty^ 
as  to  what  questions  they  may  vote  upon.      It  is  therefore  one  of  tt*^ 
duties  of  the  educated  to  carry  this  message  to  the  people  and  in  doit^i 
so  I  do  not  think  there  will  be  any  more  powerful  method  than  to  gi"^** 
the  great  mass  of  the  people  a  larger  and  larger  knowledge  of  expe^* 
work. 

21  Tjord    Kelvin   is  the  authority  for  the  statement   that  tli^ 
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physicist  who  has  discovered  some  great  principle  or  invented  some 
new  process  in  physics  should  be  able  to  explain  it  to  the  first  man 
he  meets  on  the  street, — ^both  what  the  discovery  is  and  why  it  is  use- 
ful ;  or  failing  in  this  he  should  go  back  to  his  laboratory  and  put  in 
some  more  time.  If  Lord  Kelvin  could  say  this  about  discoveries  in 
physics,  surely  our  city  officials  and  the  public  service  engineers  with 
whom  they  cooperate  should  take  the  position  that  their  work  is 
capable  of  being  fully  explained  to  those  who  are  footing  the  bills. 

22  Another  difficulty  confronting  the  engineer  in  public  office  is 
the  restriction  placed  upon  him  in  making  proper  expenditures.    I 
have  been  given  practically  no  money  for  purposes  not  contemplated 
by  the  City  Councils  at  the  time  the  appropriation  was  made.    The 
result  has  been  that  whenever  any  emergency  has  come  up  it  cither 
had  to  be  paid  for  out  of  private  funds  or  we  had  to  wait  until  the 
legislative  machinery  could  be  put  to  work  to  make  the  necessary 
appropriation.    Every  administrative  officer  occupying  a  position  of 
wide  range  and  responsibility,  whether  an  engineer  or  not,  should  have 
a  certain  amount  of  money  placed  at  his  own  disposal  and  guarded 
only  by  the  necessity  for  ultimately  explaining  its  expenditure.     In 
requesting  an  appropriation  of  $10,000  for  such  unforeseen  purposes,  I 
agreed  with  our  City  Councils  that  if  money  were  granted  I  would 
write  a  one-hundred  word  description  of  the  purpose  for  which  the 
money  was  used,  such  explanation  to  accompany  each  warrant  drawn 
against  the  item.    Even  this  does  not  go  quite  far  enough  as  my  ex- 
perience has  shown.    There  arc  certain  legitimate  and  necessary  ex- 
penditures for  expert  services  which  should  not  be  divulged  for  months 
ftfter  the  expenditures  are  made.     So  that  unless  city  officials  arc  to 
be  placed  at  a  serious  disadvantage  in  their  negotiations  with  private 
concerns,  certain  moneys  (representing  of  course  a  very  small,  almost 
negligible,  percentage  of  the  total  appropriation)  must  be  placed  at 
their  disposal  for  a  more  or  less  free  disposition. 

23  Experience  has  shown  that  in  our  department,  spending  as  we 
usually  do  over  $10,000,000  in  a  single  year,  for  instance,  we  could 
profitably  spend  $25,000  a  year  for  research  and  investigation  work 
and  for  the  employment  of  experts.  Ninety  per  cent  of  the  expendi- 
tures drawn  against  this  amount  could  be  explained  on  the  vouchers 
as  drawn.  It  would  probably  be  wise  to  allow  the  remaining  ten  per 
cent  to  be  explained  or  not  in  the  judgment  of  the  administrative 
officer.    This  would  only  be  following  the  practice  followed  in  prac- 
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tically  every  city  of  the  country  in  the  expenditure  of  funds  for  the 
detection  of  crime. 

^    Especially  in  engineering  work  almost  the  entire  absence  of 
what  may  be  called  a  financial  program  is  the  great  handicap.    PriTite 
institutions  can  go  along  for  years  on  a  straight  operating  basis  and 
without  the  necessity  for  undertaking  any  extensive  construction  wort 
But  a  growing  city — and  all  our  cities  are  growing  cities — ^must  neoo- 
sarily  have  to  spend  a  considerable  part  of  its  income  on  constructioD. 
This  can  be  done  with  intelligence  only  by  taking  a  long  look  ahead. 
For  instance^  at  the  present  time  in  Philadelphia  we  are  facing  ex- 
penditures of  from  $20,000,000  to  $25,000,000  on  a  sewage  dispoeal 
installation ;  perhaps  $40,000,000  for  rapid  transit ;  with  extensive  ad- 
ditions to  our  water  supply  system,  not  to  mention  other  miUioos 
which  could  profitably  be  spent  on  sewers,  bridges,  grade  crofisiiig 
removals  and  a  much  needed  program  of  modem  highway  construc- 
tion.   There  is  probably  no  city  in  the  country  that  is  even  attacking 
this  obvious  business  problem  in  an  intelligent  or  energetic  way.  Be- 
form  will  not  be  brought  about  until  the  community  and  especiallj 
the  business  part  of  the  community  is  educated  as  to  its  necessity. 

Z5  1  am  not  one  of  those  who  feel  that  all  our  short-cominga  an 
^^the  fault  of  the  people.''  I  would  rather  assume  my  share  of  the  re- 
sponsibility for  conditions  as  they  are  and  then  join  with  my  profei- 
sional  associates  and  the  community  at  large  in  bettering  them.  If  we 
engineers  are  to  have  any  prominent  part  in  this  there  are  fundamental 
changes  which  we  shall  have  to  make  in  our  own  equipment  for  the 
work.  In  the  first  place,  we  have  to  get  rid  of  the  now  old-fashioned 
idea  that  advertising  is  a  crime.  T  admit  that  as  a  part  of  my  work 
as  a  public  official  I  put  in  a  great  deal  of  thought  on  what  may  be 
quite  properly  called  advertising.  By  that  I  mean  that  I  pay  less  at- 
tention in  my  reports  to  dignity  of  form  and  diction  than  to  making 
them  sufficiently  interesting  to  be  read.  It  is  only  as  we  engineers 
who  are  public  officials  learn  to  make  the  public,  sometimes  against 
its  will,  understand  our  work,  that  we  are  to  get  that  degree  of 
popular  support  for  it  which  will  make  it  possible  for  it  to  be  done  in 
an  efficient  manner. 

26  In  my  opinion  it  is  going  to  become  more  and  more  a  necea* 
sity,  not  only  in  public  but  in  private  work,  for  engineers  to  be  able  to 
popularize  what  they  are  doing.  It  is  true  today  that  a  man  who 
wants  to  do  really  good  and  efficient  work  can  do  so  only  after  an 
aroused  public  opinion.    You  cannot  drive  people  in  a  democraipT*  ^ 
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I  admit  that  in  offering  employment  to  an  engineer,  other  things  being 
equal,  I  want  what  might  be  called  a  good  advertiser.  You  can  secure 
appropriations  for  work  more  easily  when  it  is  well  advertised.  The 
Panama  Canal  is  a  good  example  of  this  principle.  Again,  adver- 
tising is  the  best  possible  check  against  ill  advised  expenditures.  In 
building  our  Byberry  and  Bensalem  Service  Test  Boadway  we  erected 
sign-boards  on  each  of  the  26  sections  giving  to  the  layman  the  exact 
method  of  its  construction  in  non-technical  language.  If  the  public 
knows  how  a  street  is  supposed  to  be  constructed  or  cleaned,  you  do 
not  require  as  many  paid  inspectors  on  the  job. 

27  The  development  of  some  varieties  of  municipal  engineering 
is  absolutely  dependent  upon  the  development  of  public  opinion  and 
must  proceed  with  it.  The  matter  of  street  cleaning  is  largely  a 
question  of  an  improved  public  taste  in  the  matter  of  street  paving. 
Unless  streets  are  well  paved  they  cannot  be  well  cleaned  except  at  a 
prohibitive  cost.  To  jump  from  one  degree  of  cleanliness  in  this  re- 
spect, to  another,  without  a  supporting  public  opinion,  may  be  enough 
to  wreck  an  administration  and  to  set  the  tide  of  civic  improvement 
mnning  in  the  opposite  direction. 

28  The  newspaper  is  the  great  educator  in  these  matters  today. 
But  we  are  already  using  in  Philadelphia  moving  pictures,  parades 
and  exhibitions.  The  possibilities  of  these  and  other  means  of 
publicity  are  not  yet  fully  understood. 

29  Again,  more  effort  must  be  put  into  humanizing  public  ad- 
ministration. The  engineer  shares  with  those  who  have  had  the  op- 
portunity for  education,  the  mistaken  idea  that  the  man  at  the 
top  is  in  a  position  to  tell  the  man  at  the  bottom  what  is  good  for  him. 
The  fact  that  our  country  was  founded  and  has  been  perpetuated  on 
the  contrary  idea  has  not  seemed  to  affect  the  situation  very  much. 

30  Take,  for  instance,  the  movement  which  has  led  to  the  forma- 
tion of  large  numbers  of  business  men's  associations  and  improvement 
associations.  This  affords  one  of  the  very  best  examples  of  the  present 
vitality  of  American  public  life.  Our  leading  men  should  accept  them 
as  something  that  has  come  to  stay  and  cooperate  with  them  in  such  a 
way  as  to  direct  their  activities  into  profitable  channels.  It  seems  to 
me  they  afford  the  most  promising  agency  through  which  in  the  first 
place,  the  thought  of  the  public  on  civic  questions  can  be  crystallized 
and  secondly  through  which  that  thought  can  be  given  expression  in 
definite  public  procedure.  I  have  found  these  associations  ready  and 
anxious  to  hear  from  men  who  had  definite  knowledge  on  matters  of 
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public  interest.  It  should  be  the  attitude  of  any  engineer  who  wants 
to  play  his  part  in  the  community,  to  affiliate  with  one  of  these  organi- 
zations and  to  help  to  make  it  an  influence.  You  can  rest  assured  that 
the  man  who  is  in  public  life  for  his  own  personal  advancement  is 
bending  every  energy  to  defile  and  degrade  these  institutions  and  to 
divert  them  from  the  high  mission  which  they  have  it  in  their  power 
to  carry  out,  so  they  need  our  help. 

31  In  such  a  discussion  as  this,  one  cannot  ignore  the  ciril 
service.  It  is  always  a  pleasure  to  say  that  personally  I  could  not  hold 
public  office  if  it  were  not  for  the  safeguards  and  reliefs  that  our  Civil 
Service  Act  affords.  At  the  same  time  without  repeating  what  I  have 
said  in  other  public  papers  on  tliis  subject,  I  want  to  call  attention  to 
one  fundamental  misconception  under  which  the  entire  civil  service 
question  in  this  country  apparently  rests.  Civil  service  appei^  to  be 
foimded  on  the  theory  that  tlie  best  man  for  the  position  will  apply 
for  it.  I  think  it  is  tlie  experience  of  every  employer  of  men — and 
this  is  especially  true  in  filling  the  higher  positions — that  the  best 
man  will  not  apply.  On  the  contrary  you  will  usually  have  to  go  out 
on  the  scriptural  highways  and  hedges  to  find  the  best  man  and  then 
having  found  him,  fall  on  your  knees  and  beg  him  to  accept  the  posi- 
tions offering  such  opportunities  for  public  service  and  professional 
independence  as  are  most  likely  to  secure  him. 

32  This  is  the  way  to  get  good  public  servants.  It  is  almost  im- 
possible to  find  men  who  have  many  of  the  qualifications  for  our  work 
combined  with  a  willingness  to  enter  the  public  employ.  Even  if 
public  employment  should  come  to  be  considered  more  desirable  than 
it  is  at  the  present  moment,  I  tliink  that  this  difficulty  in  finding  the 
best  man  would  still  be  encountered.  Therefore,  if  we  are  to  have  the 
highest  class  of  men  in  important  engineering  positions  we  must 
develop  some  merit  system  by  which  the  appointing  officer  is  given  a 
greater  opportunity  than  he  now  has  of  finding  the  man  for  the  job. 
In  this  work  it  is  possible  for  our  engineering  societies  to  take  an  im- 
portant part. 

33  I  believe,  for  instance,  that  if  the  secretaries  of  the  four 
national  engineering  societies  could  be  authorized  by  their  several 
councils  to  associate  themselves  as  a  civil  service  board  to  act  in  aD 
advisory  capacity  to  federal,  state  and  municipal  civil  service  com" 
missions,  it  would  be  a  decided  step  in  the  right  direction.  Suppose 
the  president  of  the  Borough  of  Manhattan  should  want  to  secure  « 
competent  engineer  to  put  in  charge  of  the  highway  department 
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rhrough  the  New  York  City  Civil  Service  CommiBsion  he  would  state 
;he  problem  to  this  suggested  advisory  board  which  in  turn  would  ap- 
K>int  say  three  engineers  to  act  as  his  counselors  in  finding  the  man. 
rhe  appointing  officer  would  keep  these  coimselors  in  touch  with  the 
learch  and  when  he  was  ready  to  make  a  choice,  secure  their  approval 
)efore  entering  into  a  contract.  In  this  way  the  merit  system  would 
let  as  a  check  against  favoritism  but  would  allow  the  appointing  officer 
;he  widest  possible  opportunity  to  search  for  the  best  man  available. 
[t  would  probably  not  be  found  desirable  to  have  all  of  the  counselors 
'rom  the  engineering  profession  and  one  of  the  engineers  should  prob- 
ibly  be  an  expert  in  the  particular  branch  of  engineering  to  which  the 
3osition  to  be  filled  belongs. 

34  This  procedure  is  a  radical  departure  from  the  present  idea 
>f  civil  service,  which  is  based  on  the  assumption  that  it  is  impossible 
^0  allow  the  appointing  officer  to  have  anything  to  do  with  the  selec- 
non  of  his  men.  Even  under  the  most  advanced  forms  of  civil  service 
:he  appointing  officer  is  confined  to  a  full  statement  of  the  qualifica- 
ions  he  is  trying  to  secure.  One  never  exactly  fills  a  position  with 
nst  the  kind  of  man  in  mind  when  the  search  started.  It  is  a  question 
f  compromise  and  the  appointing  officer  is  the  one  who  is  in  the  best 
osition  to  know  where  concessions  can  be  made  and  which  among  the 
3Teral  requirements  are  the  most  indispensable.  There  would  be  no 
bjection  to  a  check  on  this  action  of  the  appointing  officer  through 
yme  kind  of  a  written  test.  But  to  choose  men  for  positions  paying 
rom  $5,000  to  $25,000  a  year  on  the  results  of  a  written  examination 
}  absolute  folly.  So  far  as  I  know  engineers  have  never  taken  a 
and  in  the  discussion  of  methods  under  which  engineers  shall  be 
hoeen  for  positions  in  the  public  service  and  it  seems  to  me  high  time 
hey  should  do  so. 

35  Now  a  word  of  warning  about  the  growing  complexity  of 
nunicipal  operations  and  administration.  Gladstone,  fifty  years  ago, 
le8cril)ed  the  then  complexities  of  governmental  administration  in 
hese  words: 

A  protracted  experience  of  public  affairs  not  unattended  with  a  high 
estimate  of  the  general  diligence,  devotion  and  ability  of  the  Parlia- 
mentary as  weU  as  the  civil  servants  of  the  Grown  has  long  convinced 
me  that  of  the  more  difficult  descriptions  of  the  public  business,  apart 
from  the  simple  routine,  it  is  only  a  small  part  that  is  transacted  with 
the  requisite  knowledge,  care  and  thoroughness.  We  have  undertaken 
in  the  matter  of  Government  far  more  than  ever  in  the  history  of  the 
world  has  been  attempted  by  the  children  of  men. 
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36  If  he  had  sounded  this  alarm  in  the  year  1914  he  would  htTe 
made  it  very  much  more  emphatic.  Take,  for  instance,  any  city's^ 
inspection  service.  In  industrial  establishments  it  has  come  to  be 
recognized  as  desirable  not  only  to  inaugurate  a  full  system  of  inspec- 
tion from  the  inception  of  the  work  but  to  gather  together  under  the 
direction  of  a  single  head  as  many  as  possible  of  those  engaged  od 
inspection  work.  In  our  cities  at  the  present  time  we  have  a  minimiUD 
of  inspection  and  yet  we  already  have  in  good  sized  communities  it 
least  ten  or  twelve  diflferent  oflBcials  who  periodically  inspect  individuil 
houses  and  places  of  business.  For  instance  we  have  building  inspec- 
tors, fire  marshalls,  police,  meter  inspectors,  of  several  different  kinds, 
water  waste  inspectors,  health  inspectors,  elevator  inspectors,  truant 
inspectors,  garbage  and  street  cleaning  inspectors.  These  men  for  the 
most  part  work  so  independently  of  one  another  that  if,  on  a  given 
date,  representatives  of  each  of  these  types  should  call  at  the  same 
house  they  might  do  so  without  any  knowledge  that  the  others  had 
been  there.  In  the  Federal  service  it  frequently  happens  that  the 
Post-oflSce  department.  Treasury  department.  War  department  (and 
perhaps  other  departments),  each  starts  a  representative  from  Wash- 
ington to  a  town  on  the  Pacific  coast  on  relatively  minor  commissionfl^ 
simply  because  the  business  of  the  Government  has  become  so  compli- 
cated that  it  has  become  impossible  for  us  to  utilize  our  men  and  re- 
sources eflSciently  even  though  we  desire  to  do  so. 

37  As  compared  with  what  has  become  good  practice  in  the  in- 
dustries our  record  keeping  in  the  cities  falls  far  short  of  what  it 
should  be.  Even  with  this  meagre  quantity  of  records  those  that  we 
liave  are  practically  unavailable  except  to  those  who  make  them.  Un- 
less some  radical  reorganization  can  take  place  and  some  soxmd  system 
of  record  keeping  can  be  evolved  for  governmental  units,  one  is  ap- 
palled at  the  chaos  that  will  come  about  within  the  next  generation, 
as  memory  and  public  opinion  give  way  further  to  the  reign  of  records 
and  facts.^ 

3-8  One  distinct  contribution  whicli  the  group  of  engineering  so- 
cieties housed  in  this  building  can  make  to  the  solution  of  this  question 
would  be  to  establish  in  the  Engineering  Societies'  Library  a  section 
devoted  to  a  Municipal  Reference  Library.  As  a  beginning  a  single 
alcove  could  be  set  aside  under  proper  supervision  and  provided  wift 
the  necessary  index.     There  is  every  reason  to  believe  that  it  would 

'See  Graham  Wallis's  ''The  Great  Society, '^  The  MaeMillan  Ck>.,  New  York, 
1914. 
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jprow  as  rapidly  as  any  other  section  of  the  library.  At  the  present 
ime  there  is  no  possible  way  for  a  city  official  to  be  sure  that  manu- 
icript  reports  on  engineering  matters  will  be  available  twelve  months 
ifter  they  are  made.  I  have,  for  instance,  a  digest  on  American  street 
cleaning  methods  prepared  for  our  education  by  Day  &  Zimmerman, 
Consulting  Engineers.  It  is  an  exceptionally  valuable  document.  I 
□aow  where  it  is  today  but  there  is  no  possible  machinery  provided  in 
Philadelphia  or  in  any  other  city  whereby  officials  can  be  sure  that 
;hey  can  find  such  a  report  a  few  months  after  its  preparation.  This 
nanuscript  would  be  of  very  great  value  to  any  city  official  charged 
dth  the  problem  of  extensive  street  cleaning.  We  would  be  glad  to 
ieposit  this  report  in  any  library  properly  organized  to  receive  it. 

39  The  same  is  true  of  literally  dozens  of  reports  on  gas,  lighting, 
electricity,  garbage  disposal,  city  planning,  police  discipline  and  others 
)repared  under  the  present  administration  in  Philadelphia.  I  know 
hat^  if  this  suggestion  is  adopted  and  such  a  library  is  started,  city 
officials  all  over  the  coimtry  will  be  glad  to  have  extra  copies  made  of 
very  report  which  should  properly  belong  to  such  a  library.  In  this 
ray  the  results  of  the  trouble  and  expense  taken  to  study  any  one 
abject  in  one  city  would  be  made  available  for  engineers  interested 
1  Bimilar  subjects  all  over  the  coimtry.  This  agency  could  be  started 
ere  at  such  minor  expense  compared  with  the  value  of  the  service 
sndered  that  I  believe  it  is  an  obligation  which  our  Society  can 
ardly  afford  to  overlook,  even  though  it  should  have  to  do  it  alone. 

40  The  more  rapid  promotion  of  municipal  engineers  due  to 
loving  from  city  to  city,  the  development  in  our  colleges  and  engi- 
eering  schools  of  courses  especially  designed  for  those  who  want  to 
ollow  this  branch  of  engineering,  the  gradual  but  incessant  cleaning 
ip  of  city  governments  is  going  more  and  more  to  make  mimicipal 
ngineering  a  desirable  calling.  But  nothing  will  go  so  far  to  remove 
he  objections  to  mimicipal  engineering  as  a  career  as  the  standardiza- 
ion  of  all  engineering  specifications.  Prior  to  this,  of  course,  a 
remendous  amount  of  research  work  must  be  done.  Much  of  this  can 
ye  done  by  the  cities  themselves  but  a  large  part  of  it  should  pre- 
'erably  be  done  by  research  laboratories.  These  latter  may  be  con- 
lected  either  with  existing  technical  schools  or  preferably  be  operated 
n  municipal  colleges  founded  sometimes  in  conjunction  with  existing 
x)lleges  and  universities  as  an  aid  in  the  great  mimicipal  movement. 

41  Even  a  casual  survey  will  show  the  mimicipal  field  not  only 
:o  be  a  big  one  but  one  in  which  relatively  little  work  has  thus  far 
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• 

been  done.  I  hope  that  these  random  notes  of  mine  may  be  at  least 
suggestive.  The  fact  that  we  are  holding  this  public  service  meetmg 
today  is  proof  positive  that  we  are  working  in  the  right  direction  and 
that  the  engineers  of  the  country  are  determined  to  play  their  part  in 
the  further  upbuilding  of  this  great  republic. 

DISCUSSION 

Alex  C.  Humphreys  said  that  while  he  was  in  sympathy  with 
much  of  that  presented  by  Mr.  Cooke,  he  differed  from  him  strongly 
as  to  details  and  in  so  doing  he  was  guided  by  a  wide  experience  with 
engineers  and  mimicipal  governments. 

He  believed  there  was  not  the  slightest  diflSculty  in  getting  the 
right  kind  of  engineers  for  the  work  referred  to,  if  they  were  properly 
approached  and  fairly  treated.  If,  on  the  other  hand,  one  approached 
these  men  with  the  idea  that  because  they  have  been  in  a  certain  line 
of  work,  they  must  necessarily  be  biased  in  their  opinions,  one  should 
not  expect  to  get  the  best  results. 

The  speaker  was  unable  to  understand  why  it  should  be  recom- 
mended that  a  library  on  mimicipal  engineering  should  be  set  apart 
from  the  rest  of  the  library.  If  this  should  be  done  for  municipal 
engineering,  why  not  for  all  other  branches  of  engineering?  Then, 
where  should  the  lines  of  division  be  drawn.  He  was  reminded  of 
the  advice  he  had  given  some  time  ago  regarding  a  certain  book  ou 
the  finances  of  public  utilities.  This  book  was  misleading  in  the  hands 
of  the  uninformed  by  reason  of  its  plausibility.  The  advice  given  to 
tliose  directly  concerned  was  to  purchase  the  book  and  so  be  prepared 
to  controvert  its  false  teachings,  particularly  as  this  could  be  done 
through  its  own  inconsistencies  and  contradictions. 

As  to  the  absence  of  standards,  the  speaker  thought  that  the  trouble 
in  large  measure  was  that  sufficient  attention  is  not  given  to  the  fact 
that  working  standards  can  be  established  only  by  taking  all  factors 
into  account;  the  scientific,  upon  which  there  is  so  much  stress  laid, 
and  also  the  practical  factors,  including  the  necessary  limitations  of 
application — the  commercial,  the  financial,  and  the  human. 

If  standards  are  being  developed  for  the  guidance  of  otliers,  such 
work  must  be  done  cautiously  and  with  a  keen  appreciation  of  the 
responsibilities  assumed.  Enthusiasm  alone  is  not  only  not  sufiScient 
but  may  be  most  dangerous.  Those  who  undertake  this  work  must 
first  of  all  be  competent  to  do  it,  and  then  must  secure  the  faith  of 
those  in  control  with  regard  to  their  integrity.     The  speaker  was 
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emphatic  in  saying  that  he  resented  the  pervading  tone  of  the  paper, 
which  seemed  to  imply  that  because  an  engineer  has  been  in  the  service 
of  public  utilities  he  is  not  to  be  relied  upon  to  give  honest  advice  in 
connection  with  public  affairs.  He  did  not  believe  this  to  be  true  of 
the  great  majority  of  the  engineers  of  the  United  States.  He  believed 
that  those  who  made  such  an  accusation  were  unworthy  of  a  place  in 
the  profession. 

G.  E.  Merbiam.^  I  believe  that  every  engineer  engaged  in 
public  work  should  have  in  him  some  element  of  the  salesman,  not  that 
he  shall  endeavor  to  advertise  himself,  but  that  he  shall  have  a  keen 
appreciation  of  the  need  of  educating  the  public  to  the  necessity  and 
importance  of  the  works  which  he  recommends. 

You  all  remember,  without  doubt,  the  tremendous  Dayton  disaster 
in  1913.     Following  immediately  thereon,  some  20,000  citizens  of 
Dayton  subscribed  about  two  millions  of  dollars  in  order  to  prevent  a 
repetition  of  that  disaster,  but  three  months  went  by  and  there  was 
no  evidence  of  any  work  being  done.    There  were  engineering  corps  in 
the  field  making  investigations,  but  the  people  saw  no  tangible  evi- 
dence of  work  being  started.    A  publicity  man,  a  young  engineer,  was 
appointed  to  give  the  newspapers  the  facts  they  could  use  to  control 
the  impressions  going  aroimd,  and  which  would  show  the  value  of 
i^me  of  the  plans  suggested  and  being  criticized  because  they  were  not 
put  into  effect  at  once.     I  would  have  you  note  these  two  points. 
First,  the  engineers  were  too  busy  to  meet  the  reporters ;  second,  the 
data  were  not  in  such  shape  as  to  be  inmiediately  available  for  news- 
paper work.  This  young  man  was  given  access  to  the  records  of  the  con- 
tracting engineering  firm  that  he  might  bring  forth  the  facts,  put 
them  in  readable  form,  and  give  them  to  the  newspapers  to  demon- 
strate that  careful  investigation  was  necessary  before  any  plan  could 
he  undertaken  and  to  show  the  folly  of  all  the  temporary  propositions 
which  had  been  made.     The  result  was  that  with  this  publicity 
harmony  was  restored.     Trouble  again  developed,  however,  when  it 
was  foimd  that  a  system  of  reservoirs  was  proposed,  and  inmiediately 
a  cry  went  around  that  Dayton  was  trying  to  saddle  the  cost  on  other 
counties ;  that  dams  would  be  used,  and  the  people  in  the  valley  would 
be  in  danger  of  a  repetition  of  the  Johnstown  flood.    Again  the  pub- 
licity man  was  called  upon  to  show  that  there  was  absolutely  no  basis 
for  these  fears,  and  that,  instead  of  saddling  upon  other  counties  the 
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cost  of  protecting  Dayton,  they  were  really  asking  all  to  cooperate  in 
order  that  the  aggregate  expenditure  of  protecting  all  might  be  ven 
much  less. 

This  may  be  an  isolated  case^  but  all  who  are  writing  reports  or 
are  engaged  in  municipal  work  can  exercise  their  influence  and  secure 
the  proper  publicity,  not  by  presenting  reams  of  statistics,  but  by 
picking  out  salient  points  and  putting  them  in  readable  form. 

Reginald  P.  Boltom.  The  author  suggosis  that  engineers  take  a 
greater  part  in  the  administration  of  municipal  affairs,  and  seek  muni- 
cipal employment  to  a  greater  extent.  Although  he  deservedly  occupies 
a  high  position  in  the  service  of  the  City  of  Philadelphia,  he  indulges 
in  suggestions  throughout  this  paper  which  are  not  to  the  advantage  o? 
credit  of  the  profession  to  which  he  belongs,  and  which  should  not  go 
on  the  records  of  our  Society  without  strong  protest.  The  fact  that 
engineers  are  engaged  in  certain  lines  of  commercial  work  is  no  bar  to 
their  doing  independent  work  and  expressing  independent  opinions, 
whether  they  are  employed  by  a  mimicipality  or  by  a  private  corpora* 
tion  or  person.  Similarly  objectionable  are  statements  such  as  that 
on  the  work  which  has  been  accomplished  by  large  business  interests 
in  this  country  and  the  suggestion  that  they  should  be  limited  to  a 
certain  kind  of  fame,  and  that  no  other  credit  be  given  to  them.  Nor 
is  it  evident  why  in  par.  9  there  should  be  a  reflection  on  the  engineer 
employed  by  the  financiers  of  that  wonderful  electrical  industry  which 
has  set  the  highest  standard  of  engineering  of  any  industry.  The 
author  is  probably  not  so  well  acquainted  as  is  the  speaker  with  the 
conditions  of  municipal  employment  of  engineers  in  New  York.  Tho 
suggestion  thai  our  Society  should  take  part  in  recommenrlinp  or 
suggesting  the  names  of  engineers  for  appointments  to  municipal  oni- 
ployment  is  one  thai  has  been  considered  adverse  to  the  policy  of  our 
own  and  of  othcT  societies,  hut  a  nnniher  of  societies,  ineludin^  the 
leading  ones,  have  urged  the  appointment  of  engineers  as  moinber? 
of  Public  Service  Commissions.  Why  was  not  that  done  in  this  city? 
Because  the  lawyers,  who  have  swallowed  practically  the  whole  of  the 
political  positions  in  the  state  and  the  city,  are  afraid  of  engineers. 
The  conspicuous  and  highly  talented  lawyer  who  was  at  the  head  of 
the  Government  at  that  time  stated  that  he  did  not  appoint  engineers 
because  they  were  always  technical  and  in  his  opinion  a  lawyer  couW 
always  grasp  enough  of  engineering  matters  to  understand  a  technical 
question.    The  speaker  believes  that  the  best  class  of  engineers  cannot 
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e  brought  into  the  position  of  taking  ofiSce  under  municipal  conditions 
3  they  are  here  today,  because  those  in  control  do  not  recognize  what 
n  engineer  is  and  what  he  stands  for.  However,  the  author  says 
^rrectly  that  engineers  as  a  body  should  take  a  greater  interest  and  a 
reater  part  in  municipal  affairs;  and  I  agree  with  Dr.  Humphreys 
nd  others  in  saying  that  engineers  will  not  do  their  full  duty  until 
ley  recognize  the  fact  that  they  are  not  only  engineers  but  are  citizens 
tio  should  take  their  proper  share  in  the  handling  of  public  affairs 
nd  ill  the  formulation  of  public  opinion. 

H.  S.  Pebson.*  I  am  in  complete  agreement  with  Mr.  Cooke's 
rgument  and  rejoice  to  hear  uttered  to  the  members  of  this  profession 
challenge  which  is  another  expression  of  a  significant  movement, 
hose  object  is  to  bring  to  the  service  of  the  people,  in  their  civic 
roblems,  disinterested,  professional  assistance  of  the  highest  type, 
'he  spirit  is  not  new.  Mr.  Cooke  has  referred  to  the  example  set  by 
le  medical  prof ession- in  the  development  of  preventive  medicine.  I 
Qow  that  the  idea  has  long  since  seized  upon  the  teaching  profession, 
id  the  number  of  university  investigators  who  have  given  to  the 
ublic  service  the  discipline  and  knowledge  resulting  from  their  in- 
'stigations  has  become  noteworthy. 

Why  the  necessity  for  such  challenges  ?  Why  that  need  with  respect 
►  such  an  important  and  seemingly  obvious  a  matter  ?  There  are  two 
masons,  and  both  arise  out  of  the  abundance  of  resources  and  great 
roductivity  of  this  country  during  the  past  century.  First,  a  young 
smocracy  with  such  economic  productivity  as  to  permit  blundering 
ad  wasteful  methods  of  public  administrations  without  appreciating 
le  crost,  does  not  realize  tlie  necessity  for  expert  economical  assistance, 
tarting  with  the  political  and  social  theory  that  every  man  is  as  good 
nd  efficient  as  every  other,  and  meeting  in  the  century's  progress  no 
reat  economic  crisis  to  refute  it,  we  have  proceeded  into  the  twentieth 
entury  with  that  ideal  still  in  control.  Older  peoples  with  dense 
opulations  and  meagre  resources,  such  as  those  of  Western  Europe, 
ave  been  undeceived.  Second,  as  pointed  out  by  Mr.  Cooke,  abundant 
esources  have  offered  such  opportunities  for  highly  productive  private 
perations,  that  expert  professional  service,  such  as  is  represented- by 
ourselves,  has  been  demanded  and  absorbed  by  private  enterprises. 
Sfe  have  by  small  increments,  and  unconsciously,  allowed  our  energies 
0  be  absorbed  by  the  demand,  imperious  through  the  rewards  it  offers, 
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of  private  enterprises;  and  we  have  failed  to  lift  our  eyes  for  the 
broader  survey  which  would  compel  us  to  see  and  respond  to  the  larger 
opportunity  to  give  to  public  problems  professional  assistance.  Many 
of  us,  to  be  sure,  have  been  employed  in  public  operations,  but  it  h& 
been  in  most  instances  only  a  phase  of  private  practice,  not  public 
service. 

The  author's  paper  is  an  exhortation  to  engineers  to  lift  their  eyes 
to  see  the  problems,  the  opportunities  and  needs  in  municipal  adminis- 
tration, the  field  for  public  service  particularly  demanding  the  expert 
knowledge  of  the  engineer.  Response  calls  for  the  formulation  of 
definite  plans  which  must  embrace  two  main  lines  of  operation,  deter- 
mined by  the  two  reasons  I  have  given  for  the  necessity  of  the  chal- 
lenge. These  main  lines  of  operation,  pointed  out  in  the  paper,  are 
education  of  the  public  and  education  of  the  profession.  The  public 
needs  education  concerning  the  capacity  of  engineers  for  public  ad- 
ministration and  the  profession,  paradoxical  as  it  may  seem,  needs  to 
educate  itself  concerning  its  incompleteness  and  inadequacy  for  that 
service. 

Concerning  this  matter  of  the  education  of  the  public,  mere  pro- 
claiming that  public  activities  of  an  engineering  nature  demand  expert 
knowledge  is  not  an  educating  process.  Such  proclaiming,  if  in  a 
form  which  implies  the  unexpressed  clause  "And  I  offer  my  services 
at  the  usual  or  a  little  higher  price,"  lacks  the  disinterestedness  re- 
quired in  educative  efforts.  Furthermore,  have  not  the  proclamations 
been  usually  either  on  the  one  hand  in  too  general  terms  or  on  the 
other  in  too  professional  a  terminology  to  carry  persuasion  ?  It  is  to 
this  too  professional  a  terminology  that  Mr.  Cooke  refers  when  he 
speaks  of  advertising.  I  question  the  expediency  of  the  use  of  that 
word,  for  it  connotes  a  motive  of  private  gain.  The  word  ptAliciiy, 
on  the  other  hand,  by  recent  usage  has  come  to  connote  public  ad- 
vantage. Whatever  the  term  to  be  used,  the  meaning  is  clear ;  explain 
the  necessity  of  your  expert  service  in  terms  that  he  who  is  illiterate 
may  understand.  The  Byberry  and  Bensalem  Service  Test  Roadway 
is  to  the  point.  Persistent  word-of -one-syllable  explanation  of  how  and 
why  expert  assistance  is  to  the  public  advantage  is  the  essence  of  the 
method  of  educating  the  public. 

Chas.  Bay  (written).  I  cannot  endorse  too  strongly  the  con- 
clusions expressed  by  the  author.  The  members  of  the  Society  who, 
through  the  discharge  of  their  professional  duties,  are  brought  ifl 
direct  touch  with  the  public,  cannot  fail  to  appreciate  that  these  con- 
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ilusions  have  directed  attention  to  the  most  vital  issue  now  presented 
hrough  the  evolution  of  engineering  service,  and  it  does  not  seem 
x>88ible  that  they  should  do  otherwise  than  accord  their  fullest  support 
o  measures  which  will  bring  about  the  highest  professional  standard 
n  the  field  of  municipal  engineering. 

Today  we  occupy  the  indefensible  position  of  permitting  without 
jrotest  the  perpetuation  of  obsolete,  inefficient  and  extravagant 
nethods  with  regard  to  municipal  work  involving  the  expenditure  of 
nillions  of  dollars.  It  seems  entirely  incompatible  that  with  a  proper 
x)de  of  ethics  the  continuance  of  such  abuses  should  be  tolerated  with- 
)ut  strenuous  protest.  Of  course,  in  the  final  analysis,  little  progress 
^ill  be  made  until  engineers,  possessing  not  only  the  requisite  ex- 
)erienee  and  knowledge  but  a  deep  interest  in  public  welfare,  are 
filling  to  accept  municipal  posts,  in  particular  those  generally  as- 
umed  by  city  governments,  such  as  street  cleaning,  removal  of  ashes, 
lighway  work,  etc.  Probably  very  few  of  our  members  are  engaged 
ipon  such  work. 

There  is,  however,  another  great  field  of  activity  closely  related  to 
lunieipal  work  which  engages  the  attention  of  a  large  number  of  our 
ssociates,  and  this  is  the  work  of  public  service  corporations.  Owing 
0  the  enactment  of  laws  providing  for  regulation,  public  service 
orporations  in  many  states  occupy  a  position  in  relation  to  the  public 
hat  imposes  quite  as  great  obligations  as  those  devolving  upon  the 
lepartments  or  individuals  engaged  upon  purely  municipal  work. 

There  is,  without  doubt,  justification  for  the  dissatisfaction  con- 
«ming  the  results  which  in  many  case^  have  been  secured  through 
tate  regulation  of  privately-operated  public  utilities.  Certain  of  those 
•esponsible  for  the  policies  of  such  corporations  have  lacked  almost 
jntirely  that  recognition  of  the  public  interest  which  is  referred  to  by 
;he  author.  It  may  be  that  in  most  cases  the  responsibility  for  this 
x)ndition  rests  directly  upon  men  who  are  not  members  of  our  pro- 
fession. Nevertheless,  this  does  not  relieve  us  from  the  duty  of  as- 
jerting  ourselves  regarding  placing  the  businesses  to  which  we  are  the 
)rincipal  contributors  upon  an  inherently  sound  and  permanent  basis. 

There  can  be  no  doubt  that  the  type  of  engineer  desired  by  the 
luthor  will  see  that  justice  is  done  to  corporation  and  public  alike 
:hrough  a  frank  and  unbiased  consideration  of  the  apparently  con- 
licting  conditions.  The  qualifications  he  judges  necessary  upon  the 
part  of  the  municipal  engineer  are  equally  imperative  for  those  who 


624  SOME  FACTORS   IN   MUNICIPAL   ENGINEERING 

administer  our  public  service  corporations^  and  its  seems  that  the  So- 
ciety can  do  no  more  important  work  than  further  the  recognition  of 
this  fact  in  every  way  within  its  power. 

Carl  Schwartz  (written) .  If  Mr.  Cooke's  paper  were  to  be  taken 
seriously,  such  statements  as  made  in  pars.  7  and  8  would  Ik?  a  re- 
flection upon  the  integrity  of  engineers.  It  is  difiicult  to  understand 
the  reasons  for  this  and  similar  statements  unless  the  author  is  not 
acquainted  with  many  of  the  best  members  of  the  engineering  pro- 
fession. Should  he  desire,  the  speaker  will  be  glad  to  furnish  the 
names  of  prominent  mechanical  and  electrical  engineers  not  affiliated 
in  any  way  with  large  manufacturers  or  conflicting  interests.  I  also 
doubt  whether  it  would  require  considerable  search  to  obtain  the  names 
of  engineers  used  by  "big  business"  men  in  developing  public  utilities 
companies. 

The  success  of  engineers  in  private  enterprises  is  largely  due  to 
the  fact  that  the  financiers  have  appreciation  and  knowledge  not  alone 
of  the  professional  standing  of  engineers,  but  also  of  their  good  busi- 
ness judgment  without  which  they  would  be  unfit  for  any  leading  or 
responsible  position. 

Admitting  that  the  municipal  field  may  so  far  not  have  sufficiently 
attracted  the  attention  of  the  engineering  profession,  the  cause  and 
remedy  for  this  condition  are  hardly  to  be  looked  for  in  the  author's 
paper.  For  a  perhaps  more  reasonable  explanation,  the  author  is  re- 
ferred to  The  American  Commonwealth,  by  James  Bryce,  one  of  the 
chapters  of  which  on  "Why  the  best  men  do  not  go  into  politics/ 
covers  this  subjeit  spocifieally.  While  ]\fr.  Cooke  does  not  claim  the 
engineer  holding  a  public  position  to  be  in  politics,  still  he  advocates 
his  paying  loss  attention  in  reports  to  dijirnity  of  form  and  diction 
than  to  makinjLT  them  of  value  as  an  advertisement,  and  he  even  pro- 
poses the  engineer  advertise  his  pn^fessional  activity  by  means  of  such 
devices  as  moving  pictures  and  parades. 

While  this  paper  may  to  some  extent  be  effective  upon  the  layman  s 
mind,  in  my  opinion  it  would  be  a  calamity  should  the  engineering 
profession  accept  it  as  a  guide  for  the  important  field  of  municipal 
engineering. 

The  paper  proposes  that  a  municipality  appropriate  $25,000  « 
year  for  research  and  investigation  work,  90  per  cent  of  the  expendi- 
tures drawn  to  be  explained  on  vouchers,  and  the  remainder  to  be 
spent  perhaps  without  any  explanation  whatsoever.    I  would  like  to 
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whether  such  procedure  should  be  permitted  even  for  public  service 
ipanies,  Dot  to  speak  of  municipalities.  It  would  not  be  surprising 
n  arrangement  of  this  kind  would  be  found  to  require  an  additional 
ropriation  for  the  detection  of  misapplication  of  funds. 

Alkx.  Dow  said  that  he  seemed  to  have  awakened  from  a  long 
p  and  that  something  must  have  happened  during  tliat  sleep  in 
way  of  a  recession  from  old  ideals  of  professional  honor,  which 
refused  to  believe. 

In  par.  10  it  states  thai  '*Au  emineiii  authority  on  concTete,  who 
n  intimate  touch  with  the  men  who  are  practicing  in  this  line, 

recently  asked  for  the  name  of  an  engineer  who  was  not  in  any 
'  aflRliated  with  the  large  manufacturers  of  this  material,  and 
T  considerable  study  was  able  to  think  of  only  one  man.**    If  he 

been  asked  if  any  of  the  leading  men  had  not  shown  in  their  work 
reference  for  one  method  or  another,  that  would  have  been  a 
•ect  answer.  Asked,  as  an  employer  is,  whether  there  was  any 
ling  man  to  whom  the  question  could  be  put,  *^hat  in  your 
lion  is  the  best  method?",  I  don't  tliink  that  any  leading  man 
)  could  be  named  would  have  failed  to  give  a  truthful  answer, 
ing  the  truth  as  he  knew  the  truth  and  as  he  saw  it,  and  there  is 
hing  more  expected  of  any  engineer. 

Here  is  another  statement :  "It  has  been  practically  impossible  to 
ire  the  services  of  those  with  reputations  already  made  in  the 
:trical  field."  Services  as  honest  advisers,  or  as  expert  witnesses? 
*  implication  is  that  the  two  are  alike,  which  they  are  not.  I  do  not 
w  any  men  of  high  standing  in  the  electrical  field,  and  I  think  I 
w  most  of  them,  to  whom  ^Ir.  Cooke  could  not  have  submitted  a 
3n  cjuestion  and  had  an  immediate  and  truthful  answer  had  the 
stion  l)een  brief  and  within  the  scope  of  existing  knowledge.  I 
e  no  doubt  that  every  one  of  our  brothers  in  electrical  engineering 
lid  have  so  dealt  with  the  matter,  or  would  have  said,  "It  is  beyond 

time,  I  cannot  give  you  the  time  necessary."    The  refusal  would 

have  been  based  upon  an  inability  to  tell  the  truth,  but  upon 
agements  preventing  the  making  Of  the  investigation. 
Another  statement  says,  "Again  I  am  informed  that  there  are  no 
halt  experts  who  do  not  receive  retainers  from  the  manufacturers." 

have  in  Detroit  an  asphalt  expert  who  is  absolutely  honest,  and  the 
gestion  to  him  that  he  was  taking  a  retainer  from  any  manu- 
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administer  our  public  service  corporations,  and  its  seems  that  the  So- 
ciety can  do  no  more  important  work  than  further  the  recognition  of 
this  fact  in  every  way  within  its  power. 

Carl  Schwartz  (written) .  If  Mr.  Cooke's  paper  were  to  bo  taken 
seriously,  such  statements  as  made  in  pars.  7  and  8  would  Ijo  a  re- 
flection upon  tlie  integrity  of  engineers.  It  is  difiicult  to  understan*] 
the  reasons  for  this  and  similar  statements  unless  the  author  is  not 
acquainted  with  many  of  the  best  members  of  the  engineering  pro- 
fession. Should  he  desire,  the  speaker  will  be  glad  to  furnish  the 
names  of  prominent  mechanical  and  electrical  engineers  not  affiliatefl 
in  any  way  with  large  manufacturers  or  conflicting  interests.  I  also 
doubt  whether  it  would  require  considerable  search  to  obtain  the  names 
of  engineers  used  by  "big  business"  men  in  developing  public  utilities 
companies. 

The  success  of  engineers  in  private  enterprises  is  largely  due  to 
the  fact  that  the  financiers  have  appreciation  and  knowledge  not  alone 
of  the  professional  standing  of  engineers,  but  also  of  their  good  busi- 
ness judgment  without  which  they  would  be  unfit  for  any  leading  or 
responsible  position. 

Admitting  that  the  municipal  field  may  so  far  not  have  suflSciently 
attracted  the  attention  of  tlie  engineering  profession,  the  cause  and 
remedy  for  this  condition  are  hardly  to  be  looked  for  in  the  author^^ 
paper.    For  a  perhaps  more  reasonable  explanation,  the  author  is  re 
ferred  to  The  American  Commonwealth,  by  James  Bryce,  one  of  tV*^ 
chapters  of  which  on  "Why  the  best  men  do  not  go  into  politicc?^? 
covers  this  subject  specifically.    While  Mr.  Cooke  does  not  claim  t^  ^^ 
engineer  holdinp^  a  public  position  to  he  in  politics,  still  he  advocat  ^^ 
his  paying  less  attention  in  re])orts  to  (li<2:nity  of  form  and  dictir     '^ 
than  to  making  them  of  value  as  an  advertis(»ment,  and  he  even  pr*^*' 
poses  the  engineer  advertise  his  professional  acitivity  by  means  of  sui.:^ 
devices  as  moving  pictures  and  parades. 

While  this  paper  may  to  some  extent  be  effective  upon  the  layman 
mind,  in  my  opinion  it  would  be  a  calamity  should  the  engineerinc--^^ 
profession  accept  it  as  a  guide  for  the  important  field  of  municip^^^ 
engineering. 

The  paper  proposes  that  a  municipality  appropriate  $25,000  * 

year  for  research  and  investigation  work,  90  per  cent  of  the  expenc 
tures  drawn  to  be  explained  on  vouchers,  and  the  remainder  to  b- 
spent  perhaps  without  any  explanation  whatsoever.    I  would  like 
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k  whether  such  procedure  should  be  permitted  even  for  public  service 
mpanies,  not  to  speak  of  municipalities.  It  would  not  be  surprising 
an  arrangement  of  this  kind  would  be  found  to  require  an  additional 
ipropriation  for  the  detection  of  misapplication  of  funds. 

Alkx.  Dow  said  that  he  seemed  to  have  awakened  from  a  long 
&ep  and  that  something  must  have  happened  during  that  sleep  in 
le  way  of  a  recession  from  old  ideals  of  professional  honor,  which 
J  refused  to  believe. 

In  par.  10  it  states  that  "An  eminent  authority  on  concrete,  who 
in  intimate  touch  with  the  men  who  are  practicing  in  this  line, 
as  recently  asked  for  the  name  of  an  engineer  who  was  not  in  any 
ay  affiliated  with  the  large  manufacturers  of  this  material,  and 
"ter  considerable  study  was  able  to  think  of  only  one  man.**  If  he 
id  been  asked  if  any  of  the  leading  men  had  not  shown  in  their  work 
preference  for  one  method  or  another,  that  would  have  been  a 
•rrect  answer.  Asked,  as  an  employer  is,  whether  there  was  any 
ading  man  to  whom  the  question  could  be  put,  "What  in  your 
>inion  is  the  best  method?",  I  don't  think  that  any  leading  man 
ho  could  be  named  would  have  failed  to  give  a  truthful  answer, 
ating  the  truth  as  he  knew  the  truth  and  as  he  saw  it,  and  there  is 
)thing  more  expected  of  any  engineer. 

Here  is  another  statement :  "It  lias  been  practically  impossible  to 
<;ure  the  services  of  those  with  reputations  already  made  in  the 
ectrical  field."  Services  as  honest  advisers,  or  as  expert  witnesses? 
he  implication  is  that  the  two  are  alike,  which  they  are  not.  I  do  not 
low  any  men  of  high  standing  in  the  electrical  field,  and  I  think  I 
now  most  of  them,  to  whom  Mr.  Cooke  could  not  have  submitted  a 
[ven  question  and  had  an  immediate  and  truthful  answer  had  the 
iiestion  been  brief  and  within  the  scope  of  existing  knowledge.  I 
ave  no  doubt  that  every  one  of  our  brothers  in  electrical  engineering 
ould  have  so  dealt  with  the  matter,  or  would  have  said,  "It  is  beyond 
ly  time,  I  cannot  give  you  the  time  necessary."  The  refusal  would 
ot  have  been  based  upon  an  inability  to  tell  the  truth,  but  upon 
Qgagements  preventing  the  making  of  the  investigation. 

Another  statement  says,  "Again  I  am  informed  that  there  are  no 
sphalt  experts  who  do  not  receive  retainers  from  the  manufacturers." 
^e  have  in  Detroit  an  asphalt  expert  who  is  absolutely  honest,  and  the 
aggestion  to  him  that  he  was  taking  a  retainer  from  any  manu- 
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facturer  would  arouse  his  peppery  temper.    Although  the  intention  is 
good^  the  statement  is  a  libel  on  that  branch  of  the  profession. 

Newton  D.  Baker'  (written).    There  are  one  or  two  thoughts 
suggested  by  Mr.  Cooke's  paper  which  I  desire  to  emphasize.    In  the 
first  place  the  diflSculty  in  having  engineers  with  the  public  point  of 
view  has  not  been  entirely  with  the  engineers.    Our  American  cities 
have  not  made  city  engineering  a  career  in  the  German  sense  of  that 
word,  and,  therefore,  men  who  have  entered  the  city^s  service  and  be- 
come proficient  find  the  rewards  of  their  professional  activity  greater 
in  private  employment.    They  soon  reach  the  highest  compensation 
and  official  dignity  possible  and  not  unnaturally  are  unwilling  to 
arrest  either  their  own  development  or  their  own  progress  by  staying 
in  the  public  service.    This  situation  arises  from  various  causes.    Our 
American  cities  have  only  recently  come  to  a  realizing  sense  of  the 
importance  of  accurate  and  expert  service  for  engineers.     The  old 
theory  was  that  a  man  who  devoted  half  of  his  time  to  engineering  and 
half  of  his  time  to  politics  was  a  better  public  servant,  or  at  least  more 
entitled  to  the  job.    As  a  consequence  of  this  the  public  have  regarded 
their  engineers  as  political  place-men  and  have  not  been  willing  to 
sanction  the  payment  of  salaries  at  all  in  proportion  to  those  paid  by 
private  employers.    Before  we  can  expect  the  engineers  as  a  profes- 
sional body  to  change  their  attitude  therefore,  we  must  have  on  the 
part  of  the  people  a  perfectly  frank  understanding  that  high-grad« 
professional  service  cannot  be  expected  out  of  a  charitable  impulse,  h\x^ 
must  be  compensated  in  a  dignified,  adequate  way  by  the  public  as  a-^ 
employer,  and  that  men  of  real  ability  will  not  accept  the  pubL:^^ 
service  if  their  continuance  in  it  is  to  be  interrupted  in  the  midst  ^^^ 
useful  work  on  their  part  by  the  mere  accidents  of  political  chan 
in  the  headship  of  city  governments.    I  make  these  comments  not 
cause  I  do  not  think  these  changes  are  coming  about,  but  because 
think  in  justice  to  the  engineers  the  entire  fault  should  not  even 
inference  be  assumed  by  them,  and  because  I  am  very  anxious  to  ha 
the  people  of  our  American  cities  realize  their  share  of  the  burden 
securing  efficient  and  high-grade  service  from  experts. 

Robert  B.  Wolf.    It  is  one  of  the  most  hopeful  signs  of  the  time     -^ 
that  the  engineers  of  this  country  are  entering  into  municipal  lif( 
My  own  view  is  that  the  engineer  is  destined  to  work  out  the  grea' 

*Biiayor  of  Cleveland. 
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)cial  problems  of  the  world  as  well  as  the  industrial  problems.  The 
3llective  desires  of  many  men  such  as  make  up  our  engineering  so- 
ieties  will  ultimately  make  itself  felt. 

Few  of  us  realize  the  wonderful  opportunities  presented  in  the 
lunicipal  field  for  service  to  our  fellowmen,  and  I  know  that  few, 
'  any,  of  us  have  any  idea  of  the  joy  and  inspiration  to  be  received 
rom  this  kind  of  work.  The  word  '^polities''  must  be  made  to  have  a 
ew  meaning  and  the  duty  of  the  engineering  profession  is  to  make  it 
^onymous  with  the  liighest  kind  of  idealistic  service. 

Tlie  reason  the  world  must  look  to  the  engineer  for  the  solution  of 
lunicipal  problems  is  that  in  the  very  nature  of  things  his  idealism 
\  practical.  His  grasp  of  material  facts  and  laws  insures  an  idealism 
hich  is  workable  and  for  this  reason  progressive  in  its  accomplish- 
lent  of  social  and  political  reforms.  It  is  because  it  is  the  engineer's 
usiness  to  know  and  use  the  forces  of  nature  that  he,  above  all  others, 
(  qualified  to  solve  the  great  vital  problems  of  our  municipalities. 

F.  W.  Taylor  wished  to  correct  the  impression  that  might  result 
rom  the  remarks  of  the  previous  speakers  that  the  author  considered 
le  consulting  engineers  of  the  country,  and  particularly  the  electrical 
Qgineers,  disqualified  for  consulting  work  for  our  municipalities  be- 
iuse  of  their  employment  by  the  great  public  service  corporations, 
-areful  reading  will  show  that  the  author  does  not  say  this.  The 
uthor  says  that  he  had  been  unable  to  obtain  the  services  for  the  city 
f  Philadelphia  of  prominent  electrical  and  consulting  engineers, 
'his  is  a  statement  of  fact,  for  the  reply  of  these  gentlemen  was,  ^^e 
re  retained  by  the  public  service  corporations,  or  are  aflBliated  with  the 
lectrical  corporations  and  therefore  not  in  a  position  to  give  you  the 
dvice  which  you  seek."  It  is  no  reflection  either  on  the  integrity  of 
hese  men  that  they  were  placed  in  a  position  where  they  could  not 
ive  their  services  to  the  city  of  Philadelphia.  If  there  is  any  reflection 
t  all  it  passes  back  to  the  owners  of  the  companies,  who  in  nine 
ases  out  of  ten  are  not  engineers,  but  are  financiers  who  believe  that 
f  the  cities  secure  the  knowledge  to  regulate  rates,  it  would  ultimately 
e  to  the  detriment  of  their  companies.  This  view  on  the  part  of  the 
ompanies,  Mr.  Taylor  did  not  agree  with,  since  a  thorough  knowledge 
f  the  facts  on  the  part  of  city  officials  might  as  readily  lead  to  a  rise 
s  to  a  decrease  in  rates. 

Charles  Whiting  Baker  said  that  up  to  a  comparatively  recent 


628  SOM£  FACTORS   m  MtJNtCtPAL   ENGtN££RtNO 

date  cities  had  been  rich  mines  to  be  exploited  jointly  by  the  politicians 
and  by  the  franchise-owning  companies.  Now  the  public  is  learning 
that  our  city  governments  may  be  brought  up  to  the  standards  which 
have  prevailed  for  many  years  in  England  and  in  Germany  by  taking 
advantage  of  the  skill  and  ability  of  the  engineer.  Within  the  last 
five  years  there  has  been  started  the  most  hopeful  movement  for  the 
betterment  of  city  government  service  that  has  ever  been  undertaken 
in  this  country.  He  referred  to  the  so-called  city  manager  plan  of 
municipal  government.  This  was  begun  by  the  city  of  Staunton,  Va., 
five  years  ago  and  there  are  now  some  two  dozen  cities  in  the  United 
States  which  have  established  the  office  of  city  manager  and  have  put 
engineers  in  charge  of  the  work. 

Besides  this^  it  should  be  noted  that  in  some  other  cities  which  have 
not  formally  adopted  this  plan,  engineers  are  taking  a  leading  part  in 
municipal  administration.  The  author  of  this  paper  is  practically  the 
city  manager  of  Philadelphia  and  holds  the  most  important  position  in 
municipal  service  of  any  engineer  in  the  United  Stated. 

Robert  S.  Woodward^  (written).  I  am  interested  to  observe  that 
many  of  the  ideas  which  Mr.  Cooke  has  brought  forward  are  similar 
in  their  import  to  ideas  I  have  long  held.  To  some  of  these  ideas  ex- 
pression was  given  in  an  address  read  by  myself  at  Wood's  Hole  ux 
July  1914  on  the  occasion  of  the  dedication  of  a  new  laboratory  of  th^ 
Marine  Biological  Association. 

I  am  especially  interested  in  what  the  autlior  says  in  regard  to  tV^^ 
necessity  on  the  part  of  the  engineer  of  going  somewhat  into  politi^:^*» 
not  in  the  bad  sense  of  the  word  but  in  its  better  sense.     I  express-^^ 
the  same  idea  in  the  address  referred  to,  and  I  feel  very  strongly  th 
before  the  reforms  essential  to  further  progress  in  society  can 
brought  about,  the  engineer  must  take  a  hand  at  the  problems  pr 
sented.     His  points  of  view  and  his  methods  must  be  availed  of  moi 
and  more  by  society  if  it  expects  to  make  evidently  needed  progres- — •** 

The  Author.     The  reception  of  this  paper  is  proof  that  tl 
members  of  our  Society  individually  and  collectively  are  deeply  i 
terested  in  the  problem  of  American  municipalities.    As  the  questio 
of  expert  advice  in  utility  matters  has  been  so  vigorously  discussed 
especially  by  those  directly  employed  by  the  utility  companies  them 
selves — I  have  taken  occasion  to  discuss  it  further  and  at  greate 

*Pre8ident,  Carnegie  Institution  of  Washington,  Washington,  D.  C. 
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length  in  two  lectures,  delivered  at  several  eastern  universities,  under 
the  title  Snapping  Cords — Comments  on  the  Changing  Attitude  of 
American  Cities  Toward  the  Utility  Problem.  The  valuation  of 
utilities  is  of  course  the  real  question  which  is  being  debated.  The 
position  of  the  engineering  profession  toward  the  expert  in  valuation 
cases  must  inevitably  be  defined  with  more  and  more  charity.  For 
the  theory  and  practice  of  valuations  must  within  a  few  years  become 
a  national  issue  comparable  in  importance  only  with  the  tariff  s^ni  the 
li()uor  (juestiop^r 
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?ive  factors  may  be  singled  out  as  being  responsible  for  the 
ency  toward  sustained  and  thorough,  yet  specialized  and  practical, 
>aration  for  municipal  service  in  Germany.* 
I  The  first  of  these  is  the  rapid  rise  in  urban  populations.  In 
years  the  population  of  cities  of  over  100,000  increased  50  per 
;.  Half  of  the  German  population  are  now  urban  residents.  This 
inous  increase  in  urban  populations  means  an  increase  in  public 
-tions  assumed  by  city  governments  many  times  greater  than  the 
ease  in  population.  This  increase  in  public  functions  requires 
ency  and  training  of  public  employes. 

Preparation  for  governmental  positions  in  the  state  has  been 
ided  for  in  the  state  universities.  These  institutions  are  under 
lomination  of  practically  the  same  group  of  officials  that  control 
tate  administration.  Thus,  while  state  positions  are  amply  pre- 
1  for,  at  least  in  certain  of  the  universities  (though  German  uni- 
ties, like  many  American  universities,  have  been  all  too  slow  in 
ag  courses  in  the  political,  social  and  economic  sciences,  adequate 
'eparation  for  the  highest  public  positions)  these  state  institutions 
at  tend  to  give  the  specialization  and  the  emphasis  upon  municipal 
ice. demanded  by  urban  needs.  This  inadequate  training  of  mu- 
>al  officials  and  employes,  with  its  accompanying  lack  of  proper 
ialization  and  proper  adaptation,  caused  a  demand  for  local 
tutions  that  would  oifer  the  training  necessary  and  adequate  for 

liarton  School  of  Finance  and  Commerce,  Univ.  of  Pa. 
ocational   Education    in    Europe,    Gooley.      The    author    has    drawn    ex- 
yely  on  this  work  for  facts  as  to  the  general  educational  system.     The 
lasion  of  particular  institutions  is  based  on  an  intensive  study  of  recent 
ogues  and  announcements. 

ibetract  of  paper  presented  at  the  Annual  Meeting,  December  1914,  of 
Ahekican  Society  of  Mechanical  Engineers. 
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municipal  employes.  This  is  the  second  factor  tending  toward  ihe 
creation  of  municipal  colleges  for  the  preparation  for  municipal 
service  in  Germany. 

4  The  burgomaster  and  the  paid  expert  advisers  in  the  magistrat 
were^  as  a  rule,  well  trained  at  the  state  institutions.  But  no  special 
training  was  provided  for  the  great  rank  and  file  of  city  employes, 
the  eflBciency  of  whom,  after  all,  decides  the  skill  and  utility  with  which 
the  taxpayer's  money  is  spent.  The  need  for  training  well  every 
municipal  employe,  so  that  there  will  be  no  lost  motion  through  inade- 
quate preparation  for  positions,  is  the  third  factor  leading  toward 
adequate  public  training  for  public  service  in  Germany.  The  qualifi- 
cations for  the  higher  paid  positions  are  stipulated  in  state  law.  Both 
theoretical  training  and  practical  experience  are  required.  These  re- 
quirements apply  in  fact,  though  not  in  form,  to  burgomeisters  for 
which,  under  the  Prussian  law  at  least,  no  specific  qualifications  are 
laid  down.  For  the  higher  positions,  less  and  less  importance  is  being 
attached  to  a  purely  legal  training  and  preparation.  "It  is  felt  that 
for  an  official  who  has  to  administer  finance,  commercial  enterprises^ 
education,  poor  relief,  and  above  all  to  manage  men,  other  qualifi- 
cations are  more  necessary,  such  as  a  thorough  grasp'*  of  the  economic 
and  social  sciences.  This  trend  is  especially  to  be  noted  in  the  cur- 
riculum at  the  Diisseldorf  institution  later  to  be  described. 

5  The  fourth  factor  lies  in  the  fact  that  public  service  is  a  recog- 
nized profession  of  dignity  and  permanence  in  tenure.  The  oft- 
repeated  assertion  that  there  are  no  politics  in  German  city  positions 
is  far  from  accurate,  for  in  many  cities  an  avowed  member  of  the 
social  democratic  party  could  never  be  ratified  for  a  leading  city 
position  no  matter  what  his  worth,  while  a  conservative  of  the  landed 
gentry  point  of  view  would  bo  ratified  no  matter  how  incomplete  his 
preparation.  But  in  Germany  the  provincialism  characteristic  of  ft> 
many  American  cities,  which  brands  experts  from  other  cities  or 
states  as  "outsiders"  or  "aliens,"  finds  no  place.  The  result  is  that  a 
public  employe  with  adequate  qualifications,  who  finds  himself  blocked 
in  one  city  because  of  his  party  affiliations,  can  look  toward  employ- 
ment in  other  cities.  A  position  once  secured,  a  tenure  for  life  or  for 
a  term  of  12  or  24  years  is  assured,  followed  by  a  pension  at  the  end 
of  service.  Over  40  per  cent  of  the  officials  in  general  administration 
and  under  30  per  rent  of  those  in  the  technical  departments  are  ap- 
pointed for  life.  Moreover,  promotion  is  made  from  city  to  city  so 
that  there  is  no  limit  to  the  economic  returns  and  social  prestige  of 
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public  official  of  competence  and  skill.  Even  the  burgomaster  and 
the  leading  expert  advisers  in  the  magistrat  arc  chosen  at  will 
n  other  cities.    The  salary,  moreover,  is  adequate  to  attract  the 

talent,  and  increases  in  remuneration  follow  at  specific  intervals. 

national  laws  frequently  provide  that  appointees  to  certain 
bions  shall  have  stated  professional  qualifications,  but  all  examina- 
i  are  qualifying  and  not  competitive.  The  state  examinations 
jly  determine  eligibility  and  within  the  large  list  of  eligibles,  the 
Lstrat  has  full  discretion  in  choosing  officials.^  Probationary 
)d8  of  service  without  salary  or  for  a  nominal  payment,  promotion 
he  reconmiendation  of  superior  officers,  with  due  regard  to  merit 
experience,  security  of  tenure,  protection  against  arbitrary  dis- 
al,  exclusion  of  civic  employes  and  officials  from  all  participation 
ection  campaigns,  all  these  features  of  American  civil  service  find 
ace  in  the  German  system.  But  the  arbitrary  provisions  char- 
•istic  of  American  civil  service,  such  as  that  the  appointing  official 
mited  in  his  choice  to  the  three  highest,  finds  no  place  in  the 
nan  regime.  The  result  is  freedom  of  choice  by  an  employing 
al  who  must  have  the  best  talent  and  get  the  best  results  within 
sxpenditures,  for  pressure  of  the  tax  is  as  keenly  felt  in  German 
3  as  in  American  cities. 

I  The  fifth  factor  making  for  the  inculcation  of  efficiency  prin- 
s  in  the  German  municipal  service  is  the  fact  that  the  great  public 
aes  such  as  the  street  railways,  gas,  rail  and  waterways,  are  publicly 
5d  and  operated.  This  means  that  not  only  the  best  paying  posi- 
j  but  also  the  positions  carrying  with  them  social  prestige  and 
>r,  are  within  the  gift  of  the  state  rather  than  in  the  power  of 
ite  corporations.  The  youth  of  capacity  and  training  turns, 
»fore,  by  preference  to  the  public  service.  Then  too,  as  is  es- 
illy  pointed  out  in  the  Prospect  of  the  Training  School  for  Public 
ice  at  Aschersleben,  "the  numerous  obligations  wliich  self- 
rmnent  and  the  new  social  and  political  legislation  put  on  the 
inistration  show  obviously  the  absolute  necessity  for  the  profes- 
il  education  of  public  officers." 

'  The  technical  training  required  for  the  municipal  expert  in 
nany  is  usually  afforded  by  some  brancli  of  tlie  regular  educational 


an.* 


lyemment  of  European  Cities,  W.  B.  Munro,  p.  178. 
nrman  schools  can  be  divided  into  the  following  two  classes:    (a)  State  in- 
dons:    (1)     Those  which  are  supported  entirely  by  the  State,  and   (2) 
for  whieh  private  corporations  furnish  a  share  of  the  cost;  and  (h) 
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8  In  the  first  place,  there  are  the  great  technical  universitieg 
everywhere  maintained  hy  the  individual  states,  in  whicli  techniol 
training  of  the  most  definite  and  specific  kind  (*an  be  obtained  for 
either  public  or  private  expert  work.  At  the  present  time  there  are 
11  great  scientific  universities,  the  organization  of  which  is  under  the 
control  of  several  states  of  the  (ferman  Empire.^ 

9  Below  the  highest  technical  institutions  are  two  grades  of 
machine  trade  or  mechanical  engineering  schools,^  those  providing 
for  the  training  of  engineers,  constructors,  foremen,  machine  draftg- 
men,  etc.,  and  those  of  a  lower  grade  which  train  machinists,  me- 
chanical draftsmen  and  technical  officials  of  middle  rank  and  others 
preparing  for  positions  that  require  a  less  highly  developed  technical 
ability.  To  both  these  classes  of  s(*hools  are  often  adde<l  Sunday 
and  evening  courses,  open  to  workmen  who  cannot  afford  to  give  up 
work  entirely  and  attend  school. 

10  Technical  preparation  for  expert  work  in  building  trades  can 
be  secured  in  the  fifty  odd  building-trades  schools  in  Germany,  most 
of  them  with  two  departments:  architectural  (Hochbau)  and  civil 
engineering  (Tiefbau).' 

11  Technical  j)reparation  for  the  industrial  arts  can  be  secureil 
in  either  one  of  the  following  groups  of  art  trade  schools:  industrial 
continuation  schools  for  the  art  classes;  schools  for  hand-crafts; 
schools  for  industrial  art  and  hand-crafts,  and  industrial  art  schools. 

Local  community  institutions,  either  pure  community  institutions  or  those  to 
which  either  the  State  or  local  organizations  contribute. 

There  is  a  third  class  of  institution,  supported  by  associations  and  unions, 
which  is  not  carried  on  for  gain,  but  which  requires  considel'able  finaneis^ 
assistance  from  both  the  State  and  the  city. 

'Brunswick,  Berlin,  Karlsruhe,  Munich,  Dresden,  Stuttgart,  Darmstadt,  A-V** 
la-('hai»cllc,  Hannover,  Danzig,  Breslau.  (Vocational  Education  in  Eurof*^ 
Cooley,  p.  172.) 

*Tho  higher  of  tlicso  requires  ^reat«T  academic  preparation  and  a  lonjT^ 
course  of  study.  Into  the  second  will  be  admitted  those  without  a  comple'^ 
secondary  education  but  who  have,  at  least,  one  year  of  practical  training 
The  Hohcre  Maftcfiimnibauschulcn  ia  a  real  secondary  t^'hnical  school,  tl"^ 
condition  for  admission  being  the  completion  of  the  six  years'  course  in  tl^ 
academic  secondary  school,  together  with  practical  work  in  shop  or  factory  f(^ 
a  period  of  two  to  three  years. 

•In  this  latter  department  are  included  courses  for  civil  engineering,  roac:^ 
street  and  railway  building,  hydraulic  engineering  and  bridge  conBtruetio^^ 
and  sometimes  irrigation  and  drainage.  (Vocational  Education  in  Europ^ 
Cooley,  p.  144-145.) 
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^ttcse  prepare  thoroughly  skilled  laborers.  Every  endeavor  is  made  to 
*^X^pt  the  study  to  the  particular  industrial  conditions  of  the  locality. 

12     Preparation   for  other  special  positions  requiring  technical 

Preparation  can  be  found  in  the  continuation  schools,  in  the  textile 

^^^liools,  in  the  technical  schools  for  woodworkers,  in  the  commercial 

^^^liools,*  many  of  which  are  also  supported  by  the  leading  commercial 

^  ^id  labor  organizations  of  the  country,  in  the  modest  classes  <»onducted 

*^v  winter  evening  hours  by  the  light  of  the  oil  lamp  in  the  low  school 

r<>om  of  the  villages.    By  the  end  of  15)12  there  were  in  Germany  1400 

^tidustrial  and  trade  continuation  schools  of  a  more  or  less  urban 

^•liaracter  (attendance  (>;]0,000),  5200  rural  continuation  schools  (at- 

tomlanoe  84,000)  and  17,000  general  continuaticm  schools. 

13  One  characteristic  of  the  i)rcparation  often  rcipiired  in  (Jer- 
niany  is  that  some  practical  cxpcricu<*c  is  required  for  admission. 
Practical  work  means  shoj)  or  factory  work  under  actual  conditions. 
Til  the  foundry  it  means  driving  and  attending  to  machinery.  The 
stiuleiit  must  put  in  the  full  number  of  hours  of  work  and  submit  to 
the  rules  and  regulations  of  the  work  like  any  other  workman. 

14  But  general  school  training  can  not  make  the  efhcient  em- 
ploye. There  are  at  least  two  other  i)rerc(iui sites.  The  first  is  specific 
jiroparation  of  a  kind  that  could  not  be  expected  in  a  general  uni- 
A'er.^ity,  and  the  second  is  particiilar  training  for  those  who  are  em- 
ployes and  officials  in  municipal  service.  To  meet  these  two  needs,  a 
number  of  strictly  municipal  institutions  have  sprung  up  in  Germany. 
l^hese  schools  include  the  special  training  schools  for  employes  of 
certain  departments  such  as  the  training  school  for  policemen  and  the 
college  of  town  planning  in  Berlin,  and  the  school  for  the  training  of 
police  officials  at  Ludwigshafen. 

15  A  definite  movement  for  local  municipal  colleges  is  on  foot  in 
Hamburg,  Frankfort-on-Main,  Cologne,  Dresden  and  Posen,  and  the 
small  towns  of  Altdorf,  Willenberg  and  Ilelmstedt,  all  three  of  which 
had  their  own  universities  in  the  i)ast  and  want  ihem  renewed. 

16  Other  schools  in  Prussia  are  those  at  Diisseldorf,  Ifagum  and 
Bochum.  In  Berlin  instruction  is  given  in  some  of  the  continuation 
schools  to  young  people  who  wish  to  prepare  for  the  lower  grades  of 
the  municipal  service.  In  Saxony  there  are  schools  for  conmiunal 
officials  at  Cottbus,  Xerchau  (the  latter  with  145  pupils  in  training 
in  1911),  and  Aschersleben.  Similar  schools  are  the  Munich 
(Bavaria)  Trade  College  and,  for  the  Thuringian  States,  a  two-years 
course  at  Eisenach  *^on  such  courses  as  local  finance  and  taxation. 
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education^  poor  relief,  town  planning,  police  functions  and  social  l^;is- 
lation/^^  Dortmund  in  Westphalia  has  recently  established  a  college 
for  the  administrative  and  social  sciences. 

17  The  work  and  functions  of  these  new  universities  can  best  be 
expressed  by  a  special  study  of  two  of  them  rather  than  generalized 
comment  on  all  of  them.  For  this  purpose  are  chosen  the  Akademie 
fUr  kommunale  Verwaltung  zu  Diisseldorf  and  the  Erste  Preussische 
Vorwaltungs-Seminar  zu  Aschersleben. 

18  Tlie  purpose  of  the  academy  for  municipal  administration  in 
Dusseldorf,  opened  for  work  in  the  autumn  of  1911,  is  to  strengthen 
and  broaden  the  knowledge  of,  and  to  offer  a  scientific  and  practical 
training  to  municipal  officials,  and  to  give  business-like,  scientific  and 
practical  education  to  persons  intending  to  enter  the  municipal  service. 
A  survey  of  the  courses  offered  and  the  methods  employed  indicates 
that  the  academy  is  primarily  an  institution  for  the  further  training 
of  the  higher  municipal  officials. 

19  The  academy  is  not  an  independent  legal  entity  but  a  munici- 
pal institution  of  the  city  of  Diisseldorf,  established  by  the  city  council 
thereof.     The  Kuratorium  or  board  of  directors  comprises  the  chief 
mayor,  six  members  of  the  city  council,  representatives  from  other 
local  govoriimental  units  and  representatives  froni  the  Academy  facul- 
ties.   The  first  budget  comprised  about  50,000  M.  inclusive  of  the  cost 
of  fitting  up  a  municipal  building  for  the  purpose.    The  teaching  staff 
is  composed  of  (a)  official  expert  teachers,  heads  of  departments,  ap- 
pointed with  the  sanction  of  tlie  Kuratorium,  (b)  expert  teachers  who 
offer  lectures  for  each  academic  year,  and  (c)  honorary  experts,  who 
offer  lectures  for  a  specified  time  on  selected  subjects,  thus  giving 
to  tlie  college  the  assistance  of  the  best  scientists  and  specialists,  and 
(d)  leading  state  and  municipal  oflicials,  (e)  scholars  and  (/)  former 
professional  men  who  are  procured  for  certain  discourses.-    While  the 
academy  is  thus  under  municipal  control  and  supported  by  municipal 
grants,  it  is  subject  to  state  supervision  by  the  minister  of  ecclesiastical 
and  educational  affairs. 

*W.  H.  Dawson,  Municipal  Life  and  Government  in  Germany,  p.  115. 

*The  chief  mayor  appoints  the  director  of  studies,  after  confirmation  by 
the  coUege  faculty  and  the  city  council  and  appoints,  with  the  approval  of 
the  faculty,  all  the  other  classes  of  teachers.  (Satzung  der  Akademie  fUr 
kommunale  Verwaltung  in  Diisseldorf).  As  a  rule,  instruction  is  o£Fered  ^ 
men  who  are  lecturers  in  universities  and  by  experts  in  particular  fields  of 
municipal  administration.  Purely  administrative  matters  pertaining  to  eours^^ 
attendance  thereon,  the  ratification  and  approval  of  all  the  teaching  ataify 
save  only  the  director,  rests  upon  the  faculty  of  the  schooL 
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20  The  course  of  study  is  so  arranged  that  advanced  students  can 
complete  requirements  for  the  examination  in  two  semesters  of  about 
26  weeks  of  study  each.  Students  are  advised,  however,  to  take  two 
years  of  two  semesters  each,  before  attempting  the  examination.^ 

21  The  courses  offered  include  the  following  subjects:  Constitu- 
tional rights;  governmental  rights;  the  police  power;  social  questions; 
school  and  sanitary  administration  and  legislation;  insurance  law; 
road  law;  economics;  agricultural  economy;  political  science;  soci- 
ology; resources  of  the  country;  national  economy;  lawful  rights  of 
government;  organization  of  city,  state  and  nation;  efficiency  in  gov- 
ernment ;  science  of  finance ;  taxation  law ;  money  and  banking ;  public 
works;  the  city's  utilities;  statistics;  building  regulations  and  admin- 
istration ;  oultivation  of  prosperity  and  of  refinement ;  defense  of  the 
country;  the  labor  question;  relief  of  the  poor;  business  law;  practical 
work  in  administrative  law;  municipal  finance  and  constitutional  law 
"with  special  reference  to  the  work  of  present  and  future  city  officials'' ; 
criminal  law  and  procedure ;  the  poor  law ;  administrative  law ;  labor 
union  laws  and  their  interpretation;  criminology,  hygiene  and  com* 
merdal  and  financial  bookkeeping.' 

92    The  analytical,  practical  and  thorough  character  of  the  courses 
offered  may  be  gleaned  from  the  content  of  selected  courses.    Thus 
the  course  in  the  science  of  law  includes  the  foundation  principles  as 
to  the  rights  of  citizens  and  the  rights  of  officials;  purchases,  leases, 
deeds  and  their  characteristics;  indemnity  obligations  of  the  com- 
munity; earnings  and  laws  of  properties;  real  estate  law,  rights  of 
mortgages,  the  authority  of  parents  and  the  power  of  the  respective 
governments  as  guardians ;  the  rights  of  associations  and  of  business ; 
commercial  law;  the  foundation  principles  as  to  state,  rural  and  city 
administrative  law;  the  constitution  of  tho  state  of  Prussia,  the  Tm- 
|>erial  constitution,  the  rights  of  administrative  organs  of  government, 
the  police  power  and  the  general  position  of  tho  police  including  the 
safety  and  sanitary  police.     The  course  in  taxation  law  includes  dis- 
cussions of  the  various  kinds  of  taxes,  such  as  professional  and  occupa- 
tion taxes;  concessions;  beer,  dog,   amusement  and  other  indirect 
general  taxes;  double  taxation;  the  increase  in  taxes  and  the  value 

Hyt  these  two  semesters,  one  extends  from  the  end  of  October  to  the  end 
of  February  and  the  other  from  the  middle  of  April  to  the  middle  of  July 
in  eaeh  year.  The  period  of  studj  can  begin  with  the  winter  or  summer 
semester.     (Satzung  der  Akademie  fUr  kommunale  Verwaltung  in  DUsseldorf.) 

" '  Akademie  fttr  kommunale  Verwaltung  zu  DUsseldorf. ' ' 
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thereof;  the  relation  between  city,  district  and  provincial  taxes.  In- 
surance law  includes  a  history  of  public  insurance,  the  details  as  to 
sick,  accident  and  invalid  insurance,  the  relation  of  the  insured  to  each 
other.  The  course  in  statistics  includes  discussions  as  to  the  nature  of 
statistics,  statistical  methods,  teirhuique  in  presenting  statistics,  the 
principal  province  of  governmental  statistics,  etc.  Thorough-going 
courses  are  offered  in  political  ecx)nomy  with  special  application  to  the 
protection  of  properties  and  the  development  of  new  industrial  op- 
portunities. Efficiency  in  governmental  administration  is  likewise 
taught  as  is  "the  cultivation  of  prosperity''  in  the  different  com- 
munities and  the  inculcation  of  the  proper  doctrines  as  to  a  national 
program  for  industrial  supremacy.  In  the  course  germain  to  pure 
wat^r  for  the  city  are  given  complete  geological  data.  In  short,  the 
courses  include  minute,  reliable,  thorough-going  investigations  into  the 
legal,  social,  economic,  |H>litical,  industrial  and  even  geological  ramifi- 
cations of  the  municipal  otticiaFs  duties  and  responsibilities. 

2'S  Of  a  significance  e(iually  as  great  as  the  practical  and  far- 
reaching  content  of  the  courses  is  tlie  practical  work  required  of  the 
students  before  graduation.  Following  each  lecture,  and  presented  in 
a  way  leading  from  the  less  to  the  more  complex,  certain  important, 
practical  ({uestions  are  taken  up  in  a  very  intensive  manner.  These 
reports,  on  practic*al  questions,  pre])ared  by  every  student,  are  in  form 
partly  written  and  in  part  a  comjnlation  of  material.  They  may  be 
presented  in  loose  form  or  perhaps  in  the  form  of  a  bound  work.  Thei^e 
assigned  rej)()rts  on  practical  questions  are  prepared  under  the  super- 
vision of  the  (»xpert  in  charge  of  the  course  and  are  so  chosen  and  con- 
ducted as  to  bring  tbe  student  very  close  to  the  local  administrative 
machinery  and  to  the  definite  problems  in  his  own  field,  and,  more 
than  this,  inculcate  methods  of  research  on  daily  practical  questions  of 
in<'alculable  value  in  later  public  service.* 

2t  After  <*areful  and  conscientious  attendance,  and  upon  the 
com})letion  of  the  lectures  and  the  re(|uired  practical  work,  candi- 
dates may  be  admitted  to  an  exjimination.-     This  examination  iu- 

■^Ratachlaiye  fiir  die  Einrichtunjj  <!«*  Ptudiiims  an  der  Akadeinie  filr  kom- 
munale  Verwaltuiig  zu  DilBseMorf. 

*The  announcement  of  one's  intention  to  take  the  examination  must  be 
made  at  least  fourteen  days  before  the  end  of  the  second  semester,  and  tbe 
announcement  must  contain,  with  other  things,  the  following:  (a)  A  sketch 
of  the  life  of  the  candi<late;  (b)  school  records  and  evidences  of  practical 
activity;  (c)  a  statement  of  the  subjects  that  have  been  most  interesting  to 
the  student  at  the  Academy,  and  the  subject  of  his  written  work;  (d)  a  state- 
ment as  to  when  his  required  written  work  will  be  completed  or  a  request  for 
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a  "task"  to  be  written  at  home.  This  written  work  must  be 
eil  within  four  wec^ks  after  the  assignment  of  the  task.  In 
lon  to  the  liome  work,  some  si)ecial  work  will  be  given  which 
lot  take  more  than  four  hours.  In  doing  this  work,  the  candidate 
have  one-half  hour  for  preparing  himself  without  help.  More- 
there  is  required  a  theme  in  the  field  of  economics,  social  politics 
public  finance  or  a  theme  in  the  general  field  of  economics  and 
ee.  Then  follows  an  oral  examination  of  20  to  25  minutes  in 
h.  This  examination  covers:  (a)  state,  communal,  national 
dzation  including  the  rights  of  officers;  (b)  administration  in- 
ng  school,  industry,  the  poor,  transportation,  buildings,  insur- 
questions  of  eligibilty  of  holding  office;  (c)  science  of  economics; 
political  ei»onomics,  agricultural  industry,  trade;  (e)  political 
•e  and  social  politics;  (/)  finance.  At  the  completion  of  the 
nation,  the  candidate  receives  a  diploma  from  the  chairman  of 
uratorium  and  from  the  diret^tor  of  studies.* 

In  the  academy's  first  year,  there  was  a  total  attendance  of 
jgular  students  and  49  matriculated  students.    During  the  winter 
ter  of  1913-14  more  than  18  dTfTerent  courses  of  lectures  were 
by  a  force  of  16  instructors. 

Quite  in  contrast  to  the  Diisscldorf  academy,  which  trains 
rily  the  higher  officials,  is  the  Professional  Training  School  for 
Service  at  Aschersleben  which  offers  courses  preparing  primarily 
e  one  year  probationary  service,  the  middle  and  lower  classes  of 
:  employes,  and  for  projuotion  from  a  lower  to  a  higher  grade  of 
e. 

The  stated  purpose  of  this  institution  is  **To  give  to  young 
IS  the  general  and  professional  education  necessary  to  enter  the 
•  service  career  as  a  minor  or  middle  officer."'  The  course  gives 
same  time  an  opportunity  to  prepare  for  higher  municipal  ad- 
trative  positi'ons  such  as  mayors  in  smaller  towns  and  the  higher 
in  the  larger  towns.  Preparation  for  the  highest  posts  usually 
•es  a  degrcH'  of  training  equal  to  that  for  the  degree  of  Ph.D., 
h  one  reason  for  the  establishment  of  the  i)ractical  school  was  to 
flief  from  the  theoreticallv  trained  Ph.D. 

»     The  duration  of  the  general  course  is  three  years.    The  school 
iffers  a  one-year  s])ecial  course  for  the  training  of  minor  civil 

ponement  of  the  time,  which,  in  any  case,  must  be  entered  in  the  form 
!   application.      (Prlifunjjsordnunjr   dor   Akadeniio   fiir   kommunale   Ver- 
fr  zu  Diissehlorf.) 
fungsonlnun^  <ler  Akadeniio  fiir  kommunale  Verwaltunjr  zu  DUnseldorf. 
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thereof;  the  relation  between  city,  district  and  provincial  taxes.  In- 
surance law  includes  a  history  of  public  insurance,  the  details  as  to 
sick,  accident  and  invalid  insurance,  the  relation  of  the  insured  to  each 
other.  The  course  in  statistics  includes  discussions  as  to  the  nature  of 
statistics,  statistical  methods,  technique  in  presenting  statistics,  the 
principal  province  of  governmental  statistics,  etc.  Thorough-going 
courses  are  offered  in  political  economy  with  special  application  to  the 
protection  of  properties  and  the  development  of  new  industrial  op- 
portunities. EflBciency  in  governmental  administration  is  likewise 
taught  as  is  "the  cultivation  of  prosperity"  in  the  different  com- 
munities and  the  inculcation  of  the  proj^er  doctrines  as  to  a  national 
program  for  industrial  supremacy.  In  the  course  germain  to  pure 
water  for  the  city  are  given  complete  geological  data.  lu  short,  the 
courses  include  minute,  reliable,  thorough-going  investigations  into  the 
legal,  social,  economic,  jH>litical,  industrial  and  even  geological  ramifi- 
cations of  the  municipal  otficial's  duties  and  responsibilities. 

23  Of  a  significance  efjually  as  great  as  the  practical  and  far- 
reaching  content  of  the  courses  is  the  practical  work  required  of  the 
students  before  graduation.  Following  each  lecture,  and  presented  in 
a  way  leading  from  the  less  to  the  more  complex,  certain  important, 
practical  questions  are  taken  up  in  a  very  intensive  manner.  These 
reports,  on  practical  (juestions,  prepared  by  every  student,  are  in  form 
partly  written  and  in  part  a  compilation  of  material.  They  may  be 
presented  in  loose  form  or  perhaps  in  the  form  of  a  bound  work.  These 
assigned  reports  on  practical  questions  are  prepared  under  the  super- 
vision of  the  expert  in  charge  of  the  course  and  are  so  chosen  and  con- 
ducted as  to  bring  the  stiulcnt  very  close  to  the  local  administrative 
machinery  and  to  the  definite  problems  in  his  own  field,  and,  more 
than  this,  inculcate  methods  of  research  on  daily  practical  <piestionsof 
incalculable  value  in  later  public  service.^ 

2 1  After  careful  and  conscientious  attendance,  and  ujwn  the 
c<miplction  of  the  lectures  and  the  rc(|uired  practical  work,  candi- 
dates mav  be  admitted  to  an  examination.-     This  examination  in- 

*Rat8chlage  flir  <lio  Einrichtung  (les  Studimns  an  der  Akademie  fUr  kom- 
iiiunale  Verwaltung  zu  DiisscMorf. 

'The  announcement  of  one's  intention  to  take  the  examination  must  ^ 
made  at  least  fourteen  days  before  the  end  of  the  second  semester,  and  the 
announcement  must  contain,  with  other  things,  the  following:  (a)  A  skitcb 
of  the  life  of  the  can<lidate;  (h)  school  records  and  evidences  of  practiwJ 
activity;  (c)  a  statement  of  the  subjects  that  have  been  most  interesting  to 
the  student  at  the  Academy,  and  the  subject  of  his  written  work;  (d)  a  stata- 
ment  as  to  when  his  required  written  work  will  be  completed  or  a  request  ^or 
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I  a  "task"  to  be  written  at  home.  This  written  work  must  be 
ed  within  four  wei?ks  after  the  assignment  of  the  task.  In 
ou  to  the  home  work,  some  special  work  will  be  given  which 
ot  take  more  than  four  hours.  In  doing  this  work,  the  candidate 
lave  one-half  hour  for  preparing  himself  without  help.  More- 
bhere  is  required  a  theme  in  the  field  of  economics,  social  politics 
ublic  finance  or  a  theme  in  the  general  field  of  ecjonomics  and 
e.  Then  follows  an  oral  examination  of  20  to  25  minutes  in 
i.  This  examination  covers:  (a)  state,  communal,  national 
ization  including  the  rights  of  officers;  (b)  administration  in- 
ig  st^hool,  industry,  the  jxoor,  transportation,  buildings,  insur- 
questions  of  eligibilty  of  holding  office;  (c)  science  of  economics; 
)olitical  economics,  agrictultural  industry,  trade;  (e)  political 
e  and  social  politics;  (/)  finance.  At  the  completion  of  the 
nation,  the  candidate  receives  a  diploma  from  the  (*hairman  of 
uratorium  and  from  the  director  of  studies.^ 

In  the  academy's  first  year,  there  was  a  total  attendance  of 
fgular  students  and  49  matriculated  students.  During  the  winter 
ter  of  1913-14  more  than  18  dTlTcrent  courses  of  lectures  were 
by  a  force  of  16  instructors. 

Quite  in  contrast  to  the  Diisscldorf  academy,  which  trains 
rily  the  higher  officials,  is  the  Professional  Training  School  for 
Service  at  Aschersleben  which  offers  courses  preparing  primarily 
e  one  year  probationary  service,  the  middle  and  lower  classes  of 
!  employes,  and  for  projnotion  from  a  lower  to  a  higher  grade  of 
e. 

The  stated  purpose  of  this  institution  is  **To  give  to  young 
IS  the  general  and  professional  education  necessary  to  enter  the 
;  service  career  as  a  minor  or  middle  officer."  1'he  course  gives 
same  time  an  opportunity  to  j)repare  for  higher  municipal  ad- 
trative  |>ositions  such  as  mayors  in  smaller  towns  and  the  higher 
in  the  larger  towns.  Prej)aration  for  the  highest  posts  usually 
•es  a  degree  of  training  equal  to  that  for  the  degree  of  Ph.D., 
h  one  reason  for  the  establishment  of  the  practical  school  was  to 
'lief  from  the  theoretical Iv  trained  Ph.D. 

The  duration  of  the  general  course  is  three  years.  The  school 
(ffers  a  one-year  special  course  for  the  training  of  minor  civil 

ponement  of  the  time,  which,  in  any  case,  must  be  entered  in  the  form 
application.      (Prlifungsordminjj   «U*r   Akadeniie   filr   kommunale   Vor- 
fr  zu  DiisseMorf.) 
fun^sordnung  dor  Akadeniio  fiir  kommunale  Verwaltun^  zu  Diisseldorf. 
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service  employes  under  governmental^  provincial  and  administratiTe 
boards,  as  well  as  a  one-year  continuation  training  course  for  the  career 
of  minor  municipal  odiicials.  The  school  also  provides  a  three-months' 
continuation  course  for  those  in  military  service  who  may  desire  to 
prepare  during  compulsory  army  service  for  minor  governmental 
positions.  To  take  this  course  the  student  must  get  leave  of  absence 
from  the  military  authorities.  He  receives  his  regular  pay  and  in  ad- 
dition 13  pfennigs  (3^  cents)  per  day  for  expenses. 

29  The  curriculum  includes  three  general  classes  of  subjects: 
(a)  scientific  courses  such  as  German,  mathematics,  history,  geogra- 
phy, French,  English,  chemistry  and  physics,  (6)  professional  coniseg 
such  as  jurisprudence  or  general  legal  knowledge,  constitutional  and 
administrative  law,  social  administration,  political  economy,  public 
finances,  the  science  of  taxation,  the  budget,  and  the  treasury,  and  (c) 
applied  courses  such  as  typewriting,  stenography,  drawing,  accounting, 
bookkeeping,  arithmetic  and  German.  Definite  practioEil  work  is  re- 
quired in  all  courses.  On  the  whole,  therefore,  this  course  is  at  once 
narrow  enough  to  prepare  for  definite  positions  and  general  enough  to 
be  of  life-long  stimulating  value.  All  young  persons  over  14  years  of 
age,  who  have  a  ^^public  school  education  and  possess  some  knowledge 
of  the  French  and  English  languages"  are  eligible  to  the  entrance 
examination  into  the  general  three-year  course.  Those  long  from 
school  must  present  a  police  "certificate  of  conduct.**  On  every  pupil 
is  imposed  the  duties  of  showing  himself  worthy  of  public  service  by 
attention,  zeal,  high  morals,  clean  conduct  and  good  habits. 

30  Graduates  of  the  institution  are  assured  in  the  school's  an- 
nouncements that  they  will  be  prepared  as  well  for  "private  seniee 
such  as  factory  clerks,  cashiers,  correspondents,  oflBce  clerks  and  similar 
positions."  Special  emphasis  is  placed,  however,  on  positions  in  the 
"imperial  administration,  railway  management,  cooperative  and  in- 
surance associations,  street  railways  and  other  utilities,  taxation 
boards,  administrative  courts,  and  similar  city  and  governmental 
bodies."  Aschersleben  is  urged  to  be  just  the  place  for  training  for 
the  public  service  because  "it  is  provided  with  all  such  modem  accom- 
modations as  aqueducts,  canals,  municipal  baths,  gas  and  electric 
works,  hospitals,  slaughter  houses,  etc.,"  which  serve  as  laboratories 
for  practical  training. 

31  The  student  is  drilled  so  that  he  can  hunt  up  and  understand 
the  decisions  of  the  civil  and  administrative  courts.  The  instructors 
are  employed  teachers  and  the  public  oflBcials  of  the  city  of  Aschersle- 
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ben.  At  the  end  of  the  one  year,  the  tuition  for  which  is  150  M., 
there  ib  a  final  examination  in  the  presence  of  a  state  examiner,  the 
chief  burgomaster  of  Aschersleben  and  invited  members  of  the  Central 
Alliance  of  Prussian  officials  on  the  basis  of  which  a  final  graduation 
certificate  is  given.  With  the  institution  is  connected  an  employment 
bureau. 

32  On  the  whole  therefore  both  these  institutions  provide  train- 
ing both  for  the  initiate  and  for  the  official  or  employe  already  in 
service.  The  Academy  at  Dlisseldorf  gives  preference  and  special 
attention  to  burgomasters  and  other  of  the  higher  city  officials.  The 
seminary  at  Aschersleben  is  especially  adapted  to  the  lower  civil 
service  positions.  Both  offer  what  may  be  called  "continuation'* 
courses. 

33  The  "prospect"  of  the  school  at  Aschersleben  points  out  that 
municipal  administrative  boards  are  already  requiring  a  certain  de- 
gree of  preparation  in  the  very  courses  offered  in  the  institution, 
and  the  Central  Alliance  of  the  Public  Officers  of  Prussia  has  passed 
a  resolution  requesting  the  Koyal  Government  "to  come  out  strongly 
for  an  elementary,  intermediate  and  advanced  (continuation)  train- 
ing of  all  public  officers  corresponding  to  the  conditions  of  the  times. 
.  .  /  The  central  association  greets  all  professional  institutions 
which,  in  the  spirit  aforesaid,  will  be  strenuous  in  raising  the  effi- 
ciency of  public  employes.  From  those  pupils  who  do  not  possess  al- 
ready the  scientific  qualifications  necessary  for  the  one  year  voluntary 
military  service  will  be  required  general  scientific  preparation  re- 
quisite to  the  passing  of  the  one  year  probationary  examination,  and 
the  municipalities  should  uniformly  require  for  entrance  to  the 
middle  posts  in  the  public  service  a  certificate  showing  these  educa- 
tional qualifications.'* 

34  Both  schools  assure  such  educational  qualifications,  and  their 
pupils  are  given  preference  in  appointments.  Indeed  the  catalogues 
of  the  institution  at  Aschersleben  state  that  the  constant  demand  in 
public  employment  for  the  well  educated  assures  "even  the  youngest 
students;''  that  they  can  "early  get  into  good  positions  in  which  they 
can  create  for  themselves  a  secure  future." 

35  The  need  for  further  specialized  training  in  America  is  to 
be  measured  by  the  extent  to  which  existing  educational  institutions 
are  meeting  the  rapidly  rising  demand  for  well-trained  public  officials 
who  can  look  to  permanency  in  the  public  service. 

36  The  universities  of  our  country  are  already  doing  a  splendid 
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work  in  providing  for  the  public  service.  Through  the  activities  of 
the  Committee  on  Practical  Training  appointed  by  the  American  Eco- 
nomic and  Political  Science  Associations,  our  universities  are  begin- 
ning to  make  an  extended  use  of  the  agencies  for  practical  training 
available  on  every  hand,  such  as  the  practical  work  by  graduate  and 
well-equipped  undergraduate  students  in  tax,  railroad  and  industrUl 
commissions,  investigating  boards,  state  boards  of  public  affairs,  city 
departments,  boards  of  health,  finance  commissions,  bureaus  of  mu- 
nicipal research  and  the  different  federal  agencies  in  Washington. 
All  the  various  universities  now  offer  courses  in  constitutional  law,  in 
municipal  government  and  allied  subjects.  University  faculties  are 
being  called  on  extensively  for  practical  work. 

37  In  America,  as  in  Germany,  however,  there  is  a  distinct  move- 
ment toward  local  institutions  for  specialized  training.     There  are 
now,  as  in  Germany,  a  few  strictly  municipal  universities.    Leading 
among   these   are   the   University   of   Cincinnati   and    The   College 
of  the  City  of  New  York.     The  city  council  of  Akron,  Ohio,  has 
recently  taken  over  Buchtel   College,   and  established  a  municipal 
college  imder  the  name  of  the  University  of  Akron.    Cleveland,  Ohio, 
is  looking  toward  a  municipal  university  made  up  of  the  local  institu- 
tions including  the  Western  Reserve  University.     In  Philadelphia  a 
municipal  educational  committee  was  appointed  by  Mayor  Blanken 
burg,  at  the  suggestion  of  Morris  Llewellyn  Cooke,  Director  of  the 
Department  of  Public  Works,  for  the  purpose  of  furnishing  expert 
educational  guidance  and  assistance  to  municipal  employes;  nothing 
more  definite  came  from  this  commission  than  evidence  of  the  nee<l 
for  thorough  practical  training  of  public  employes  in  the  city's  educa- 
tional institutions. 

38  This  survey  of  what  certain  German  institutions  are  doing 
and  what  American  universities  are  offering  leads  to  these  definite 
conclusions :  (a)  While  American  universities  are  doing  much,  they 
are  not  offering  the  practical,  definite  preparation  for  public  senice 
that  is  being  offered  by  certain  German  institutions;  (b)  that  the 
courses  of  study  offered  and  the  plans  for  municipal  colleges  in  (Ger- 
many point  to  endless  possibilities  for  adaptation  in  the  wurses  and 
work  being  offered  in  American  colleges  and  universities;  (c)  to  the 
end  that  the  public  employe  may  be  more  adequately  and  efficientlv 
trained,  our  colleges  and  universities  can  extend  with  profit  to  them- 
selves and  to  the  public,  the  number  of  definite,  practical  courses 
offered  in  their  institutions;  and   (d)  particular  attention  can  ano 
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should  be  given  to  the  preparation  for  special  types  of  public  service 
in  certain  of  our  educational  institutions.  One  or  two  of  the  uni- 
versities in  the  larger  cities  can  prepare  definitely  for  municipal 
service,  others  for  the  consular  and  diplomatic  service,  others  for  state 
service,  others  for  service  in  departments  of  health  and  sanitation, 
while  others  can  prepare  experts  in  engineering,  social,  financial  and 
accounting  fields;  and  (e)  there  is  a  need  in  America  for  a  few  in- 
stitutions offering  specialized  training  for  the  public  employe  who  has 
had  his  technical  preparation,  such  as  is  given  in  the  Academy  for 
Public  Administration  at  Diisseldorf  and  the  Professional  Training 
School  for  Civil  Service  at  Aschersleben.  This  last  class  of  schools 
is  particularly  necessary  for  the  enhanced  efficiency  of  large  numbers 
of  our  public  employes. 

DISCUSSION 

James  J.  Youno^  (written).  Are  our  courses  to  be  offered  chiefly 
for  the  young  college  student  who  thinks  that  he  may  enter  the  public 
service,  or  for  the  city  employe  who  is  already  busy  at  his  work? 
Much  depends  on  which  of  these  two  classes  we  choose  as  our  chief 
clientele.  Heretofore  we  have  taken  for  granted  that  the  young 
c-oUege  man  was  to  be  the  source  of  our  future  supply  of  city  experts. 
Most  of  our  plans  have  been  based  on  this  supposition.  I  feel  strongly 
that  we  should  work  chiefly  in  the  opposite  direction,  and  should  so 
arrange  our  courses  that  they  will  appeal  to  and  help  the  man  who  is 
already  active  in  city  employment  or  the  practising  engineer  who,  after 
having  seen  the  problem  from  a  point  nearer  its  center,  has  decided 
that  he  wishes  to  devote  himself  to  city  work.  Both  of  these  types  of 
men  arc  far  more  valuable  for  our  purposes,  that  is,  the  purpose  of 
providing  and  training  an  adequate  supply  of  scientiflc  technical  city 
administrators  and  experts,  than  is  the  young  college  student. 

We  need  a  sharper  distinction  between  the  general  course  on  city 
government  and  the  technical  highly-specialized  course  on  sanitation, 
housing  conditions  and  methods,  city  transit,  labor,  accounting, 
finance,  etc.  Thus  far  we  have  tried  to  cover  all  these  flelds  and  have 
therefore  presented  in  a  single  course  a  group  of  studies  which  are 
too  general  for  the  technical  student  and  too  technical  for  the  general 
student. 

With  the  new  attention  to  the  subject  which  is  now  arising,  we 
must  have  a  clearer  notion  of  the  class  of  men  and  women  who  are 

*Univ,  of  Penna.,  Philadelphia,  Pa. 
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to  be  trained,  a  relegation  of  the  general  courses  to  the  field  of  gen- 
eral education  of  college  undergraduates,  and  a  more  extensive  de- 
velopment of  the  highly  specialized  technical  subjects  for  small 
classes  of  professional  men  and  vromen.  This  means  a  change  in  the 
cost  of  instruction,  in  its  location,  and  in  the  time  at  which  it  is 
given.  It  involves  the  raising  of  funds,  which  would  be  by  no  means 
diflBcult,  for  special  courses  to  be  given  at  the  large  city  university, 
or  in  the  city  hall  under  university  auspices.  There  are  numerous 
philanthropic  persons  in  every  city  who  would  regard  an  appropria- 
tion for  this  purpose  as  a  pleasing  variety  from  the  money  which  is 
now  spent  in  political  reform.  This  plan  also  involves  a  complete 
transfer  of  the  technical  work  to  the  evening,  in  order  that  it  may 
be  pursued  by  those  who  are  already  engaged  in  engineering  mu- 
nicipal employment  or  other  vocations. 

Such  a  sharp  distinction  between  courses  based  on  a  clearer  view 
of  the  clientele  to  which  they  are  to  appeal  would  lead  to  a  different 
development  from  that  which  has  taken  place  in  Germany,  but  would 
I  believe  answer  more  fully  the  distinctively  American  needs  for  that 
training  of  municipal  servants  which  the  paper  so  admirably  de- 
scribes. 

John  A.  Fairlib^  (written).  I  would  like  to  call  attention  to 
one  or  two  matters  noted  in  Dr.  King's  interesting  and  valuable 
paper.  The  professional  schools  in  the  state  and  private  universities 
in  this  county  are  giving  professional  training  in  engineering,  law  and 
medicine,  offering  special  preparation  for  the  municipal  service;  and 
the  University  of  Michigan  has  annoimced  a  graduate  course  in  mu- 
nicipal administration,  made  up  of  courses  in  several  of  the  schools 
of  that  university.  In  several  states,  there  are  associations  of  mu- 
nicipal officials  which  hold  their  meetings  and  carry  on  their  work 
in  cooperation  with  the  state  universities  (as  in  Wisconsin  and 
Illinois).  Special  mention  may  be  made  of  the  Illinois  State  Water 
Survey,  which  is  located  at  the  University  of  Illinois  and  works  in 
active  cooperation  with  water  supply  officials,  both  of  cities  and 
water  companies,  and  with  the  Illinois  Water  Supply  Association 
which  meets  annually  at  the  University.  The  Illinois  Municipal 
League  met  at  the  State  University  this  year,  and  voted  to  meet  here 
again  next  year ;  and  it  has  been  suggested  that  the  University  should 
offer  for  city  officials  a  series  of  one  or  two-week  courses  in  m^" 
nicipal  subjects  similar  to  its  short  courses  in  agriculture. 

*Univ.  of  Illinois,  Urbana,  HI. 
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There  is  undoubtedly  need  for  further  development  of  special 
edning  for  municipal  officials,  and  this  will  require  the  active  co- 
«ration  of  our  educational  institutions,  public  officials  and  the 
embers  of  the  several  technical  professions. 

H.  S.  OiLBEBTSON^  (written).  There  are  both  an  academic  and 
so  a  practical  reason  why  a  profession  of  public  service  has  not  been 
jveloped  in  this  country  long  before  this.  The  academic  reason  is 
at  there  has  been  a  fear  on  the  part  of  a  large  number  of  political 
Elders  that  democracy  would  be  endangered  by  a  permanent  and 
ghly-trained  civil  service;  that  we  should  drift  gradually  into 
ireaucracy  and  all  it  entails.  The  practical  reason  is  that  another, 
id  a  very  large  element  in  political  leadership  has  desired  for  party 
asons  to  control  appointments  to  public  office. 

So  long  as  this  latter  condition  prevails,  it  is  perfectly  obvious 
at  eflBciency  and  fitness  are  minor  considerations  and  public  serv- 
3  will  be  repellant  to  men  of  high  qualifications,  but  happily  present 
nditions  afford  much  hope  that  both  the  academic  and  the  practical 
jections  to  a  trained  civil  service  will  gradually  disappear. 

Civil  service  reform  also  obviously  favors  the  trained  man.  The 
erit  system  in  the  civil  service  as  now  administered  was  primarily 
tvised  as  a  method  of  eliminating  politics  and  the  most  unfit  ap.- 
icants  for  public  office  from  the  lower  grades  of  the  service.  But 
vil  service  reform  is  now  developing  in  new  directions  and  is  cor- 
eting  some  of  its  mistakes,  and  there  is  a  tendency  to  make  records 

efficiency  the  basis  of  promotion.  This  undoubtedly  will  favor 
)t  only  a  higher  degree  of  preparation  on  the  individuaFs  entry 
to  public  service,  but  a  certain  standard  of  performance  will  be 
ade  the  price  of  remaining  in  the  service.  This  should  so  dignify 
vil  service  that  a  higher  type  of  men  will  be  attracted  to  it. 

iStill  another  movement  which  I  think  will  greatly  favor  a  trained 
)dy  of  public  servants  is  the  application  of  the  principle  of  the 
bort  Ballot,  which,  when  carried  to  its  logical  limits,  will  produce 
much  sharper  distinction  in  the  public  mind  between  politics  on 
le  one  hand  and  administration  on  the  other. 

There  is  coming  to  be  a  general  recognition  on  the  part  of  all 
itelligent  people  of  the  need  for  better  trained  public  officials.  Peo- 
le  are  beginning  to  see  that,  when  everything  else  is  being  subjected 
>  high  efficiency  tests,  government  cannot  much  longer  be  run  on 
le  haphazard  plan  which  has  obtained  in  the  past. 

*£xec.  Secy.,  The  National  Short  Ballot  Association. 
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rHE  DESIGN  AND  OPERATION  OF  THE 
CLEVELAND  MUNICIPAL  ELECTRIC 

LIGHT  PLANT 

By  Frederick  W.  Ballard,  Cleveland,  Ohio 
Member  of  the  Society 

The  new  municipal  lighting  and  power  station  in  Cleveland,  which 
I  recently  been  completed  and  has  been  in  operation  since  July  20, 
.4,  is  the  largest  central  station  in  this  country  to  be  built  by  a 
nicipality.  The  design  and  operation  of  this  plant  will  be  of  con- 
arable  interest  to  engineers,  as  well  as  to  the  public  generally,  both 
reason  of  the  magnitude  of  the  undertaking,  and  because  of  the 
ay  new  features  to  secure  maximum  economy. 
S  The  higher  eihciency  and  greatly  decreased  unit  cost  in  the  pro- 
stion  of  power  in  large  central  stations,  compared  with  small  plants, 
-oming  to  be  a  well  recognized  factor  in  power  plant  engineering, 
the  same  time,  the  item  of  power  costs  in  manufacturing  is  one  of 
largest  and  most  important,  and  any  material  reduction  in  this 
-  item  alone  will  make  a  vast  difference  in  the  cost  of  production 
^  large  variety  of  goods.  In  any  city  which  can,  by  the  operation 
^  large  central  power  station,  furnish  power  to  a  large  portion  of 
iactories  at  a  cost  of  from  one-half  to  one-third  of  what  their  costs 
3  been  when  they  made  their  own  power,  a  wonderful  advantage 
1  be  afforded  to  manufacturing. 

»'J  It  does  not  seem  to  be  generally  realized  how  much  the  cost  of 
►ducing  power  in  central  stations  depends  upon  the  load  factor,  nor 
V  much  the  unit  cost  can  be  reduced  by  making  proper  use  of  the 
ersity  factor  between  lighting  and  power  loads,  as  well  as  between 
'erent  classes  of  power  loads.  Nor  does  there  seem  to  have  been 
ch  attention  given  to  the  important  fact  that  with  power  rates 
m  central  stations  sufficiently  low,  a  more  desirable  class  of  power 
tomers  can  readily  be  secured,  whose  long  hours'  use  produces  a 
st  desirable  effect  upon  the  load  factor  with  a  cumulative  effect 
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toward  loweriog  the  unit  cost  of  producing  power  in  the  central  sU- 
tion.  Central  power  stations,  whether  privately  or  publicly  owned, 
are  to  a  certain  extent  cooperative  institutione.  Both  the  central  eU- 
tion  and  the  customer  should  he  mutually  benefitted  by  every  ad- 
vantage which  the  station  can  Becure  tending  toward  the  lowering  of 
unit  costs.  The  fact  that  lower  rates  to  power  users  aids  in  secnriug 
a  better  load  and  a  better  load  factor,  which  of  course  lowers  unit 
costs,  seems  to  have  been  overlooked.    In  this  way  a  policy  of  altmism 


FiQ.  1    ExTERTOR  View  op  thb  Cleveland  Municipal  LioBTiHa  Pu^t 

effects  not  only  a  great  beuefit  to  the  community,  but  reacts  with  i\s 
compensation  of  lower  unit  costs  to  benefit  the  central  station  itself- 

THE  CLEVELAND  MDNICIPAI,  LIGHT  PLANTS 

4  The  city  of  Cleveland  now  has  three  electric  light  plants  under 
municipal  ownership  and  operation.  There  is  a  small  plant  io  the 
e-xtreme  eastern  section  of  the  city,  known  as  the  Collinwood  Station, 
which  was  acquired  in  1910  by  the  annexation  of  the  village  of  Collin- 
wood to  the  city  of  Cleveland.  This  plant  has  a  capacity  of  750  Yv., 
and  its  equipment  consists  of  five  horisiontal  return  tubular  hand- 
fired  boilers,  and  two  simple  non-condensing  Corliss  engines.  This 
station  is  now  supplying  1787  customers,  who  are  scattered  over  i'k 
sq.  mi.  of  territory. 
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5  The  second  plant,  known  as  the  Brooklyn  Station,  is  located  in 
J  extreme  southwestern  section  of  the  city,  and  was  acquired  hy  the 
Y  in  1906  by  the  annexation  of  the  village  of  South  Brooklyn.  This 
jit  now  has  a  capacity  of  1500  kw.,  and  its  equipment  consists  of 
3  steam  turbines  of  1000  and  500-kw.  capacity,  running  with  jet 
idensors  in  connection  with  a  cooling  pond,  the  vacuum  averaging 
mt  25  to  26  in.  This  station  is  equipped  with  water  tube  boilers, 
i  operates  at  150-lb.  steam  pressure  without  superheat.  It  is  supply- 
^  current  to  4881  customers,  and  its  distribution  lines  cover  a  terri- 
y  of  10  sq.  mi. 

6  The  new  plant  (Fig.  1),  which  has  recently  been^  completed  by 
!  city,  is  known  as  the  East  53rd  Street  Station.  It  has  a  maximum 
»acity  of  26,000  kw.,  and  is  intended  to  supply  current  for  lighting 
1  power  purposes  throughout  the  entire  territory  covered  by  the  city 
DIeveland.  A  floor  plan  of  the  plant  is  shown  in  Fig.  2.  This  plant 
3  built  from  the  proceeds  of  a  bond  issue  by  the  city  of  Cleveland 
ounting  to  $2,000,000,  about  one-half  of  this  amount  being  invested 
the  station  itself,  which  is  now  completed.  The  other  half  is  to  l)e 
ested  in  the  distribution  system,  including  overhead  and  under- 
nmd  lines,  and  the  substations.  In  addition  to  the  $2,000,000 
ived  from  this  bond  issue,  there  is  also  available  the  proceeds  of  a 
id  issue  of  $500,000  voted  by  the  city  council  to  supplement  the 
ginal  bond  issue  of  $2,000,000,  making  a  total  amount  of 
500,000,  to  be  invested  in  the  distribution  system.  The  value  of 
5  present  distribution  systems  connected  with  the  Brooklyn  and 
Uinwood  Stations  is  about  $500,000.  This  then  will  make  the  total 
ue  of  the  East  53rd  Street  Station,  together  with  its  distribution 
item,  equal  to  about  $3,000,000.  The  operation  of  the  Brooklyn 
ition  is  to  be  discontinued.  The  machinery  which  is  installed  there- 
will  be  removed,  part  to  the  main  station  at  East  53rd  Street,  and 
rt  to  the  substations.  The  operation  of  the  Collinwood  Station  is 
be  continued  for  the  present. 

HISTORY  OP  THE  BROOKLYN  STATION 

7  The  record  of  the  Brooklyn  Station  has  been  one  of  continuous 
)wth.  From  the  small  plant  built  by  bonds  issued  in  1902  of 
0,000,  until  in  1914,  when  it  was  taken  into  the  general  distribution 
{tern  connected  with  the  large  central  station  recently  built,  it  had 
x)tal  investment  value  of 'over  $500,000.  The  largest  part  of  this 
restment  had  been  made  from  earnings  of  the  plant,  which  had 
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-^n  turned  back  into  new  equipment  for  the  stationy  and  extensions 
-  its  distribution  system.  Table  1  shows  in  a  condensed  statement 
^^  financial  record  of  this  plant.    The  records  of  the  village  of  South 

V  BLE  1    ANALYSIS  OF  PLANT  VALUE  OF  BROOKLYN  LIGHTING  STATION  AND 

DISTRIBUTION  SYSTEM 

ond  issue  1902 $30,000.00 

From  taxes  1906-1909 .. .    $101,129.75 
From  general  fund  1906- 

1909 219,666.49 

$320,796 .  24 

alue  of  street  lighting  190^1909 109,147.02 


Daount  added  to  plant  value  from  taxes  and  general  fund 

1906-1909 211,649.22 

dded  to  plant  value  from  earnings: 

Prior  to  year  1910 $97,528.69 

Year  1910 23,866.78 

Year  1911 41,223.36 

Year  1912 77,302.08 

Year  1913 66,622.30 


306,633.21 

<VE8TMBNT  IN  PlANT  DECEMBER  31,    1913 648,182.43 

I>epreciation  written  off  to  December  31,  1913 113,244 .  19 


iBPKECiATED  Valub  OF  BROOKLYN  STATION,  December  31, 
1913 434,938.24 

Brooklyn  from  1902  to  1906,  show  very  little  extension  to  the  plant, 
ut  from  1906,  when  the  plant  was  acquired  by  the  city  of  Cleveland, 
0  1909,  the  city's  records  show  $320,796.24,  appropriated  from  taxes 
nd  general  fund  for  electric  light  purposes,  of  which  $109,147.02,  are 
lassed  as  earnings  by  the  plant  for  street  lighting  service  furnished 
0  the  city  of  Cleveland,  leaving  an  amount  of  $211,649.22,  as  added 
0  plant  value  from  taxes  and  general  fund  during  this  period.  Prior 
0  1910  there  had  been  a  total  of  $97,528.69  added  to  plant  value  from 
arnings.  From  that  time  on,  there  has  been  a  steady  increase  in  the 
mount  which  the  plant  has  been  able  to  turn  back  into  new  equipment 
rom  earnings,  making  a  total  amount  which  this  plant  has  added  to 
ts  plant  value  direct  of  $306,533.21,  giving  a  total  investment  value 
if  $548,182.43,  more  than  half  of  which  was  acquired  by  its  own 
arnings.  Depreciation  which  had  been  written  oflE  up  to  December 
'1, 1913,  is  $113,244.19,  leaving  an  actual  value  of  this  station  and  its 
iistribution  system  of  $434,938.24. 
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8  The  record  of  this  station  has  been  such  as  to  inspire  confidence 
in  the  proposition  which  the  city  of  Cleveland  is  now  working  out, 
and  in  order  to  set  forth  more  complete  the  data  which  has  led  to  the 

TABLE  2    REVENUE  AND  EXPENSE  STATEMENT  FOR  YEAR  1013 

Total  revenue  from  sale  of  current  for  year  1913 $185^698  81 

Kw-hr.  generated.  7,797,661     Average  sale  price.  .$0.0238 

Kw-hi.  sold 5,656,668    Average  sale  piioc.  .$0.0328 

Total  operation  and  maintenance  expense  for  year 

1913 $116,719.55 

Kw-hr.  generated.  7,797,661     Average  cost  price.  .$0.0149 
Kw-hr.  sold 5,656,668     Average  cost  price.  .$0.0206 


Net  earnings 68,979.26 

Fixed  charges — depreciation  and  interest 19,079.50 

Kw-hr.  generated .  7,797,661     Average  cost  price . .  $0 .  0024 
Kw-hr.  sold 5,666,668    Average  cost  price . .  $0 .0033 


Profit  for  year  of  1913 $49,899  76 


TABLE  3    POWER  STATION  REPORT  FOR  YEAR  1913 

Operation  Unit  Cow 

Labor $23,050.25                  $0.0029 

Oil,  packing  and  waste 1,538 .  52 

Water 3,110.00 

Sundry  expense 743.32                   O.0007 

Coal 39,275.42                   O.005 

Maintenance 

BuUdmgs $105.85 

Boilers 3,515.98 

Engines  and  generators 3,449 .  72 

Condensors  and  piping 606 .91 

Switchboard 153.48 

Tools 223. 81 

Arc  light  equipment 661 .88 

Sundry  repairs 246.21                    OOOll 

Total  operation  and  maintenance $76,681  .Ji5                   0.0097 

Total  kw-hr.  generated 7,797,661 

undertaking  of  the  city  of  Cleveland  to  install  a  large  central  station, 

and  to  sell  current  for  lighting  and  power  purposes  at  a  price  never 
before  attempted,  the  Tables  2,  3  and  4  showing  revenue  and  expense 
from  this  station  are  given. 
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TABLE  4     DISTRIBUTION  SYSTEM— OPERATION  AND  MAINTENANCE  FOR  YEARS 

1912-1913 

1912  1913 

Poles  and  lines $7,342.53  $8,203.32 

Arc  lamps 2,241 .08  4,846.63 

Meters 334.12  486.08 

Tools 197.25  213.69 

Wagons,  harness,  etc 582.16  760.28 

Stable  expense,  feed,  etc 1,134.86  1,936.67 

Carbons  and  globes 2,219.08  2,736.80 

Trimming  labor 2,811 .26  2,437.48 

Servicer,  transformers,  etc 3,224.87  6,166.62 

Miscellaneous  expense 673 .40  1,084 .94 

Auto  truck 923.61 

Substation  maintenance 2,064 .98 

20,661.20  31,846.60 

Kw-hr.  generated 4,611,863  7,797,661 

Cost  per  kw-hr.  generated $0.00448  $0.00408 

9  The  figures  from  these  tables  sliow  an  average  cost  price  of  the 
total  kw-hr.  generated  in  the  station,  and  including  everything  for 
which  money  was  paid  during  the  year  1913  of  $0.0149,  and  an  average 
cost  price  for  the  current  actually  sold  and  delivered  to  customers  of 
$0.0206.  It  will  be  noted  that  the  total  operating  costs  of  $0.0097 
and  the  distribution  costs  of  $0.00408  leaves  an  item  of  $0.00112  per 
kw-hr.  as  administration  charges.  A  close  analysis  of  the  figures  in 
the  tables  shows  that  in  many  cases  these  costs  could  be  greatly  reduced 
by  the  operation  of  a  system  on  a  large  scale,  and  by  the  eflBciencies 
which  will  be  obtained  in  the  new  power  station.  The  item  of  cost  in 
central  station  work  which  has  usually  been  considered  the  most  un- 
certain and  problematical,  and  therefore  most  likely  to  stand  in  the 
way  of  success  for  mimicipalities,  is  the  cost  of  distribution.  The  costs 
for  operation  and  maintenance  of  the  distribution  system  connected 
with  the  Brooklyn  Lighting  Station  in  Cleveland,  becomes,  therefore, 
of  particular  interest,  and  the  itemized  costs  set  forth  in  Table  4, 
establishes  a  certain  definite  value  for  this  feature. 

B.4SIS  FOB  ESTIMATING  RESULTS  IN  EAST  53rD  STREET  STATION 

10  In  building  a  large  central  station,  like  the  one  at  East  53rd 
Street,  and  in  announcing  in  advance  the  results  to  be  secured  there- 
from, as  well  as  the  rates  at  which  current  is  to  be  sold  at  a  profit,  it 
was  of  course  necessary  to  make  certain  definite  assumptions  in  regard 
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to  the  costs  of  the  various  items  of  expense  similar  to  those  set  forth 
in  the  tables  representing  costs  of  Brooklyn  Station,  and  at  the  same 
time  to  take  carefully  into  consideration  the  lower  costs  which  could 
be  secured  by  the  efficiencies  which  could  evidently  be  obtained.  Where 
any  element  of  uncertainty  existed,  as  to  just  how  much  these  costs 
could  be  lowered,  then  the  figures  secured  in  connection  with  the 
operation  of  the  Brooklyn  Station  have  been  used,  this  tending  to 
place  the  estimates  upon  a  very  conservative  basis.  It  was  first  neces- 
sary to  make  an  estimate  of  what  should  be  allowed  for  fixed  charges, 
and  these  to  consist  of  the  interest  on  the  investment,  allowance  for  de- 
preciation, or  amortization,  and  also  a  due  allowance  for  taxes,  which 
of  course  the  city  does  not  have  to  pay,  but  which  should  be  properly 
allowed  for  because  the  city's  tax  income  is  by  that  amount  reduced. 

11  The  bonds  which  have  already  been  sold  to  secure  funds  for 
the  construction  of  this  station,  and  its  distribution  system,  bear  inter- 
est as  follows:  the  original  $30,000  issued  in  1902  by  the  village  of 
South  Brooklyn  bear  interest  at  the  rate  of  5  per  cent.  Of  the  other 
bonds  sold  recently,  $700,000  bear  interest  at  4  per  cent,  $500,000  at 
4^4  per  cent,  and  $800,000  at  4^^  per  cent,  making  an  average  rate 
on  the  bonds  outstanding  of  4.27  per  cent.  There  are  still  $500,000 
worth  of  bonds  to  be  sold,  and  in  addition  to  this,  there  is  a  plant  value 
which  has  been  secured  by  investments  from  taxes  and  earnings  of 
approximately  $470,000  more,  making  a  total  bonded  debt  of  $2,- 
530,000  which,  with  the  original  plant  value  of  the  old  stations,  will 
give  an  investment  of  $3,000,000.  Tt  would  certainly  be  very  conserva- 
tive to  allow  for  an  average  interest  rate  on  the  whole  investment 
value  of  41^  per  cent.  The  tax  rate  can  be  conservatively  estimate<l 
at  IV^  per  cent,  and  the  rate  to  be  allowed  for  a  reserve  fund  for  de- 
preciation, or  what  really  would  better  be  known  as  an  amortization 
fund,  since  depreciation,  obsolescence,  etc.,  will  be  taken  care  of  from 
the  maintenance  fund.  The  amortization  fund  should  be  taken  care 
of  by  a  rate  of  3  per  cent,  this  rate  for  use  as  a  conservative  allowance, 
because  2.92  per  cent  of  the  original  cost  invested  annually  at  4  per 
cent  compound  interest  will  equal  the  original  investment  in  22  years. 
These  rates  for  interest,  taxes  and  depreciation  call  for  an  annual  al- 
lowance to  cover  fixed  charges  of  9  per  cent  of  the  original  investment 

12  In  order  to  arrive  at  the  estimated  unit  cost  for  the  fae^ 
charges,  it  was  necessary  to  assume  a  certain  total  output  for  the 
station  for  a  year.  A  40  per  cent  load  factor  is  generally  considered 
very  good  in  central  station  work.  There  is  no  question,  however,  but 
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that  under  good  conditions  a  load  factor  much  better  than  this  can  be 
secured.  Assuming  a  40  per  cent  load  factor  in  a  peak  load  of  18,000 
kw.  would  give  a  total  output  a  year  of  approximately  60,000,000 
kw-hr.  Fixed  charges  for  the  entire  plant  investment  of  $3,000,000 
rated  at  9  per  cent  would  amount  to  $270,000  per  year,  and  on  the 
basis  of  a  60,000,000  kw-hr.  output,  the  cost  per  kw-hr.  to  cover  fixed 
charges  would  be  $0.0045  or  $0.0015  for  the  station  cost  and  $0,003 
for  the  distribution  cost. 

13  In  regard  to  the  proper  estimate  on  unit  cost  for  coal,  suflScient 
data  are  available  from  the  known  efficiencies  of  stations  of  this  kind 
to  warrant  an  estimate  of  $0,002  per  kw-hr.  being  used,  the  price  of 
coal  ranging  from  $1.60  to  $1.70  per  ton,  with  a  thermal  efficiency  of 
from  13,000  to  13,500  B.t.u.  per  lb.  of  coal. 

14  Many  data  are  also  available  in  regard  to  unit  costs  for 
labor,  maintenance  and  sundries  in  a  station  of  this  character.  In  a 
paper  on  Power  Costs  by  Rhodes  in  the  Proceedings  of  the  American 
Institute  of  Electrical  Engineers  for  February  1912,  he  gives  a  total 
value  for  this  item  of  $0.001191  per  kw-hr.  This  figure  corresponds 
closely  to  an  estimate  made  in  regard  to  these  items  from  figures  se- 
cured from  Brooklyn  Station  and  others,  compared  with  conditions 
which  will  obtain  in  the  East  53rd  Street  Station.  However,  the  value 
of  $0.0015  is  included  in  the  estimate  of  costs  for  this  item  for  the 
purpose  of  being  conservative.  Under  the  heading  of  distribution 
costs,  the  estimate  includes  but  two  items ;  one  for  operation  and  main- 
tenance at  $0,004  per  kw-hr.,  which  is  the  figure  already  obtained  in 
practice  in  connection  with  the  operation  of  the  Brooklyn  Lighting 
Station,  as  explained  above  in  Par.  No.  0.  Tn  addition  to  this  the  item 
for  fixed  charges  is  valued  at  $0,003  per  kw-hr.,  while  under  adminis- 
tration charges,  the  value  of  $0.0005  is  used  as  being  a  conservative 
estimate  for  this  expense,  taking  into  consideration  the  known  amount 
of  cost  in  connection  with  the  operation  of  the  Brooklyn  Lighting 
Station  when  setting  up  the  additions  which  would  be  required  to 
operate  the  business  on  such  increased  magnitude  as  would  be  neces- 
sary for  the  larger  station  operating  the  full  capacity,  and  also  taking 
into  consideration  the  increased  output  from  the  larger  station.  These 
items  thus  described  cover  the  entire  cost  of  operation  and  maintenance 
including  the  fixed  charges  of  interest,  taxes  and  depreciation,  but 
in  order  to  be  perfectly  fair  in  making  a  comparison  with  privately 
owned  and  operated  plants,  an  allowance  should  be  made  for  profit  of 
8  per  cent,  as  this  is  the  amount  generally  allowed  by  public  utility 
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commissions  in  the  various  states  as  that  necessary  to  give  a  market 
value  to  the  securities  of  this  class  of  public  utility  property.  8  per 
rent  on  the  investment  value  of  $3,000,000  would  require  a  profit  of 
$240,000  per  year,  and  this  would  be  equal  to  an  additional  cost  of 
$0,004  per  kw-hr.,  making  a  total  average  price  necessary  to  secure  for 
the  total  kw-hr.  generated  at  the  station  of  $0.0165. 

TABLE  5    ESTIMATE  ON  UNIT  COSTS  FOR  EAST  53RD  STREET  STATION 

Station  Costs  CkjST  per  kw-hb. 

Coal ' $0,002 

Labor,  maintenance  and  sundricH 0.0015 

Fixed  charges 0.0015 

Total  station  costs 0 .005 

Distribution  Costs 

Operation  and  maintenance 0.004 

Fixed  charges 0.003 

Total  distribution  costs 0.007 

'  Administration  Charges 
Administration  charges % 0  0005 

Total  amount  cost 0  0125 

Profit  required O.0O4 

Average  sale  price  required  per  kw-hr.  generated 0.0165 

Estimated  kw-hr.  to  be  generated 60,000,000 

RK8LTLTS    OBTAINED    WHICH    SUBSTANTIATE    OBIOINAL    ESTIMATES 

1 5  Tlie  results  which  have  already  been  obtained  in  the  operatioD 
of  the  Brooklyn  Lighting  Station  and  the  East  53rd  Street  StatioD 
during  the  first  eight  months  of  the  year  1914,  tend  to  substantiate  the 
original  estimates  of  what  will  eventually  be  secured  in  connection 
witli  the  operation  of  the  East  53rd  Street  Station.  Following  is  the 
statement  of  revenue  and  expense  connected  with  the  operation  of 
these  two  stations  for  the  first  eight  months  of  this  year : 

REVENUE  AND  EXPENSE  STATEMENT  FOR  FIRST  EIGHT  MONTHS.  1914 

Revenue  from  sale  of  current  for  first  8  months  of  1914 $153,363.^ 

Kw-hr.  generated.  7,863,610    Average  sale  price.  .$0,0195 

Kw-hr.  sold 6,270,726    Average  sale  price.  .$0.0244 

Operating  and  maintenance  for  first  8  months $97,044.60 

Kw-hr.  generated.  7,863,610    Average  cost  price .. $0 . 0123 
Kw-hr.  sold 6,270,726     Average  cost  price.  .$0.0154 

Net  earnings  for  8  months $56,319  06 
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The  total  kw-hr.  generated  for  eight  months  is  greater  than  the  output 
for  the  entire  year  of  1913.  The  average  cost  price  per  kw-hr.  gen- 
erated is  $0.01^  as  compared  with  $0.0149  for  the  previous  year. 

16  The  East  53rd  Street  Power  Station  has  been  in  operation 
since  July  20, 1914.  The  results  secured  in  the  way  of  operation  and 
maintenance  costs  in  the  power  station  itself  for  the  month  of  August 
and  September  are  shown  in  Table  6. 


TABLE  6    EAST  63RD  STREET  POWER  STATION  REPORT.  AUGUST  AND 

SEPTEMBER.  1914 


OPEItATION 

Ubor 

Switchboard  attendance 

Oil,  packing  and  waste 

Sundry  expense 

Coal 

Maintbnancx 
Condensora,  pipinc  etc 

Total  operation  and  maintenance. . 
Total  kw-hr.  generated 


August 

Unit  Cost 

September 

$1,408.48 
352.80 

•  •  •   • 

•  a    ■     • 

2.686.60 
5.48 

$0.0018 
0.0004 

•  •  •   • 

•  •  •  • 

0.0033 

•  •  •  • 

$1,573.00 
380.00 
66.89  \ 
10.46  / 
2.415.69 

•     •     t     a 

$4,543.26 
809.120 

$0.0056 

•   ■  •   • 

$4,446.04 
914.850 

Unit  Cost 


$0.0017 
0.00042 

0.00008 

0.0026 


$0.0048 


The  East  53rd  Street  Station  during  these  two  months  has  been 
operating  at  less  than  one-fifth  of  its  total  capacity.  The  figures  repre- 
senting unit  costs  for  the  various  items  of  labor^  maintenance,  fuel, 
etc.,  are,  of  course,  considerably  higher  than  can  be  obtained  when  the 
station  is  running  up  to  its  capacity,  when  it  will  be  operating  at  a 
much  higher  eflSciency  in  regard  to  coal  consumption  per  kw-hr,  and 
also  the  labor  and  other  charges  will  be  less  per  unit  cost  by  reason  of 
the  larger  output.  During  the  month  of  August,  the  output  of  the 
Brooklyn  and  East  53rd  Street  Stations  amounted  to  1,117,920  kw-hr., 
of  which  &36,467  kw-hr.  were  actually  sold  to  customers,  giving  a  loss 
in  transmission  of  only  163^  per  cent,  the  average  sale  price  for  the 
kw-hr.,  generated  being  $0.0174  while  the  average  sale  price  of  what 
was  actually  sold  was  $0.0207;  the  revenue  for  the  niontli  being 
$19,405.38. 

17  That  an  average  load  factor  of  40  per  cent  will  be  secured  on 
this  station  when  the  load  is  built  up  to  its  ultimate  capacity  seems 
to  be  assured,  and  in  fact  indications  are  that  a  better  load  factor  than 
this  will  actually  be  obtained.  Prices  charged  for  current  for  power 
purposes,  ranging  from  $0.03  down  to  a  minimum  of  $0.01  become 
particularly  attractive  to  factories,  who  are  able  to  supply  those  con- 
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ditioDS  necessary  for  a  good  load  factor,  as  is  attested  by  the  load  factor 
which  has  already  been  secured  on  this  station.  A  typical  load  cune 
is  sliowD  in  Fig.  3.  Id  this  curve  the  peak  load  is  shown  to  be  onlj 
2700  kw.,  but  with  a  load  factor  of  80  per  cent  based  on  the  peak  lotd, 
there  is  a  total  output  on  the  generating  station  of  51,925  kw-hr.  If 
these  conditions  can  be  maintained,  or  even  approximated,  when  the 
load  on  the  station  has  been  built  up  to  its  ultimate  capacity,  the  load 
factor  will  be  considerably  greater  than  40  per  cent. 

DESIGN  OF  THJ;  KA8T  53nD  STBKUT  STATION 

IS     The  location  of  the  East  53Td  Street  Station  was  determined 
not  so  much  b;  proximity  of  a  desirable  load  for  the  station,  as  by  the 


**"  "ow  PM  nionteMT  am. 

Fio.  3    Typical  Load  Cdbvk,  East  S3bd  Stbett  Station 

question  of  the  most  convenient  and  ecoiiomical  situation  for  deliTeriog 
coal,  and  also  by  the  possibility  of  securing  in  the  cheapest  manner  tbe 
very  best  water  for  condensing  purposes.  The  plan  which  was  worked 
out  for  securing  condensing  water  illustrates  some  of  the  advantaga 
which  can  be  secured  through  the  cooperation  of  different  departmeote 
in  a  municipality.  In  this  particular  instance,  the  Water  Works  De- 
partment have  a  9-ft.  tunnel  extending  5  miles  into  Lake  Erie,  and 
draw  their  water  at  this  point  from  125  ft.  below  the  surface.  Whai 
the  Municipal  Lighting  Plant  decided  to  use  water  from  the  Cit; 
Water  Works  aqueduct,  and  then  after  passing  this  water  through  the 
braes  tubes  in  their  surface  condensois,  to  allow  it  to  pass  on  to  the 
suction  chambers  of  the  pumping  engines  supplying  the  city  with 
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rater^  they  were  only  extending  the  plan  which  is  generally  followed 
n  waterworks  engineering  of  using  the  cold  water  for  condensing  the 
team  in  their  engines  before  passing  it  on  to  supply  the  city^s  needs. 
The  only  objection  which  could  possibly  be  raised  to  such  a  plan  would 
»€  the  increased  temperature  of  the  water,  but  in  this  case  it  is  esti- 
nated  that  the  increase  in  temperature  of  the  water  going  into  the 
lity  mains  will  not  exceed  1  deg.  fahr.,  and  in  this  way  the  Municipal 
Lfighting  Plant  has  not  only  secured  the  cleanest  and  coldest  water  for 
:heir  condensing  purposes  which  it  could  be  possible  to  obtain,  but  has 
ilso  made  use  of  a  plan  calculated  to  obviate  any  possibility  of  inter- 
ruption by  clogging  of  the  inlet  with  ice  or  d6bris  floating  in  the  lake. 

19  The  coal  question  was  considered  as  of  next,  if  not  of  equal 
importance  to  the  water  question.  In  the  particular  site  selected  for 
the  Municipal  Lighting  Plant,  where  it  is  located  in  close  proximity 
to  the  Water  Works  Pumping  Station,  the  fortunate  condition  exists 
of  the  L.S.  &  M.S.  Railway  tracks  running  along  the  southern  line  of 
the  property  with  an  elevation  of  about  60  ft.  above  lake  level,  and  a 
method  of  handling  the  coal  has  been  worked  out  wherein  gravity  is 
used  almost  entirely.  In  Fig.  4  is  shown  a  cross-section  of  the  station 
in  detail,  wherein  the  coal  is  delivered  overhead  by  the  railway  cars, 
and  is  discharged  by  gravity  into  bunkers  which  have  a  capacity  of 
3400  tons.  From  these  bunkers  it  is  drawn  through  gates  under 
pneimiatic  control  into  an  electric  telpher,  which  moves  back  and  forth 
from  under  the  bunkers  on  the  track  leading  out  over  the  stoker 
hoppers.  The  coal  hopper  on  this  telpher  is  carried  on  scale  beams, 
and  the  weight  of  the  coal,  and  the  time  of  delivery  is  carefully  re- 
corded. In  Figs.  5  and  6  are  given  views  respectively  under  the  coal 
bunkers  and  of  the  method  of  delivering  coal  into  the  stoker  hoppers. 

20  The  special  features  in  connection  with  the  design  of  this  sta- 
tion which  are  different  from  standard  practice,  are  as  follows:  The 
use  of  motor-driven  auxiliaries  exclusively  throughout  the  plant;  the 
use  of  large  boiler  units  with  high  steam  pressure;  the  use  of  econo- 
mizers of  much  greater  capacity  than  ordinarily  installed ;  a  new  ar- 
rangement of  coal  handling  apparatus;  the  use  of  both  forced  and 
induced  draft  with  practically  atmospheric  pressure  in  the  combustion 
chamber;  the  automatic  control  of  furnace  conditions;  the  simplicity 
of  the  piping  layout,  due  to  motor-driven  auxiliaries;  and  the  use  of 
an  auxiliary  steam  turbine  for  driving  the  auxiliary  motors.  This 
turbine  is  supplied  with  a  jet  condensor,  whose  cooling  water  is  the 
boiler  feedwater  before  going  to  the  economizers. 
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e.xhaust  steam  for  beating  the  feedwater  properly  at  all  loads  on  the 
station.  There  vould  always  be  periods  wlien  there  would  either  be 
not  enough,  or  there  would  be  too  much  steam,  and  some  would  go  to 
waste.  There  is  also  the  complexity  of  steam  piping  necessary  for  sup- 
plying the  auxiliary  engines  with  the  incident  losses  from  radiation  and 
leakage.    The  second  objection  is  answered  by  the  installation  in  this 


station  of  the  auxiliary  steam  turbine.  A  1000-kw.  turbine  with  an 
overload  capacity  of  1500  kw.  lias  been  in  operation  in  the  Brooklyn 
Station  for  years,  and  is  now  in  very  good  condition.  This  machine 
will  be  removed  from  the  Brooklyn  Station,  and  will  be  installed  in  the 
East  53rd  Street  Station. 

22     This  machine  will  bo  opprnlcd  in  connection  with  a  IjeBlanc 
jet  condeiisor,  the  cooling  water  for  whicli  will  be  drawn  from  a  cistern, 
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whicli  is  uBed  for  the  storage  of  the  boiler  feedwater  for  the  sUtiim. 
This  cistern  is  divided  into  two  compartmeots,  by  a  wall,  the  top  of 
which  is  about  two  feet  below  the  surface  of  the  water.  On  one  Bit 
of  this  wall  will  be  the  cold  well,  and  on  the  other  aide  the  hot  wdl. 
The  condensate  from  the  three  main  turbines  wiU  be  diacbai^ied  into 
the  cold  well,  and  carried  to  a  point  near  the  bottom,  where  is  located 
the  suction  end  of  a  pipe,  carrying  the  circulating  water  to  the  jet  con- 
densor.    Tlie  discharge  from  the  jet  "ondensor  will  be  carried  to  the 
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other  side  uf  the  cistern,  kuuwu  as  the  hut  well,  and  delivered  at  a 
point  near  the  suction  end  of  the  pipe  delivering  feedwater  to  the 
boilers.  The  make-up  water  for  the  system  will  be  delivered  into  the 
cold  well  at  the  same  point  as  the  discharge  of  the  condensate  from  the 
main  turbines.  The  make-up  water  will  he  under  control  of  a  float 
valve  desigiied  to  maintain  the  level  of  the  water  in  the  ciatem  at  the 
required  height.  As  can  be  seen  from  tliis  arrangement  it  is  not  the 
intention  that  the  quantity  of  water  flowing  through  the  feed  piping 
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itezn  to  the  boilers  ehall  determine  the  Tolome  passing  throng  the 
ccmdensor.  In  order  to  Becnre  the  proper  conditions  in  the  jet  con- 
i8or,  the  volume  of  circulating  water  will  be  several  times  greater 
n.  the  quautitf  of  feed  required  by  the  boilers.  The  water  in  the 
■OTD  will  therefore  paaa  through  the  jet  condenser  several  times  be- 
i  it  goes  as  feedwater  to  the  boilers,  and  in  order  to  prevent  a  uni- 
on temperature  throughout  the  cistern  and  a  consequent  lower 
uum  in  the  jet  cond^nsor  the  arrangement  of  hot  and  cold  well  was 
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-ovided,  and  the  piping  connected  in  such  a  manner  as  would  supply 
e  coldest  water  to  the  condensor  and  the  hottest  water  to  the  boiler 
ed  system.  The  auxiliary  motors  in  the  station  will  all  be  connected 
rough  a  double  bus  system,  bo  that  each  motor  can  be  operated  either 
•  current,  from  the  auxiliary  turbine,  or  from  the  main  generator. 
I  this  way  the  load  on  the  auxiliary  turbine  can  be  adjusted,  so  that 
e  temperatnre  of  the  feedwater  will  be  that  best  suited  for  delivery 
the  economizers.  This  temperature  shonid  be  approximately  120 
!g.  fahr.    If  much  less  than  this  amount,  the  economizer  tubes  will 
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scale  with  soot,  and  cause  trouble.  If  a  greater  temperature  than  thit 
necessary  to  avoid  this  trouble  is  secured,  then  there  will  be  a  saciifioe 
of  economizer  efficiency. 

23  The  use  of  large  boiler  units  with  high  steam  pressure  wit 
decided  upon,  and  the  boilers  ultimately  installed  were  quite  sinulu 
to  those  in  the  Delray  Station  of  the  Detroit  EdiBon  Company.  A 
front  view  of  a  boiler  unit  is  shown  in  Fig.  7.  These  boilers  have  heea 
described  in  great  detail  by  D.  S.  Jacobus,  in  the  Transactions  of  thii 


FtG.  7    Front  View  or  Boiler 

Society.'  The  dimensions  are  identical  with  those  of  the  Detroit 
boilers,  except  the  length  of  the  drums.  These  boilers  are  installed 
with  10,000  aq.  ft.  of  heating  surface  each,  and  are  designed  to  carrj 
S75-lb.  working  pressure  with  a  superheat  ranging  from  185  to  150 
deg.  fahr.  They  are  equipped  with  Taylor  underfeed  stokers,  and  are 
intended  to  be  capable  of  operating  up  to  300  per  cent  of  ratinf 
(Fig.  8). 

34     The  operation  of  the  boilers  at  a  high  percentage  of  rating 

'Trans.  A.S.M.E.,  vol,  33,  p.  565. 
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U18  a  higher  temperature  of  flue  gases.  This,  with  the  low  tem- 
Bture  of  feedwater,  gives  a  temperature  head  between  flue  gases 
!  feedwater  which  will  be  practically  double  that  ordinarily  ob- 
led  in  ecoQomizer  practice.  This  alone  would  be  sufficient  to  war- 
t  the  installation  of  a  larger  amouDt  of  economizer  heating  surface, 
n  would  ordinarily  be  deemed  advisable.    However,  there  is  another 
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ioT  in  the  Cleveland  situation  which  also  warrants  an  increase  in 
t  economi-ier  capacity  installed.  In  economizer  practice  the  interest 
the  investment  generally  figured  at  (>  per  cent  is  balanced  against 
;  saving  which  will  be  produced  in  the  economizerfi,  but  in  muni- 
«1  engineering  it  is  fount!  that  interest  on  the  investment  can  be 
ured  at  4^^  per  cent  instead  of  6  per  cent.    This  fact  alone  would 
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warrant  an  increased  capacity  in  the  economizer.  Taking  these  f acton 
into  consideration,  it  was  thought  that  a  very  conservative  estimate  on 
economizer  requirements  would  be  ^7,000  sq.  ft.  of  heating  surface. 
The  economizers  which  were  installed  were  made  by  the  Qreen  Fuel 
Economizer  Company,  and  are  arranged  in  two  parallel  sections,  en- 
tirely independent,  so  that  either  can  be  cut  out  by  means  of  dampers 
for  cleaning  and  repairing,  leaving  the  other  section  in  operation. 

25  The  use  of  both  forced  and  induced  draught  contributes 
greatly  to  the  flexibility  of  the  installation,  and  makes  it  possible  to 
carry  practically  a  balanced  pressure  in  the  combustion  chamber,  thus 
avoiding  one  of  the  greatest  sources  of  loss  in  boiler  practice,  namely, 
the  leakage  of  air  through  the  boiler  settings.  Two  induced  draft 
fans  were  installed,  either  of  which  has  a  capacity  of  taking  care  of 
the  peak  load  requirements  of  the  station.  A  separate  forced  draft 
fan  with  an  individual  motor  drive  was  installed  in  the  boiler  room 
basement  for  each  furnace.  The  motors  on  the  forced  draft  fans  are 
under  automatic  control,  and  their  speed  is  governed  by  means  of 
Cutler-Hammer  rheostats,  controlled  by  the  boiler  pressure.  The 
motors  for  operating  the  stoker  feed  are  also  controlled  by  Cutler- 
Hammer  rheostats,  governed  from  the  pressure  in  the  air  ducts  under- 
neath the  boilers.  The  induced  draft  fans  are  imder  manual  control, 
and  their  speed  is  intended  to  be  regulated  by  the  man  operating  the 
boilers.  This  speed  is  to  be  such  as  to  give  the  proper  draft  for 
holding  practically  an  atmospheric  pressure  in  the  furnaces. 

26  The  steam  piping  in  the  plant  is  quite  simple  because  outside 
of  the  auxiliary  txirbine,  and  the  emergency  equipment  consisting  of 
a  steam  turbine  exciter  and  a  turbine-driven  feed  pimip,  steam  will 
be  used  only  in  the  main  generators.  The  plant  is  so  arranged  that 
each  battery  of  two  boilers  is  opposite  one  turbine  generator,  the 
steam  lines  from  the  boiler  going  directly  to  the  header  from  which  a 
short  branch  is  taken  to  the  turbine.  The  header  is  capable  of  being 
cut  into  three  sections  by  means  of  Hopkinson-Ferranti  valves,  with 
operative  working  parts  of  half  the  diameter  of  the  steam  main.  The 
interior  of  these  valves  is  shaped  like  venturi  nozzles;  they  will  pass 
an  amount  of  steam  equal  to  the  full  carrying  capacity  of  the  pipe 
with  practically  no  reduction  in  pressure.  The  main  steam  header  is 
located  in  the  boiler  room  basement  near  the  floor,  and  the  piping 
arranged  in  such  a  manner  as  to  drain  to  this  header  from  all  direc- 
tions. This  header  is  135  ft.  long,  and  designed  for  a  minimum  of  ex- 
pansion which  would  affect  a  lateral  movement  in  the  branch  pipes. 
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;  is  divided  in  the  middle  by  a  loop  for  taking  up  expansion,  which 
insists  of  two  short  headers,  carrying  four  small  U-shaped  pipes  of 
ily  one-half  the  diameter  of  the  main.  Two  halves  of  the  main 
^ader  are  then  anchored  securely  at  their  central  points,  and  carried 
1  rollers  from  this  point  in  both  directions.  This  then  divides  the 
Bin  header  in  such  a  way  that  at  no  place  would  the  movement 
ixtsed  by  expansion  be  more  than  that  due  to  the  expansion  in  one- 
^urth  of  its  length.  The  main  steam  header  is  only  14  in.  in  diameter, 
ad  is  composed  of  %-in.  thick  steel  pipe  with  welded  necks  and 
anges.  The  branch  pipes  coptain  no  fittings,  except  the  valves  which 
re  of  heavy  cast  steel.  All  turns  are  of  long  bends,  and  all  sections 
ave  welded  flanges. 

27  The  feedwater  pumps  are  all  centrifugal  pumps.  Two  are 
onstant  speed  and  motor  driven.  One  is  steam  turbine  driven,  and 
\  designed  for  emergency  purposes,  and  for  operation  where  no  elec- 
ric  current  is  available.  This  pump  is  arranged  with  governor  con- 
rol  for  constant  pressure,  and  is  therefore  capable  of  being  used  in 
onnection  with  either  of  the  motor-driven  pumps  and  to  supply  water 
o  the  boilers  only  when  the  demands  are  in  excess  of  the  capacity  of 
he  other  pump. 

2S  In  the  chief  engineer's  office  are  located  indicating  and  re- 
jording  instruments  for  practically  every  operation  in  the  station, 
rhere  is  a  graphic  re(X)rding  totalizing  watt-meter  which  gives  a  con- 
inuous  record  of  the  combined  output  of  the  entire  station.  The 
imount  of  feedwater  going  to  the  boilers  is  shown  by  the  indicating 
iial  of  a  Lea  V-notch  recorder,  which  also  gives  a  continuous  graphic 
record  and  the  total  quantity  by  means  of  integrating  dials.  The 
302  ^^  ^6  fl^6  gases  is  recorded  here  by  a  Simmance-Abady  machine ; 
jrhile  recording  thermometers  keep  record  of  the  temperature  of  feed- 
(^ater  entering  and  leaving  the  economizer,  the  temperature  of  the 
lue  gases  in  the  boiler  breechings  as  well  as  at  the  discharge  end  of 
the  economizer.  The  steam  pressure  and  also  the  temperature  of  the 
steam  in  the  main  header  is  also  recorded  here,  thus  giving  a  record 
)f  the  superheat.  This  information,  together  with  the  record  of  the 
freight  of  coal  going  to  each  boiler,  which  is  turned  in  to  the  chief 
engineer  at  the  end  of  each  8-hour  shift  enables  him  to  have  a  com- 
plete log  of  the  performance  of  the  station  made  up  every  day. 

29  Perhaps  the  most  important  innovation  in  connection  with  the 
operation  of  this  station  is  not  in  the  station  itself.  In  central  sta- 
tion practice  in  large  cities  it  seems  to  have  become  a  fixed  rule  to 
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supply  the  congested  districts  with  direct  current  through  220-colt 
3-wire  Edison  systems.  This  is  undoubtedly  an  inherit&nce  from  the 
days  before  the  development  of  a  successful  distribution  system  with 
alternating  currents,  and  the  prevailing  practice  has  resulted  in  tn 
enormous  investment  in  copper,  the  &ied  charges  on  which,  such  u 
interest,  depreciation  and  taxes,  adds  vastly  to  the  coat  for  senirt. 
In  addition  to  this  is  the  much  greater  loss  in  transmission  at  the  lo« 
voltages  and  also  the  loss  of  from  15  per  cent  to  SO  per  cent  in  trans- 
formation from  alternating  to  direct  current  in  the  substations,  kai 
with  the  «dditional  necessity  of  a  greater  number  of  substations  Ihin 
vould  be  required  for  alternating  current  distribution. 
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Business  DisTsitn' 

30  It  is  a  fact  that  nearly  all  lighting  and  power  requiremenU 
can  be  met  in  the  mngestod  districts  with  alternating  current  as  well 
as  with  direct  current.  There  are,  however,  a  few  casee  where  the 
requirements  can  be  met  better  with  direct  current  but  these  constitute 
a  very  small  percentage  of  the  total.  In  power  work  there  are  places 
where  finer  gradations  of  speed  control  than  can  be  secured  with  al- 
ternating current  are  desirable,  and  in  lighting  work  there  are  places 
where  storage  batteries  are  necessary  to  provide  an  absolute  seenritj 
against  interruption  of  service.  But  in  such  cases  it  would  be  much 
more  economical  to  take  care  of  tlip  requirements  on  the  premises  of 
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customer  and  install  there  the  necessary  converters^  acctimulators. 
The  cost  of  this  would  be  represented  by  thousands,  whereas  the 
estment  necessary  for  the  transmission  of  low  voltage  direct  current 
m  substations  runs  into  millions  of  dollars. 
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Fig.  10    Besults  of  Tests  on  5000-kw.  Steam  Turbines,  1800  R.p.m. 


31  In  Fig.  9  is  shown  the  arrangement  of  the  11,000- volt  com- 
rtments  and  switchboard  of  the  East  11th  Street  Station,  which 
pplies  the  "down  town,"  or  the  business  district  of  Cleveland  with 
^mating  electric  current  from  the  Municipal  Lighting  Plant.    The 
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simplicity  of  the  station  and  the  absence  of  rotary  conyerters  is  pti- 
ticularly  notable  when  compared  with  the  prevailing  practice  of 
supplying  the  congested  districts  of  large  cities  from  nimierouB  sub- 
stations in  which  are  installed  large  numbers  of  rotary  converters  for 
changing  alternating  into  direct  current. 

TESTS  ON  EAST  63rD  STREET  STATION 

32  Tests  were  made  on  the  East  53rd  Street  Station  during  the 
months  of  September  and  October  under  the  direction  of  Prof.  Carl 
C.  Thomas  of  Johns  Hopkins  University,  to  determine  the  steam  con- 
sumption, efficiency  and  operation  characteristics  of  the  steam  turbine 
generators  installed  in  this  station  and  to  compare  the  results  with 
those  guaranteed  by  the  manufacturers.  The  tests  on  the  turbines 
were  made  simultaneously  with  tests  to  determine  the  efficiency  of  the 
condensers,  and  the  power  required  to  operate  the  condenser  pumps. 
Tests  were  also  made  under  the  direction  of  Professor  Thomas  to  de- 
termine the  efficiency  and  capacity  of  the  boilers  and  stokers  installed 
in  this  station.  The  results  of  these  tests  are  shown  in  the  abstract 
from  Professor  Thomas's  report  which  follows: 

33  Turbine  Tests.    The  turbine  guarantees  were  based  upon 
given  steam  pressure,  vacuum,  and  superheat,  and  the  results  were 
corrected  to  these  standard  conditions.    The  three  turbines  are  of  the 
Allis-Chalmers-Parsons  type,  rated  at  5000  kw.  each,  1800  r.p.m., 
11,000  volts,  A.C.,  steam  to  be  supplied  at  2^25  lb.  per  sq.  in.  gage 
pressure,  and  125  deg.  fahr.  superheat.     The  equipment  of  surface 
condensers  was  furnished  by  the  C.  H.  Wheeler  Company  of  Philadel- 
phia.   Before  the  turbine  tests,  the  condenser  to  be  used  was  tested  for 
tigiitness  by  maintaining  about  16-lb.  water  pressure  by  gage  on  the 
circulating  pump  outlet  for  26  hours.     The  amount  of  leakage  was 
about  eight  gallons.     After  the  tests  the  condenser  was  put  under 
vacuum  of  28i/2-in.  mercury,  by  means  of  the  dry  air  pump,  and  with 
steam  shut  off  the  turbine  and  with  the  generator  operating  as  a  motor, 
the  gland  water  (measured  in  barrels  on  the  station  roof)  and  the 
condenser  leakage  were  weighed  together.    The  leakage  was  found  to 
be  a  negligible  quantity.     The  bottom  of  the  suction  pipe  from  the 
condenser  to  the  dry  air  pump  was  drained  and  it  was  foimd  that  no 
water  was  drawn  out  of  the  condenser  by  the  dry  air  pump  with  the 
exception  of  the  water  vapor  carried  with  the  air. 

34  Eight  turbine  and  generator  tests  were  made  at  90  per  cent 
power  factor,  of  which  eight  were  reported,  and  two  tests  were  made  at 
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a  100  per  cent  power  factor  and  the  results  corrected  to  90  per  cent 
power  factor.  The  first  six  of  these  tests  were  made  on  No.  1  turbine 
and  two  on  No.  3.  The  governor  adjustment  on  the  No.  1  turbine 
had  not  been  completed  before  the  tests  were  begun  and  at  full  load 
it  was  found  to  open  in  such  a  way  as  to  cause  the  use  of  more  steam 
than  was  required  by  the  load.  During  the  shut-down  for  iadjustment 
of  the  governor,  the  20-in.  outlet  pipe  from  the  condenser  burst  and 
as  turbine  No.  3  had  been  adjusted,  the  tests  were  continued  on  it. 
Greneral  results  of  the  tests  are  shown  in  Eig.  10. 

35  The  load  was  applied  by  means  of  a  water  rheostat  in  the  lake, 
and  electrical  readings  were  made  by  a  corps  of  skilled  observers  under 
the  direction  of  Prof.  F.  C.  Caldwell  of  Ohio  State  University.  As  all 
guarantees  were  based  on  90  per  cent  power  factor,  a  second  5000-kw. 
turbo-generator  was  operated  in  parallel  with  the  one  under  test,  and 
by  means  of  under  excitation  of  its  fields  it  was  caused  to  give  the 
necessary  lagging  component  and  bring  the  resultment  of  the  test  load 
to  90  per  cent  power  factor. 

36  The  turbines  operated  satisfactorily  in  every  respect  and  the 
results  as  to  economy  of  steam,  governing  and  temperature  rise  of 
generators  were  well  within  the  limits  of  the  guarantee.  At  times  the 
superheat  was  run  up  to  175  deg.  during  boiler  tests  and  turbines  were 
operated  under  this  condition.  The  amount  of  water  supplied  to  the 
condenser  by  tlie  circulating  pump  was  computed  from  measurements 
made  in  the  ^-in.  inlet  pipe  between  the  pump  and  the  condojiser 
with  a  pitot  tube  of  special  construction  designed  by  Professor  Thomas. 

37  Boiler  and  Stoker  Tests  (Table  7).  The  boilers  are  of  the 
Stirling  type  with  10,134  sq.  ft.  of  heating  surface  each,  and  equipped 
with  superheaters  for  supplying  steam  at  125  deg.  fahr.  The  working 
pressure  of  the  boilers  is  250-lb.  gage  pressure  per  sq.  in.  Each  boiler  is 
equipped  with  two  Taylor  Stokers  of  six  retorts,  or  a  total  of  12 
retorts  per  boiler. 

3S  Before  the  tests  a  special  feed  line  was  run  from  an  improvised 
hot  well  which  received  water  directly  from  the  weighing  tanks.  A 
special  blow-off  pipe  was  arranged  for  the  boiler  under  test,  and  all 
necessary  precautions  were  taken  to  insure  against  leakage  and  water 
unaccounted  for.  The  steam  from  this  boiler  was  used  for  running 
one  or  more  turbines.  The  economizer  was  not  used  during  these 
tests,  and  the  water  fed  to  the  boiler  was  the  condensate  from  the 
turbines,  with  make-up  from  the  city  water  supply. 

39     The  coal  was  taken  from  the  overhead  hoppers  in  the  travelling 
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larry  which  is  fitted  with  weighing  scales.  A  special  ash  hopper  was 
built  of  brick  under  the  boiler  to  serve  as  an  air  lock  and  to  facilitate 
dumping  quickly^  especially  during  high  capacity  tests,  the  ash  and 
clinker  being  taken  in  a  steel  car  without  quenching  and  weighed,  after 
which  the  whole  car  load  was  quenched  and  crushed  in  a  special 
crusher  in  order  to  obtain  representative  samples  for  analyzing  the 
ash.    The  fires  were  dumped  once  in  three  or  four  hours. 

40  About  300  lb.  of  coal  were  taken  as  samples  during  each  of 
the  long  tests.  The  loss  of  weight  due  to  drying  over  the  boilers  was 
used  for  the  preliminary  determination  of  moisture.  The  entire  sample 
then  was  crushed  and  quartered,  and  the  small  sample  taken  and 
sealed  up  for  delivery  to  the  chemist  selected  for  the  analysis. 

41  There  were  about  300  lb.  of  ashes  taken  during  each  24-hour 
test.  These  were  taken  in  small  amounts  at  regular  intervals  during 
crushing.  They  were  crushed  to  a  fine  size,  and  portions  sealed  in  jan 
for  delivery  to  the  chemist. 

42  Gas  was  drawn  from  the  upper  part  of  the  boiler  just  uiider- 
neath  the  damper.  The  sampling  pipe  entered  the  uptake  at  two 
points  and  was  led  to  an  Orsat  on  the  boiler  room  floor  at  the  end  of 
the  boiler  from  which  the  sample  was  being  taken.  Two  Orsats  were 
thus  used,  one  at  each  end  of  the  boiler.  Observations  were  taken  on 
each  of  these  Orsats  every  twenty  minutes.  In  order  to  check  this 
work,  a  professional  chemist  was  employed  during  some  of  the  tests, 
analyzing  the  flue  gas  with  a  Hempel  apparatus,  his  samples  being 
taken  simultaneously  with  those  going  to  the  Orsats. 

43  The  boiler  under  tests  was  new  and  in  order  to  arrive  at  satis- 
factory test  conditions  and  to  train  the  staff  of  observers,  preliminary 
tests  were  run  during  a  period  of  about  three  weeks.     Satisfactory 
conditions  having  been  attained,  the  tests  were  conducted  in  the  fol- 
lowing manner :  The  condition  of  fire  was  noted  from  both  side  doors 
by  at  least  two  observers,  and  as  the  time  for  ending  a  given  test  ap- 
proached, the  fire  was  watched  and  the  test  continued  until  the  starting 
conditions  were  again  closely  attained.    The  coal  hoppers  were  leveled 
to  the  top  at  the  start  of  the  tests,  and  were  leveled  at  the  end  of  each 
hour  during  the  test.    Delivery  of  fresh  coal  was  continued  with  prac- 
tical regularity  during  the  test.     The  water  level  in  the  special  hot 
well  used  in  the  test  was  noted  by  a  hook  gage  at  the  end  of  each  hour, 
and  it  was  found  possible  by  manipulation  of  the  water  valves  to  bring 
the  water  very  closely  to  the  starting  level  at  the  end  of  each  test 
The  high  capacity  test,  at  about  275  per  cent  of  rating  was  continued 
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for  only  one  and  one-half  hours,  and  cannot  be  considered  to  be  an 
accurate  economy  test.  The  purpose  of  this  test  was  to  ascertain 
whether  or  not  this  load  could  be  carried  by  the  stokers  and  this  haying 
been  demonstrated,  it  was  thought  unnecessary  to  contiiiue  ruiming 
under  these  very  severe  conditions.  The  boilers  and  stokers  operated 
satisfactorily  and  showed  that  they  were  capable  of  maintaining  the 
conditions  for  which  they  were  designed.  The  results  of  the  testa  as 
a  whole  are  shown  in  the  accompanying  table. 

44  There  is  no  doubt  but  that  every  new  installation  in  power 
plant  work  should  be  made  the  subject  of  careful  test.  It  has  come  to 
be  the  generally  accepted  practice  to  exact  guarantees  from  manu- 
facturers of  apparatus  in  the  way  of  capacity,  eflBciency,  etc,  and  to 
capitalize  these  factors  when  comparing  bids  for  placing  contract,  yet 
when  installations  are  completed  it  is  too  often  the  case  that  either 
tests  to  determine  whether  these  guarantees  have  been  met  are  not 
made  at  all,  or  they  are  made  in  a  careless  or  perfunctory  sort  of 
manner,  all  of  which  has  the  effect  of  producing  a  certain  amount  of 
indifference  on  the  part  of  manufacturers  in  regard  to  guarantees. 
However,  there  is  an  equal,  if  not  greater  benefit  to  be  derived  from 
careful  and  thorough  tests,  such  as  have  been  made  on  the  Cleveland 
Municipal  Lighting  Station,  and  that  is  the  training  of  the  operators 
in  the  proper  method  of  handling  the  equipment  for  securing  the  best 
results  and  highest  efficiency. 

DISCUSSION 

Robert  L.  Brunet*  (written).  Mr.  Ballard's  paper  is  decidedly 
interesting,  not  solely  because  this  plant  is  the  largest  municipal 
central  station  in  this  country,  but  also  on  account  of  the  diligent 
forethought  shown  in  its  design  and  the  arrangement  of  its  equipment 

The  operation  of  auxiliaries  in  the  Cleveland  plant,  while  an  in- 
novation in  a  certain  sense,  is  a  move  in  the  right  direction,  and, 
by  the  use  of  motor-driven  apparatus,  there  is  no  question  whatever 
but  that  the  conditions  of  operation  can  be  more  evenly  gauged  and 
better  economies  effected  than  otherwise.  In  the  use  of  motor-driven 
equipment,  the  main  point  which  engineers  have  discussed  formerly 
has  been  the  uncertainty  of  the  operation  of  auxiliaries,  provided 
trouble  occurs  in  the  main  station,  and  the  result  has  been  that 
where  continuity  of  service  must  be  fostered  motor-driven  auxiliaries 
have  not  been  looked  upon  witli  favor.    The  Cleveland  plant  has  over- 

"Public  Service  Engr.,  Providence,  R.  I. 
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oome  this  objection  by  the  use  of  an  auxiliary  steam-driven  unit,  and 
no  possible  objection  can  be  raised,  other  than  those  of  a  minor 
nature  which  need  not  be  discussed. 

Great  emphasis  should  be  laid  on  the  arrangement  of  the  coal- 
handling  apparatus  and  the  facilities  provided  at  all  times  for  a  com- 
plete cognizance  of  the  actual  conditions  of  boiler  service. 

In  connection  with  the  use  of  both  forced  and  induced  draught  in 
this  plant,  it  can  be  stated  that  boiler-plant  engineers  at  times  fail 
to  remember  that  it  is  of  a  decidedly  beneficial  nature  to  carry  a 
balanced  pressure  in  the  furnace,  by  which  latter  means  losses  may 
be  either  eliminated  or  reduced  to  negligible  quantities. 

The  location  and  general  arrangement  of  the  chief  engineer's 
office,  together  with  the  instruments  erected  therein,  cannot  but  help 
assist  in  the  economical  and  efiBcient  operation  of  the  plant.  No  one 
thing  in  the  operation  of  a  central  station  is  of  such  vital  importance 
as  the  fact  that  the  chief  engineer  should  be  in  close  touch  with  tlie 
plant,  and  be  advised,  from  time  to  time,  of  the  actual  conditions  of 
operation.  It  is  my  belief  that  the  design  and  arrangement  of  the 
chief  engineer's  office  is  one  well  worth  the  study  of  all  central  sta- 
tion engineers,  particularly  those  who  are  now  operating  their  plants 
by  the  ^'hit  and  miss''  methods. 

As  the  author  states,  the  most  important  change  in  connection 
with  the  operation  of  this  station  is  the  use  of  alterating  current  for 
the  congested  business  districts,  instead  of  the  Edison  three-wire 
system  which  has  been  in  general  vogue  throughout  the  country.  From 
experience,  I  know  of  engineers  in  charge  of  large  central  stations 
who  are  trying  their  best  to  devise  ways  and  means  of  getting  away, 
as  far  as  is  practicable,  from  the  use  of  this  D.  G.  three-wire 
system.  As  they  explain,  except  in  a  few  minor  instances  there  are 
practically  no  customers  who  cannot  be  properly  and  adequately 
served  with  A.  C.  as  well  as  with  D.  C. ;  and  where  D.  C.  is  absolutely 
essential,  the  transformation  from  A.  C.  to  D.  C.  can  be  more  econ- 
omically effected  on  the  customer's  premises  than  otherwise.  No 
prolonged  discussion  of  this  point  is  necessary,  for  anyone  familiar 
with  the  operation  of  a  central  station  knows  full  well  that  the  in- 
vestment in  a  large  amount  of  copper  incidental  to  the  use  of  D.  C, 
together  with  the  transformation  losses,  are  very  important  arguments 
against  the  use  of  such  current,  if  high  voltage  A.  C.  can  be  supplied 
instead. 

With  low  rates  for  current,  both  for  lighting  and  power,  it  soonis 
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!c.y  fur  :q  Stare  that  the  load  factor  of  40  per  cent  will  possibly  be 
r^^iLiaeti.  based  on  a  peak  of  18,000  kw.,  but  when  the  peak  of  18,000 
iw.  i£  reached,  the  generating  equipment  will  undoubtedly  have  to  be 
increased  in  order  to  insure  reliability  and  continuity  of  service.  In 
generaL  it  is  true  that  as  the  load  factor  of  a  plant  increases,  the  cost 
per  kw-br.  decreases  and  the  resultant  effect  will  be  that,  as  in  prac- 
tically all  stations  operating  along  economical  lines,  the  rates  for 
service  will  be  proportionately  reduced.  As  is  well  known,  the  load 
factor  itself  is  dependent  upon  the  diversity  factor,  i.  e,  the  ratio  of 
the  som  of  the  separate  maxima  to  the  total  co-incident  maximuin. 
In  some  stations  where  the  load  factor  is  in  the  neighborhood  of 
from  30  to  40  per  cent  the  diversity  factor  will  be  from  2  to  3  per 
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yat  d^Kttvlvut*  prinmrily,  upon  the  means  employed  by  the  central 
MtisW  tv*  ^*5**^*  advlitional  load. 

MaUX  lHV(^lo  hA>o  an  idea  that  the  ratio  of  kilowatt-hours  sold 
lUr  iK^wvt  U^  tho  total  kilowatt-hours  generated  is  rather  insignificant, 
Kut  th*  tfwwo  i*  tho  rase  in  all  plants  which  have  sought  after  power 
^^^  ^^  A*  *  mat  tor  of  fact,  in  modern  central  stations  the  ratio 
«if  tk»  cuwwt  *\*ld  ^*r  power  varies  from  50  to  75  per  cent,  and 
tWMil  iKi*  ivwr  business  the  lighting  rates  would  be  decidedly  in- 

^t  1^^  1)^  niuall  iHUisumer.     In  other  words,  the  relatively  high 

mI^  ia  ilKlH^tinl  rtl»ovo  has  been  the  ultimate  means  of  furnishing 
^mmmI  to  lltffctuv);  cu!*ti>nier8  at  rates  which  are  much  lower  than 
^iTLifcito^^l  uiulor  dissimilar  conditions. 
^^    '  »lH»uld  not  forget  that  a  diversity  factor  in  a  station 
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is  the  basis  of  profit^  and  this  question  is  one  which  should  receive  the 
utmost  consideration  at  their  hands. 

In  making  a  study  of  the  income  of  various  central  stations^  I 
have  found  that  the  income  per  dollar  of  investment  varies  in  most 
private  plants  from  20  to  25  per  cent.  In  Mr.  Ballard's  paper,  he 
has  estimated  an  income  of  SS  per  cent  per  dollar  of  investment.  This 
figure  in  itself  seems  to  me  relatively  high,  and  it  is  my  belief  that 
it  will  be  somewhat  reduced  by  the  fact  that  when  his  peak  reaches 
the  estimated  maximum  of  18,000  kw.,  his  distribution  system  will 
be  so  extended  that  the  actual  investment  will  be  greater  than  the 
figure  he  has  used  at  this  time. 

As  a  matter  of  information,  I  have  compared  in  Fig.  12  the  dis- 
position of  each  dollar  of  income  for  a  large  private  station,  and  the 
estimated  disposition  for  the  iCleveland  mimicipal  station.  The 
private  station  has  a  capacity  of  approximately  350,000  h.p.,  with  a 
total  output  of  840,000,000  kw-hr.  per  annum.  The  Cleveland  plant 
has  a  total  capacity  of  33,500  h.p.,  with  an  estimated  output  of 
60,000,000  kw-hr.  per  annum. 

In  order  to  supply  a  close  comparison,  these  itemized  figures  are 
given  below : 


Large  Private 

Central  Statior 

per  Cent 


Cleveland 

Municipal  Station 

per  Cent 


Labor 

Materials,  etc 

Surplus 

Dividends 

Interest 

Depreciation 

Taxes  and  municipal  compensation 
Fuel 

Total 


36.40 

24.20 

13.63 

9.10 

4.55 

12.12 

100.00 


Jambs  B.  Ckavath^  (written).  The  plant  described  in  this  paper 
presents  such  an  imusual  array  of  cost  figures  that  appear  at  first 
sight  to  those  who  have  not  followed  closely  the  central  station  situa- 
tion almost  impossible  of  attainment.  In  the  light  of  recent  de- 
velopment the  proposition  assumes  a  more  reasonable  aspect  and  limits 
questions  as  to  the  attainment  of  some  of  the  low  costs  to  certain 
features. 


^40  8.  Dearborn  St,  Ohieago,  HI. 
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One  of  the  features  brought  out,  regarding  wliich  little  bis 
been  published,  is  the  low  cost  of  modem  steam  turbine  plants  u 
compared  with  turbine  or  engine  plants  of  like  capacity  a  few  years 
ago.  A  cost  of  $100  to  $150  per  kw.  of  maximum  capacity  vas 
common  in  large  city  stations  until  very  recently.  The  decreasing 
cost  of  steam  turbine  units  per  kilowatt  and  the  increasing  steam 
output  to  which  boilers  of  a  given  capacity  are  being  forced  in  com- 
mon practice,  together  with  the  small  ground  space  taken  up  by 
large  turbine  units  per  kw.,  have  combined  to  lower  power  sta- 
tion costs.  But  a  short  time  ago  costs  of  $70  per  kw.  of  station 
capacity  were  common  for  large  steam  turbine  stations.  According 
to  the  author's  figures,  the  cost  of  the  station  is  about  $1,000,000, 
which  for  a  maximum  capacity  of  25,000  kw.  corresponds  to  $40 
per  kw.  of  maximum  capacity.  On  the  basis  of  an  18,000  kw.  peak- 
load  as  assumed  by  Mr.  Ballard  in  his  estimates  of  earnings,  the 
cost  is  $56  per  kw.  of  peak. 

The  figures  given  as  to  investment  and  operating  costs  corre- 
spond with  estimates  made  by  the  writer  on  a  station  of  similar 
capacity  intended  to  operate  under  conditions  of  rather  high  load 
factor.  The  thermal  efficiency  from  coal  pile  to  bus  bars,  assumed  by 
the  author  as  about  11  per  cent,  corresponds  to  modem  good  practice 
in  actual  working  conditions  with  the  station  fairly  loaded.  This 
efficiency  in  the  best  and  largest  modern  turbine  stations  ranges  from 
10  to  13  per  cent. 

The  economical  supply  of  good  condensing  water  is  unusual  for 
a  plant  of  this  kind  and'  the  method  used  is  in  part  responsible  for 
the  low  cost  of  the  plant  per  kw. 

Whether   the   estimated   maxinium   load    of    18,000   kw.   can  be 
brought  to  the  station  under  conditions  existing  in  Cleveland  with  a 
distribution  system  cost  sufficiently  low  to  bring  the  total  investment 
in  power  plant  and  distribution  systems  to  only  $3,000,000  remains 
to  be   demonstrated.      The   cost   of   a   central   station   distributioB 
system  depends  very  much  upon  the  character  and  distribution  ot 
the  load.     If  the  station   can  be  fully  loaded  with  a  distributiotv 
system  covering  a  small  area  and  serving  mainly  large  power  co^* 
sumers,  the  cost  may  even  be  under  that  given.    If  the  distributi  ^^' 
system  is  to  cover  a  large  city  where  the  load  density  is  necessari  V 
low  because  of  dividing  the  business  with  a  competing  central  staticr^i 
existing  experience  indicates  that  it  is  very  doubtful  whether  t^^ 
station  can  be  loaded  to   18,000  kw.   with   a  total  investment 


DISCUSSION  681 

$3,000,000.  The  value  of  the  power  station  being  $1,000,000  leaves 
$2,000,000  for  distribution  systems.  With  18,000  kw.  maximum  load, 
thiB  corresponds  to  a  cost  of  $111  per  kw.  for  distribution  system. 
On  a  similar  basis,  the  cost  of  the  entire  plant  would  be  $167  per  kw. 
of  maximum  load  for  station  and  distribution  system.*  It  is  probably 
not  correct  to  take  the  cost  of  the  South  Brooklyn  system  as  a  criter- 
ion of  the  cost  of  the  53d  St.  Plant  with  its  distribution  system  when 
completed,  but  it  is  interesting  to  note  that  the  South  Brooklyn  system 
complete,  on  a  basis  of  1500  kw.  capacity,  cost  $3^5  per  kw.  of  station 
capacity.  If  the  station  is  not  fully  loaded  the  cost  per  kw.  of  maxi- 
mum load  will  be  higher  than  this.  If  we  assume  that  the  South 
Brooklyn  station  alone  cost  $100  per  kw.,  we  would  have  $265  per 
kw.  maximum  load  for  distribution  system  investment.  Distribu- 
tion system  costs  run  in  general  from  $100  to  $300  per  kw.  As  be- 
fore explained,  their  cost  will  depend  very  much  on  the  density  of 
the  load  and  upon  the  size  of  the  consumers.  A  large  number  of  small 
consumers  greatly  increases  the  investment  per  kw.  in  distribution 
systems. 

As  the  author  points  out,  the  economy  of  production  is  much 
dependent  upon  the  attainment  of  a  high  load  factor.  A  number  of 
years  ago  a  load  factor  of  20  to  25  per  cent  (annual)  was  common 
on  the  central  station  systems  of  our  largo  cities.  This  has  gradually 
been  brought  up  by  the  acquisition  of  additional  power  loads  and  in 
some  cases  by  taking  on  street  railway  loads.     A  load  factor  of  35 

m 

per  cent  (annual)  is  high  for  a  station  supplying  electric;  light  and 
power  alone,  and  stations  obtaining  40  per  cent  have  done  so  usually 
at  the  expense  of  many  years  of  strenuous  work.  It  is  possible  that, 
by  cultivating  the  large  power  business  and  ignoring  the  low  load 
factor  lighting  business,  a  40  per  (?ent  load  factor  might  be  main- 
tained from  the  start  in  an  enterprise  like  that  at  Cleveland.  It  must 
not  be  thought  however  that  such  a  load  factor  rej>resent8  an  easy 
attainment.  The  low  load  factor  business  conies  of  itself,  especially 
where  rates  as  low  as  those  given  in  the  paper  are  charged.  The 
natural  tendency  of  such  a  rate  would  be  to  load  up  the  plant  with 
low  load  factor  business  unless  great  care  were  exercised  to  pre- 
vent it. 

Further  information  concerning  the  market  for  light  and  power 
it  is  proposed  to  supply  and  the  methods  to  secure  as  high  a  load 
factor  as  40  per  cent  (annual)  would  be  of  much  interest  to  those 
engaged  in  central  station  commercial  development.     It  should  be 
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kept  dearly  in  mind  in  discnfisions  of  this  kind  that  the  average  ooet 
per  kw-hr.  is  not  by  any  means  the  actual  cost  of  serying  different 
classes  of  consumers.  Some  consumers  with  very  high  load  factor 
cost  the  central  station  much  less  than  the  average  to  serve,  while 
other  consumers  with  low  load  factor  and  with  high  investment  in 
distribution  systems  cost  much  more.  If  the  average,  or  anywhere 
near  the  average  price  is  charged  to  the  small  consumer  with  low  load 
factor,  this  class  of  consumers  will  flock  to  the  service  in  great  num- 
bers and  the  central  station  will  serve  them  at  a  loss  which  can  only 
be  made  up  by  exacting  unjust  profits  from  high  load  factor  business. 
We  thus  see  the  importance  of  the  fundamental  principle  that  the 
rates  charged  must  bear  some  proportion  to  the  actual  cost  of  serving 
these  classes  of  consumers. 

Such  a  low  average  interest  rate  on  the  whole  investment  as  4.5 
per  cent,  is  due  to  the  fact  that  this  is  a  municipal  rather  than  a 
private  corporation  security.  In  allowing  8  per  cent  profit  in  addi- 
tion to  4.5  per  cent  interest,  however,  the  author  has  apparently  in- 
advertantly allowed  considerably  more  annual  return  on  the  invest- 
ment than  would  be  necessary  to  clear  him  of  a  possible  charge  of 
unfairness  to  private  corporations.  As  far  as  I  know,  where  com- 
missions have  passed  on  the  question  of  reasonable  return  upon  the 
investment  in  a  plant  of  this  character,  the  total  annual  returns  in- 
cluding both  interest  and  profit  allowed  have  been  in  the  neighbor- 
hood of  8  per  cent  on  the  entire  investment  rather  than  8  per  cent 
in  addition  to  interest.  Mr.  Ballard's  fixed  charges  should  therefore 
be  reduced  4.5  per  cent. 

Fixed  charges,  depreciation  and  interest  on  the  Brooklyn  plant 
with  an  investment  of  $548,18^  is  given  as  $19,079.  This  is  only  3.6 
per  cent  on  the  investment  and  appears  to  be  an  error.  From  the 
information  given  in  the  discussion,  the  depreciation  on  the  South 
Brooklyn  plant  would  be  considerably  higher  than  for  the  53d  St. 
plant  inasmuch  as  a  part  of  the  Brooklyn  plant  investment  would  be 
written  off  as  it  is  replaced  by  the  53d  St.  station. 

Depreciation  on  the  complete  new  plant  is  assumed  at  3  per  cent^ 
calling  for  an  average  life  of  plant  of  22  years.  It  is  doubtfuS- 
whether  this  is  a  suflBcient  allowance,  even  though  it  may  be  in  ac — 
cord  with  the  customs  of  some  private  corporations.  In  the  Madison^ 
Gas  &  Electric  Co.  case  before  the  Wisconsin  Railroad  &  Pubhcrr 
Service  Commission  in  1910  the  commission  decided  that  the  averagi^ 
lie  electric  plant  was  about  17  years. 
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One  element  of  first  cost  which  can  only  be  determined  after  the 
imdertaking  has  reached  the  state  of  development  anticipated  in  the 
preliminary  estimates  is  that  classified  by  the  Wisconsin  Commission 
as  "going  value/*  Under  this  head  is  included  whatever  loss  in  opera- 
tion is  incurred  in  the  early  years  before  the  load  has  been  built  up 
to  a  point  to  yield  a  proper  interest  and  profit  on  the  investment. 
This  amount  must  needs  be  added  to  the  tangible  physical  investment 
to  determine  the  total  money  put  into  the  property.  Such  an  item  is 
just  as  truly  a  cost  of  a  going  plant  as  the  cost  of  the  physical  property 
necessary  to  get  it  going  on  a  profitable  basis. 

Walter  C.  Allen  wrote  that  the  paper  omits  a  description  of  one 
of  the  features  most  interesting  to  electrical  men,  viz. :  the  distribu- 
tion system.  Apparently  the  new  53d  St.  station  is  delivering  its 
energy  to  the  existing  distribution  system  through  the  East  11th 
Street  sub-station,  without  the  use  of  rotary  converters. 

The  loss  in  distribution  from  the  Brooklyn  station  for  the  year 
1913  as  given  is  27.4  per  cent,  while  the  loss  for  the  first  eight  months 
of  the  present  year,  with  the  53d  Street  station  operating  with  it  dur- 
ing the  last  six  weeks  of  that  period^  is  20.2  per  cent.  The  loss  during 
the  month  of  August  with  both  stations  operating,  is  given  as  16.25 
per  cent.  In  the  absence  of  any  further  information  regarding  im- 
provements in  the  distribution  system,  the  reader  must  assume  that 
this  increased  efficiency  is  brought  about  by  the  use  of  alternating  cur- 
rent in  the  low  tension  system,  instead  of  direct  current  through  rotary 
converters. 

It  will  be  interesting  to  see  what  further  efficiencies  are  obtained 
from  the  new  distribution  system,  for  which  it  appears  $1,500,000 
is  available. 

Alex.  Dow  said  that  he  had  followed  the  construction  of  the 
Cleveland  plant  with  a  great  deal  of  interest.  It  is  in  a  neighboring 
town,  the  consulting  engineer  is  an  old  friend,  the  plant  is  a  good 
one  and  a  credit  to  the  author.  There  is,  however,  much  in  the  paper 
that  is  speculative.  He  hoped  that  at  a  later  time  when  the  proof 
of  the  performance  of  the  plant  was  completed,  the  results,  whatever 
they  might  be,  would  again  be  placed  before  the  Society.  At  present, 
there  is  lacking  a  distributing  system  for  the  plant,  there  is  lacking 
a  load  and  accounts  kept  in  a  manner  which  would  be  acceptable  to 
a  Public  Service  Commission.  When  these  are  realized  we  shall  know 
the  answer  to  the  question  of  what  the  plant  is  accomplishing. 
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kept  dearly  in  mind  in  discussions  of  this  kind  that  the  average  cost 
per  kw-hr.  is  not  by  any  means  the  actual  cost  of  serving  different 
classes  of  consumers.  Some  consumers  with  very  high  load  factor 
cost  the  central  station  much  less  than  the  average  to  serve,  while 
other  consumers  with  low  load  factor  and  with  high  investment  in 
distribution  systems  cost  much  more.  If  the  average,  or  anywhere 
near  the  average  price  is  charged  to  the  small  consumer  with  low  load 
factor,  this  class  of  consumers  will  flock  to  the  service  in  great  num- 
bers and  the  central  station  will  serve  them  at  a  loss  which  can  only 
be  made  up  by  exacting  unjust  profits  from  high  load  factor  business. 
We  thus  see  the  importance  of  the  fundamental  principle  that  the 
rates  charged  must  bear  some  proportion  to  the  actual  cost  of  serving 
these  classes  of  consumers. 

Such  a  low  average  interest  rate  on  the  whole  investment  as  4.5 
per  cent,  is  due  to  the  fact  that  this  is  a  municipal  rather  than  a 
private  corporation  security.  In  allowing  8  per  cent  profit  in  addi- 
tion to  4.5  per  cent  interest,  however,  the  author  has  apparently  in- 
advertantly allowed  considerably  more  annual  return  on  the  invest- 
ment than  would  be  necessary  to  clear  him  of  a  possible  charge  of 
unfairness  to  private  corporations.  As  far  as  I  know,  where  com- 
missions have  passed  on  the  question  of  reasonable  return  upon  the 
investment  in  a  plant  of  this  character,  the  total  annual  returns  in- 
cluding both  interest  and  profit  allowed  have  been  in  the  neighbor- 
hood of  8  per  cent  on  the  entire  investment  rather  than  8  per  cent 
in  addition  to  interest.  Mr.  Ballard's  fixed  charges  should  therefore 
be  reduced  4.5  per  cent. 

Fixed  charges,  depreciation  and  interest  on  the  Brooklyn  plant 
with  an  investment  of  $548,18^  is  given  as  $19,079.  This  is  only  3.6 
per  cent  on  the  investment  and  appears  to  be  an  error.  From  the 
information  given  in  the  discussion,  the  depreciation  on  the  Soutb 
Brooklyn  plant  would  be  considerably  higher  than  for  the  53d  St— 
plant  inasmuch  as  a  part  of  the  Brooklyn  plant  investment  would 
written  off  as  it  is  replaced  by  the  53d  St.  station. 

Depreciation  on  the  complete  new  plant  is  assumed  at  3  per  cen' 
calling  for  an  average  life  of  plant  of  22  years.     It  is  doubtfi 
whether  this  is  a  suflBcient  allowance,  even  though  it  may  be  in 
cord  with  the  customs  of  some  private  corporations.    In  the  Madi^^^ 
Gas  &  Electric  Co.  case  before  the  Wisconsin 
Service  (Commission  in  1910  the  commission 
life  of  the  electric  plant  was  about  17  years. 
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One  element  of  first  cost  which  can  only  be  determined  after  the 
undertaking  has  reached  the  state  of  development  anticipated  in  the 
preliminary  estimates  is  that  classified  by  the  Wisconsin  Commission 
as  "going  value.'*  Under  this  head  is  included  whatever  loss  in  opera- 
tion is  incurred  in  the  early  years  before  the  load  has  been  built  up 
to  a  point  to  yield  a  proper  interest  and  profit  on  the  investment. 
This  amount  must  needs  be  added  to  the  tangible  physical  investment 
to  determine  the  total  money  put  into  the  property.  Such  an  item  is 
just  as  truly  a  cost  of  a  going  plant  as  the  cost  of  the  physical  property 
necessary  to  get  it  going  on  a  profitable  basis. 

Walteb  C.  Allen  wrote  that  the  paper  omits  a  description  of  one 
of  the  features  most  interesting  to  electrical  men,  viz. :  the  distribu- 
tion system.  Apparently  the  new  53d  St.  station  is  delivering  its 
energy  to  the  existing  distribution  system  through  the  East  11th 
Street  sub-station,  without  the  use  of  rotary  converters. 

The  loss  in  distribution  from  the  Brooklyn  station  for  the  year 
1913  as  given  is  27.4  per  cent,  while  the  loss  for  the  first  eight  months 
of  the  present  year,  with  the  53d  Street  station  operating  with  it  dur- 
ing the  last  six  weeks  of  that  period,  is  20.2  per  cent.  The  loss  during 
the  month  of  August  with  both  stations  operating,  is  given  as  16.25 
per  cent.  In  the  absence  of  any  further  information  regarding  im- 
provements in  the  distribution  system,  the  reader  must  assume  that 
this  increased  efficiency  is  brought  about  by  the  use  of  alternating  cur- 
rent in  the  low  tension  system,  instead  of  direct  current  through  rotary 
converters. 

It  will  be  interesting  to  see  what  further  efficiencies  are  obtained 
from  the  new  distribution  system,  for  which  it  appears  $1,500,000 
is  available. 

Alex.  Dow  said  that  he  had  followed  the  construction  of  the 
Cleveland  plant  with  a  great  deal  of  interest.  It  is  in  a  neighboring 
town,  the  consulting  engineer  is  an  old  friend,  the  plant  is  a  good 
one  and  a  credit  to  the  author.  There  is,  however,  much  in  the  paper 
that  is  speculative.  He  hoped  that  at  a  later  time  when  the  proof 
of  the  performance  of  the  plant  was  completed,  the  results,  whatever 
they  might  be,  would  again  be  placed  before  the  Society.  At  present, 
there  is  lacking  a  distributing  system  for  the  plant,  there  is  lacking 
a  load  and  accounts  kept  in  a  manner  which  would  be  acceptable  to 
a  Public  Service  Commission.  When  these  are  realized  we  shall  know 
the  answer  to  the  question  of  what  the  plant  is  accomplishing. 
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He  further  called  attention  to  the  author^s  statement  of  engineer- 
ing matters^  with  no  implication  of  lack  of  truth,  but  because  of  slack- 
ness of  expression  which  could  not  be  overlooked  when  made  by  an 
engineer  before  an  audience  of  engineers.  An  examination  of  the 
figures  given  shows  the  continuous  duty  of  the  station  to  be  18,000 
kw.  with  good  luck.  He  questioned  the  claims  made  for  new  and 
radical  features.  The  record  plant  with  which  every  engineer  is 
familiar  is  at  Dunstans,  with  the  auxiliaries  motor-driven  throughout 
The  boilers  of  the  Cleveland  plant  are  rather  less  than  half  the  size 
of  those  of  the  same  type  at  Delray  which  have  been  in  service  five 
years  and  there  is  nothing  radical  in  the  increase  of  steam  pressure 
from  225  to  2^75  lb.  The  balanced  draft  he  remembered  to  have  seen 
in  use  in  torpedo  boat  practice  when  he  was  a  "cub"  on  the  Clyde. 

Another  inaccuracy  is  in  reference  to  the  figures  upon  the  kilowatt 
hours  generated.  A  note  should  be  inserted  that  something  like  10 
to  15  per  cent  of  this  power  is  used  in  the  station  itself. 

Edward  W.  Bemis*  (written).    The  Cleveland  experiment  in  mu- 
nicipal ownership  of  this  plant  .follows  closely  upon   a  somewhat^ 
similar  experiment  in  street  railways.    In  the  case  of  its  street  railways 
certainly,  and  until  now,  at  least,  in  the  case  of  the  private  electri 
light  plant  there,  the  city  has  not  deprived  the  private  company  of 
fair  return  on  its  actual  investment  in  the  property,  using  investmen 
to  cover  moneys  furnished  by  the  stock  and  bond  holders  in  additia 
to  good  dividends  from  the  start. 

At  the  November  Conference  of  Mayors  in  Philadelphia,  Mayo 
Hocken,  of  Toronto,  declared  similar  results  were  being  secured  b 
similar  methods  there.  If  these  experiments  continue  to  sucxieed,  i 
is  evident  that  state  regulation  will  have  to  ceavse  allowing  companies 
returns  on  unearned  increments,  donation  and  surplus  earnings  in- 
vested in  their  properties,  or  existing  laws  in  the  various  states  will 
be  changed  where  necessary  to  permit  direct  municipal  competition 
under  proper  safeguards  of  publicity  and  uniform  accounting,  ref- 
erendum on  bond  issues,  etc. 

It  will  be  recalled  that  this  method  of  potential  municipal  compe- 
tition was  endorsed  in  1907  by  the  National  Civic  Federation  Com- 
mission on  municipal  versus  private  management  as  the  most  effective 
method  of  control. 

M500  Beacon  St,  Chicago,  111. 
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When  the  eflScieney  of  public  operation  approaches  that  of  private 
operation,  the  handicaps  upon  the  latter,  through  its  demand  for  re- 
turns which  public  operation  never  makes,  such  as  going  value,  and 
the  increased  cost  of  replacement  as  compared  with  actual  cost,  etc., 
to  say  nothing  of  differences  in  the  demanded  rate  of  return,  will 
prove  serious.  Whether  that  time  has  yet  arrived,  and  how  far 
private  companies  will  awake  to  the  situation,  as  they  have  been  doing 
in  England,  will  vary  with  every  community  and  with  changing  condi- 
tions. 

Beqinald  p.  Bolton.  This  paper  may  be  divided  broadly  into 
two  divisions  for  the  purpose  of  discussion,  as  it  comprises,  firstly 
a  description  of  a  carefully-planned  and  modernized  electrical  gen-< 
erating  plant  of  moderate  capacity,  and  secondly  a  statement  of  cer- 
tain estimates  and  assumptions  of  an  economic  character,  largely 
!>ased  on  deductions  from  the  past  operation  of  a  smaller  installation ; 
these  appear  as  the  warrant  for  the  proportions  of  the  plant  described, 
and  upon  them  the  hopes  and  expectations  of  its  propriety  and  of  its 
efficient  operation  depend.  As  the  design  of  the  plant  does  not  in- 
clude any  very  new  or  original  departure  from  accepted  up-to-date 
practice,  we  are  more  concerned  with  the  aspects  of  the  economical 
side  of  the  subject,  the  data  presented  and  the  conclusions  founded 
thereon. 

The  engineering  of  a  plant  may  be  faultless,  but  if  its  conception 
should  be  based  on  faulty  foundation,  the  purpose  of  its  construc- 
tion and  the  value  of  its  economical  features  must  be  to  a  large  extent 
discounted.  Our  first  inquiry  therefore  should  be  directed  into  the 
facts  and  figures  of  the  operation  of  the  South  Brooklyn  electrical 
plant  and  system,  and  here  it  is  regrettable  to  find  that  all  the  ascer- 
tainable facts  are  not  presented,  nor  are  the  accounting  figures  either 
complete  or  reliable. 

The  very  large  investment  in  the  new  municipal  electrical  system 
is  represented  as  justified  by  the  record  of  the  smaller  plant  of  the 
village  of  South  Brooklyn,  which  is  asserted  to  have  made  the  re- 
markable record  of  having  acquired  more  than  one-half  of  its  total 
value  in  eight  years  from  the  earnings  of  the  plant  itself.  So  far 
as  the  details  of  these  earnings  are  made  available  in  the  paper  under 
discussion,  the  diversion  of  such  earnings  was  not  warranted.  The 
career  of  this  South  Brooklyn  plant  has  been  rather  short  and  has 
been  beclouded  by  a  good  deal  of  mis-statement  of  figures.    Prom  an 
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examination  of  the  files  of  the  Electrical  World  and  other  papen, 
one  can  learn  the  following : 

The  issue  of  bonds  of  $30,000  is  still  extant,  and  no  provision  has 
been  made  for  their  retirement;  $18,000  of  the  issue  are  due  in 
January  1915  and  an  ordinance  is  pending  for  their  renewal.  Earn- 
ings therefore  should  have  first  provided  for  this  necessary  retirement. 
The  figures  of  capital  investment  show  that  the  total  investment  of 
public  money  in  the  system  has  been,  to  end  of  1913,  $320,796;  and 
from  the  operating  income  of  the  system  prior  to  providing  for  neces- 
sary fixed  charges,  there  has  been  sunk  $306,533;  giving  a  total  of 
$627,329. 

Now  this  account  is  credited  with  a  sum  of  $109,147  which  was 
given  by  the  author  in  the  Cleveland  Plain  Dealer  of  February  3, 
1914,  as  $89,909,  for  the  value  at  the  same  rate  that  could  or  would 
have  been  paid  to  a  local  company  for  street  lighting.    The  real  value 
of  the  amount  in  question  must  be  regarded  as  dubious,  especiaUy  as 
it  represents  lighting  done  more  than  five  years  ago,  bills  for  which 
were  never  rendered.    Such  as  it  is,  however,  it  almost  exactly  ofbete 
a  book  charge  for  depreciation  of  $113,244,  so  that  the  effect  is  that 
any  money  for  the  latter  necessary  purpose  has  been  burnt  up  and 
the  value  only  exists  as  a  book  debit.    The  character  of  part  of  th^ 
earnings  may  be  readily  seen  by  comparing  the  figures  of  operating 
income  with  the  item  for  1913.     The  net  earnings  for  1913  wer^ 
$68,979;  the  earnings  put  back  in  the  plant  were  $66,622;  leavings  ^ 
for  fixed  charges  of  $19,079,  only  $2,357. 

It  would  have  been  of  special  interest  to  know  what  proportion  o^ 
the  gross  income  was  contributed  by  city  payments  for  light  anS 

power.    I  find  in  the  oflBcial  audit  of  this  plant  by  the  State  of  Ohio 

the  figures  for  the  first  three  years*  operation : 

Sales  to  private  consumers $41,086 

Sales  to  city  departments 59,03^ 

These  do  not  include,  of  course,  the  $109,000  for  street  lighting,  which-J 
was  not  billed  to  the  city. 

The  income  of  the  South  Brooklyn  plant  was  secured  in  1913  by 
an  average  sale  price  at  the  rate  of  3.28  cents  per  kw-hr.  We  are 
informed  by  the  author  that  during  the  first  eight  months  of  this 
year  the  operation  of  the  new  rates  has  reduced  the  average  income 
to  2.44  cents  per  kw-hr.  The  direct  loss  on  the  South  Brooklyn  sys- 
tem is  therefore  84/100  of  a  cent,  and  allowing  for  the  economy  in 
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production  cost  due  to  the  new  plant's  operation,  the  net  loss  is 
$31,100. 

Turning  to  the  figures  of  operation  of  the  new  plant  we  find : 

The  earnings  for  August  were,  at  the  average 

rate  of  2.07 $19,405 

Average  of  8  months  monthly  operating  cost      12,130 

Leaving  for  administration  and  fixed  charges        7,275 

The  fixed  charges  are  stated  in  par.  14  to 

be  per  month  22,500 

Resulting  in  a  deficiency,  for  the  month,  of       15,225 

and  it  is  upon  this  somewhat  ricketty  foundation  that  the  basis  for 
estimating  results  in  the  53d  St.  station  has  been  predicated. 

The  assumption  of  an  annual  output  of  60  millions  of  kilowatt 
hours  with  a  load  factor  of  40  per  cent  is  taken  as  the  basis  for  pre- 
determination of  a  unit  cost.  It  must  be  evident  that  such  assump- 
tions are  little  better  than  guesswork.  The  present  operation  and 
that  of  at  least  several  succeeding  years  vrill  result  in  a  loss  on  fixed 
charges  which  may  largely  increase  the  liabilities.  The  assumption 
of  so  large  a  business  depends  upon  two  features : 

1  The  superior  desirability  of  the  service  from  the  point  of  view 
not  only  of  price  but  of  character  and  continuity. 

2  On  the  character  of  service  attracted  by  the  inducements  of  the 
rates. 

First,  the  service,  however,  is  only  to  be  alternating  current,  in 
face  of  the  conceded  extent  of  direct  current  service  in  the  best  busi- 
ness part  of  the  city.  We  are  not  told  if  the  distribution  system  is 
underground  or  exposed.  For  much  of  the  business  of  Cleveland, 
therefore,  the  service  offered  will  be  of  unattractive  character,  and 
much  direct  current  machinery  would  have  to  be  altered  or  discarded 
for  its  adoption. 

Second,  the  rates  which  I  find  in  the  records  of  the  Municipal 
Council  are  such  as  to  offer  little  inducement  to  those  consumers  whose 
usage  is  the  most  desirable  in  producing  a  high  load  factor.  The 
rates  do  not  include  any  service  charge  and  are  drawn  merely  on  the 
relation  of  connected  capacity  and  monthly  consumption.  The  fol- 
lowing examples  have  been  worked  out  therefrom : 
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fa©   actual  cost  of  the  service  connection,  upkeep,  meter  installation, 

tfOpSy  accounting  and  bills,  as  per  consumer,  per  annum,  $8.41.  This 

TB"  «>Ter  and  above  the  cost  of  producing  and  delivering  the  energy 

.     On  such  small  installations,  the  use  of  energy  at  the  three 

rate  would  not  bring  in  a  return  covering  the  cost. 

The  propriety  of  the  construction,  in  advance  of  a  determination 

^  business  to  be  secured,  of  this  large  station,  in  its  completed  form, 

.  BtUst  be  regarded  as  dubious  from  a  financial  and  business  stand - 

l^int.    The  anticipations  of  financial  success  of  the  system,  so  far 

••  they  are  based  upon  the  facts  and  figures  of  past  operation,  are 

cf  doubtful  probability. 

C.  P.  Lacombe^  (written).  1'he  problem  of  the  operation  of  mu- 
nicipal lighting  plants  under  favorable  load  and  operating  conditions 
depends  not  only  on  proper  engineering  conducting  of  the  work  but  on 
the  political  scheme  of  administration  governing  the  engineering 
control.  It  is  obvious  that,  by  employing  engineers  of  ability  and 
experience  under  proper  incentives,  a  municipal  corporation  can  have 
a  plant  built  of  the  best  type  and  in  the  same  way  it  can  also  operate  it. 

Unfortunately,  the  laws  governing  municipal  administration  do 
not  place  the  chief  operating  engineer  in  control  of  the  manufacture 
of  his  product  and  accountable  to  the  political  body  only  for  the  proper 
costs  of  production  and  good  service.  In  consequence,  the  conduct  of 
the  plant  and  the  service  rendered  by  it  suffers,  as  well  as  the  engineer 
in  charge.  To  my  mind  the  secret  of  successful  municipal  opera- 
tion of  utilities  requiring  experience  in  engineering  work  is  an  as- 
sured engineering  control,  given  proper  support  by  an  advisory  board 
of  engineers,  and  responsible  for  results  only  without  reference  to  po- 
litical interests  or  changes. 

The  Author.  I  have  been  told  so  often  that  we  were  radicals  up 
at  Cleveland,  that  I  was  glad  to  learn  that  Mr.  Dow  does  not  consider 
anything  in  this  station  to  be  at  all  radical  and  that  we  have  built  a 
plant  so  nearly  like  the  Delray  station.  There  is  then  no  reason  why 
the  latter  should  not  sell  current  at  the  same  price  as  we  are  selling 
ours,  and  I  hope  to  see  this  done. 

In  regard  to  the  capacity  of  the  Cleveland  station,  there  is  at  the 
present  time  some  degree  of  uncertainty  in  the  method  of  rating  power 
stations  and  power  station  machinery.     My  understanding  is  that 

*30  Broad  St.,  New  York  City. 
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The  accompanying  diagram,  Fig.  13,  indicates  that  the  inducements 

of  the  rates  are  towards  higli  connected  capacity  which  is  of  course 
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a  source  of  production  of  high  peak  and  low  load  factor.  We  are  led 
to  enquire,  when  we  read  that  the  ma.xinnim  rate  is  to  be  3  c,  upon 
what  determinate  data  Buch  a  limit  was  reached.  The  total  coste  of 
the  936,000  kw-hrs.  Rold  in  August  were,  without  administration, 
$34,630,  or,  per  kilowatt  hour  3  7/10  c.  The  cost  of  the  service  of 
small  household  consumers  is  known  to  be  hiph.  The  Detroit  Edison 
Company,  which  serves  73,000  of  such  consumers,  haa  made  pnblic 
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B  actual  cost  of  the  service  connection,  upkeep,  meter  installation, 
npg,  accounting  and  bills,  as  per  consumer,  per  annum,  $8.41.  Tliis 
over  and  above  the  cost  of  producing  and  delivering  the  energy 
ed.  On  such  small  installations,  the  use  of  energy  at  the  three 
tit  rate  would  not  bring  in  a  return  covering  the  cost. 

The  propriety  of  the  construction,  in  advance  of  a  determination 
business  to  be  secured,  of  this  large  station,  in  its  completed  form, 
ast  be  regarded  as  dubious  from  a  financial  and  business  stand - 
int.    The  anticipations  of  financial  success  of  the  system,  so  far 

they  are  based  upon  the  facts  and  figures  of  past  operation,  are 
doubtful  probability. 

C.  F.  Lacombe^  (written).  The  problem  of  the  operation  of  mu- 
lipal  lighting  plants  under  favorable  load  and  operating  conditions 
)end8  not  only  on  proper  engineering  conducting  of  tlie  work  but  on 
!  political  scheme  of  administration  governing  the  engineering 
itrol.  It  is  obvious  that,  by  employing  engineers  of  ability  and 
>erience  under  proper  incentives,  a  municipal  corporation  can  have 
lant  built  of  the  best  type  and  in  the  same  way  it  can  also  operate  it. 

Unfortunately,  the  laws  governing  municipal  administration  do 
;  place  the  chief  operating  engineer  in  control  of  the  manufacture 
his  product  and  accountable  to  the  political  body  only  for  the  proper 
ts  of  production  and  good  service.  In  consequence,  the  conduct  of 
}  plant  and  the  service  rendered  by  it  suffers,  as  well  as  the  engineer 

charge.  To  my  mind  the  secret  of  successful  municipal  opera- 
n  of  utilities  requiring  experience  in  engineering  work  is  an  as- 
red  engineering  control,  given  proper  support  by  an  advisory  board 
engineers,  and  responsible  for  results  only  without  reference  to  po- 
ical  interests  or  changes. 

The  Authob.  I  have  been  told  so  often  that  we  were  radicals  up 
Cleveland,  that  I  was  glad  to  learn  that  Mr.  Dow  does  not  consider 
ything  in  this  station  to  be  at  all  radical  and  that  we  have  built  a 
int  so  nearly  like  the  Delray  station.  There  is  then  no  reason  why 
e  latter  should  not  sell  current  at  the  same  price  as  we  are  selling 
rs,  and  I  hope  to  see  this  done. 

In  regard  to  the  capacity  of  the  Cleveland  station,  there  is  at  the 
esent  time  some  degree  of  uncertainty  in  the  method  of  rating  power 
itions  and  power  station  machinery.     My  understanding  is  that 
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stations  at  the  present  time  are  generally  rated  upon  their  maximiun 
continuous  capacity.  Tests  show  that  our  turbines  are  capable  of 
7500  kw.  continuous  capacity ;  three  of  them  would  give  22,500  kw., 
and  the  auxiliary  machine  would  add  1500,  making  24,000  kw.  maxi- 
mum continuous  capacity.  That  is  the  basis  on  which  I  have  made 
all  my  statements  in  regard  to  capacity. 

Mr.  Dow  questions  the  accuracy  of  the  figures  based  upon  the 
kilowatt-hours  generated.  He  evidently  is  misinformed  as  the  "kiltn 
watt-hours  generated"  in  our  reports  refers  to  the  kilowatt-hours  on 
the  switchboard  leaving  the  station  and  does  not  include  the  power 
used  by  the  auxiliaries  in  the  station. 

I  was  interested  in  Mr.  Cravath's  discussion.  I  noticed  that  his 
estimate  of  the  cost  of  the  distribution  system  of  the  Brooklyn  station 
was  $365  per  kw.  As  near  as  our  appraisal  will  show,  the  value  of  the 
Brooklyn  distribution  system  is  about  $200  per  kw.  and  of  the  station 
itself  from  $160  to  $175  per  kw. 

As  to  whether  it  will  be  possible  to  get  a  40  per  cent  load  factor, 
we  are  now  running  every  day  with  between  60  and  80  per  cent  load 
factor.  I  realize,  however,  that,  as  we  build  up  the  load  on  our 
station,  we  will  probably  secure  a  much  poorer  load  factor,  and  may  get 
down  to  40,  but  I  hope  not  below  that. 

Mr.  Cravath  also  raised  the  question  in  regard  to  cost  per  kilowatt- 
hour  being  so  much  different  for  the  different  classes  of  customers. 
That  is  very  true  and  we  are  radical  in  the  respect  that  we  are  selling 
current  to  some  customers  at  a  loss.    The  waterworks  department  in 
Cleveland  is  selling  water  at  40  c.  per  1000  cu.  ft.  to  the  smallest 
household  user  as  well  as  to  the  factory.    That  is  probably  the  other 
extreme,  but  the  department  is  subject  to  no  competition,  and  can 
make  its  rates  uniform  if  it  wishes.    Of  course,  that  cannot  be  doue 
in  an  electric  light  proposition.    Apart  from  the  question  of  competi-- 
tion,  if  there  was  only  one  station  in  the  city  and  every  customer  ha^^ 
to  take  current  from  it,  a  uniform  rate  and  load  could  not  be  mait^ 
tained.     Current  could  not  be  sold  to  all  small  residence  lightir::^ 
customers  at  as  low  a  rate  as  it  would  be  necessary  to  sell  it  to  pow^ 
customers.    On  the  other  hand,  if  the  power  customers  were  charged 
higher  rate  than  the  residence  customers,  business  could  not  be  o^ 
tained. 

Mr.  Bolton  raised  a  question  in  regard  to  $49,000  being  shown  ^ 
our  report  as  profit,  and  $66,000  being  put  back  into  the  plant  fro3^ 
earnings.    That  is  correct,  although  the  latter  amount  was  set  up 
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le  books  as  depreciation.  A  great  many  companies  are  mistaken  at 
le  present  time  in  setting  up  10  or  15  per  cent  for  depreciation  year 
:teT  year,  with  the  result  that  the  book  value  of  their  plants  will  soon 
i  much  less  than  the  physical  value  of  the  material.  I  remember  ap- 
raising  the  factories  of  a  large  company  I  was  associated  with  for  a 
limber  of  years,  and  finding  that  the  value  of  the  company's  property 
as  thousands  of  dollars  more  than  their  books  showed,  simply  be- 
luse  they  had  been  writing  off  too  much  depreciation. 

The  actual  expense  should  be  carried  and  the  plant  should  be  kept 
p  to  its  physical  value  as  a  maintenance  expense,  which  should  be 
ritten  off  year  after  year  at  actual  cost;  then  a  reserve  fund  should 
3  set  up  for  depreciation.  In  the  Brooklyn  plant  between  10  and  20 
er  cent  has  been  written  off  and  that  is  where  the  difference  between 
le  $49,000  and  the  $66,000  comes  in. 

Mr.  Bolton  has,  unconsciously  perhaps,  allowed  a  fallacy  to  creep 
ito  his  argument  when  he  attempts  to  balance  the  $109,000  due  to 
le  Municipal  Light  Plant  for  service  rendered  to  the  City,  against  the 
>tal  depreciation  of  $113,000  which  has  been  set  up  on  the  books.  He 
so  assumes  that  any  money  which  has  been  set  up  on  the  books  as 
^preciation  should  not  be  turned  back  into  additions  or  extensions 
:  the  plant,  but  evidently  believes  that  this  money  should  be  held  in  a 
ind,  and  I  can  only  say  that  the  practice  as  outlined  in  our  report  is 
lat  followed  by  a  great  number  of  large  private  corporations  and  is 
adoubtedly  the  most  effective  means  for  using  the  depreciation  fund 
>r  maintaining  the  plant  value,  and  that  of  course  is  what  the  de- 
reciation  fund  is  supposed  to  be  for. 

The  results  which  have  been  secured  since  the  preparation  of  the 
iper  have  been  such  as  to  still  further  justify  our  original  estimates, 
id  since  considerable  interest  seems  to  have  been  aroused  in  regard 
» the  possibilities  of  this  station,  the  author  will  bear  in  mind  that  it 
dght  be  advisable  to  prepare  another  paper  for  the  Society  after  the 
»ults  of  a  year  or  two  of  operation  have  been  secured. 
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Efficiency  in  municipal  government  will  only  come  about  as  the 
>rk  in  the  various  departments  is  put  on  a  basis  which  gives  each 
an,  from  the  common  laborer  up  to  the  skilled  artisan  and  clerk, 
well-defined  task  to  do  in  a  given  time,  with  a  definite  reward  for 

accomplishment.  Under  the  ordinary  methods  of  handling  city 
>rk  it  is  cheaper  where  there  is  fair  competition  to  let  work  by  con- 
ict  than  to  handle  it  by  day  labor.  With  an  effective  system  that 
minates  not  merely  favoritism  but  also  presents  a  definite  incentive 
r  each  man  to  do  a  fair  day^s  work,  a  city  may  save  the  contractor's 
ofit,  employ  its  own  force  of  city  men,  and  avoid  one  of  the  largest 
iirces  for  mulching  a  city  treasury  through  collusion  between  the 
,y  officials  and  contractors. 

2  The  construction  and  maintenance  work  in  the  department 
public  works  is  a  field  that  offers  the  largest  opportunities  from  an 
igineering  standpoint.  It  includes  such  operations  as  trenching, 
pe-laying,  sewer  construction,  aqueduct  construction,  filtrcr  clean- 
g,  street  cleaning,  road  building,  grading,  concreti^  work,  and  build- 
g  construction. 

•3  No  doubt  the  readers  of  this  paper  will  raise  the  question  as 
\  the  advisability  of  a  city  handling  such  work  as  this  on  a  day 
.bor  basis,  and  the  possibility  of  reducing  costs  below  those  which 
in  be  obtained  by  competitive  contracting.  Under  ordinary 
iunicipal  management,  as  I  have  indicated,  it  is  out  of  the  question 
3  handle  work  of  this  kind  economically.  However,  practically 
very  one  of  the  classes  of  work  mentioned  has  been  handled  at 
Birge  reduction  of  cost  by  means  of  systematic  planning  of  the  work 
n  advance  and  layout  of  tasks  or  establishment  of  piece  rates;  not 
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all  in  city  work,  but  enough  work  has  been  done  in  municipalities  to 
show  conclusively  that  the  same  system  which  has  proved  so  efficient 
in  private  construction  can  be  extended  to  cover  practically  all  classes 
of  city  labor.  This  can  be  done  as  soon  as  citizens  realize  that  such 
work  can  be  divorced  from  politics  and  handled  through  an  organized 
routine  method  which  will  provide  automatic  checks  and  definite 
permanent  records. 

4  In  the  present  paper  it  is  proposed  to  describe  one  of  the 
accomplishments  of  the  City  of  Philadelphia  along  the  line  of  im- 
proved methods.  The  particular  operation  studied  is  the  cleaning 
of  filter  sand,  one  of  the  operations  in  the  Bureau  of  Water  of  the 
Department  of  Public  Works,  which  is  in  charge  of  Mr.  Carleton 
E.  Davis,  Chief  of  the  Bureau,  and  under  the  supervision  of  Mr. 
Morris  L.  Cooke,  Director  of  Public  Works,  and  a  Member  of  this 
Society. 

5  The  City  of  Philadelphia  has  five  large  filtration  plants  con- 
sisting of  covered  reservoirs  operated  by  slow  sand  filtration.  The 
water  pumped  into  the  reservoir  from  the  Schuylkill  and  the  Delaware 
Rivers  after  passing  through  the  pre-filters  percolates  through  about 
four  feet  of  sand  and  gravel  and  is  thus  purified.  The  impurities 
are  caught  largely  in  the  upper  few  inches  of  sand,  so  that  if  this 
upper  portion  is  washed  the  filtration  area  is  practically  renewed. 
Several  methods  of  cleaning  filter  sands  are  in  use,  all  of  them  in- 
volving considerable  manual  labor.  Further  details  of  the  methods 
followed  in  the  case  under  observation  are  referred  to  below. 

RESULTS 

6  The  object  of  the  plan  has  been  to  lay  out  the  work  of  each 
gang  of  men  so  as  to  increase  the  eflfectiveness  of  the  plant  and  pro- 
vide a  definite  task  to  be  accomplished  in  a  day. 

7  The  results  of  the  plan  which  is  being  put  into  operation  are 
as  follows: 

Rotation  of  cleaning  the  filters  is  planned  in  advance  by  well  defined  rule. 

A  definite  area  of  sand  to  clean  is  assigned  to  each  gang,  this  area  depend- 
ing upon  the  depth  of  cleaning  necessary. 

This  setting  of  tasks  has  increased  output  of  each  gang  15  per  cent  and 
this  should  be  further  increased  to  at  least  25  per  cent. 

Accurate  records  are  kept,  showing  the  time  consumed  by  each  gang. 

Cost  accounts,  as  well  as  pay-roll,  are  made  up  from  the  time  tickets  twt' 
nished  to  the  men. 

Qsjig  leaders  are  required  to  pay  closer  attention  to  their  duties. 
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Improved  apparatus  and  machinery  are  under  consideration. 

Methods  of  determining  depths  of  sand  to  clean  are  being  standardized. 

OBSTACLES 

8  The  greatest  obstacle  encountered  has  been  the  City  Ordinance 
fixing  the  rate  of  pay  of  unskilled  laborers  on  a  level  wage  per  day 
regardless  of  the  quality  of  the  workman  or  the  amount  of  work  he 
is  able  to  accompUsh.  While  in  city  government  strict  regulation 
is  necessary,  a  plan  such  as  is  followed  in  Chicago,  where  the  em- 
ployes in  each  department  are  definitely  graded,  with  different 
wages  for  each  grade,  provides  a  means  for  rewarding  a  man  ac- 
cording to  his  ability  and  giving  a  city  good  value  for  money  ex- 
pended. The  Philadelphia  ordinances  prevent  the  payment  of  a 
bonus  and  thus  make  it  difficult  to  encourage  the  men  to  accomplish 
the  tasks  assigned  them. 

9  Another  hindrance  to  efficient  management  that  is  found 
ordinarily  in  city  laws  is  the  fact^  that  civil  service  regulation,  while 
preventing  the  discharge  of  a  man  for  political  reasons,  at  the  same 
time  limits  the  power  of  discharge  for  inefficiency.  The  munici- 
pality thus  pays  inferior  men  not  only  the  same  rate  as  first-class 
men  but  prevents  the  good  man  who  is  out  of  a  job  which  he  really 
deserves  from  obtaining  a  situation  which  the  loafer  holds.  Although 
the  fear  of  discharge  or  reduction  in  wage  is  a  crude  and  unsatis- 
factory way  of  obtaining  a  fair  day's  work,  its  elimination  with 
no  means  of  providing  a  corresponding  substitute  increases  the 
difficulties  in  the  way  of  giving  a  city  fair  return  for  its  money. 

10  In  the  case  under  consideration,  for  example,  the  handling 
of  the  work  would  have  been  much  simplified  and  made  substantiall  v 
automatic  if  it  had  been  possible  to  provide,  for  a  man  well  fitted  to 
his  work,  a  reward  for  accomplishing  a  good  day's  task.  As  this  was 
impossible,  and  as  it  is  unfair  in  any  case  to  expect  a  man  to  do  an 
exceptional  day's  work  without  an  exceptional  day's  pay,  the  tasks 
laid  out  were  lower  than  would  be  set  under  a  proper  system  of  task 
and  bonus,  and  their  maintenance  was  more  difficult  to  enforce. 

11  At  the  beginning,  the  general  attitude  of  the  men  and  the 
foremen  was  antagonistic,  as  is  almost  always  the  case  where  new 
methods  are  being  introduced.  This  is  gradually  overcome  as  the 
results  become  evident. 

METHOD   OF   CLEANING 

12  In  the  filtration  plant  fiist  handled  by  the  new  method 
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there  are  65  filters,  employing  about  128  men  for  cleaning.  Ead 
filter  is  about  140  it.  wide  by  250  ft.  long,  and  is  built  with  groined 
arch  bottom  and  roof,  having  columns  about  16  ft.  on  centers. 

13  The  Nichols  method  of  washing  is  used  in  this  plant.  In  this 
method  the  dirty  sand  from  the  surface  of  the  bed  to  a  depth  specified 
is  shoveled  to  an  ejector,  furnishing  water  under  about  85  to  100  lb. 
pressure,  which  forces  it  through  a  large  hose  into  the  separator, 
which  is  a  cylindrical  iron  tank  provided  with  a  concentric  baflfc 
about  6  or  8  inches  from  the  outside  shell.  The  water  and  sand 
swirl  around  this,  the  clean  sand  settling  in  the  conical  bottom  and 
passing  out  through  a  2-in.  hose  below.  The  dirty  water  passes 
under  the  baffle  and  out  of  the  top  of  the  tank,  whence  it  passes  out 
of  the  bed  through  a  hose  and  pipe  to  sewer. 

14  From  the  separator  the  sand  is  returned  by  the  hose  to  the 
bed,  where  it  is  properly  distributed  and  levelled.  Sometimes, 
according  to  conditions,  the  dirty  sand  is  shoveled  direct  to  the 
hopper  of  the  ejector,  and  in  other.cases  is  scraped  and  piled  from 
the  first  and  one-half  the  third  bay  into  the  second  line  of  bays;  from 
the  other  half  of  the  third  and  one-half  the  fifth  line  of  bays  into  the 
fourth  line  of  bays;  and  so  on,  to  include  the  ninth  bay.  This  scrap- 
ing and  piling  is  done  usually  as  an  independent  operation  by  old  men 
unfit  for  harder  work. 

15  Four  washing  gangs  are  required  for  each  filter  bed,  the  out- 
side gangs  having  23^  bays  each  and  the  inside  gangs  having  2  bays  to 
clean.  In  each  gang  there  are  3  shovellers  to  a  hopper,  two  men 
shoveling  at  a  time  while  one  rests.  Each  man  shovels  40  minutes 
and  then  rests  20  minutes.  The  fourth  man  takes  care  of  the  hose 
from  the  separator,  distributing  the  clean  sand  to  the  bed.  A  fifth 
man,  recently  introduced,  working  with  2  gangs,  spades  up  the  hard 
sand  that  has  been  uncovered  before  replacing  the  washed  sand. 

METHOD   OF   ATTACK 

16  The  method  of  attacking  any  problem  in  order  to  place  it 
on  a  scientific  basis  varies  with  the  character  of  the  work.  In  cer- 
tain cases,  such  as  intricate  factory  operations,  it  is  necessary,  before 
any  tasks  are  set  or  even  before  time  studies  are  made,  to  establish 
a  complete  system  of  routing  the  materials  and  the  employes.  In 
other  cases  the  first  necessity  is  to  establish  standards,  making 
minute  investigation  of  the  processes.  In  still  other  cases  time 
studies  can  be  made  at  the  start. 

17    In  the  sand  cleaning  proposition  all  of  these  methods  were 
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carried  on  in  a  measure  simultaneously.  Studies  were  made  of  tl?e 
men  and  the  methods  employed  to  see  where  the  manner  of  handling 
the  work  could  be  improved.  Time  studies  were  made  to  determine 
the  unit  times  for  each  individual  operation,  so  that  the  tasks  could 
be  figured  accurately  in  advance.  From  records  already  on  file, 
giving  the  approximate  time  for  cleaning,  it  was  possible  to  begin 
the  oi^anization  of  the  routing  system. 

OPERATION 
ORDER 


ItSUEP 


Of  EIATION  01  SYMBOL 


DFT 


CHAR6E  TO 


DFT 


FILTER  STATION 


WOBK  TO  RE  FINISHED 


RATE 


HOURS  TO  DATE 


AM*T  EARNED 


TOTAL  HOURS 


(do  NOT    FILL    OUT  HERE    FOR 


RE6ULAR  HOURS 


GANG  work) 


0.  TIME  HOURS 


MAN'S  NAME 


IF  JOt  IS  NOT  FINISHED  ^9,. 
SCtATCH  OUT  THIS           »3^ 

F. 

IF  JON  IS  FINISHED 
SCRATCH  OUT  THIS 

«r 

N.F. 

■CUTE 

FAY 
ROLL 

COST 
DIV. 

FOREMAN 

SHEET 

SUFERINTENDENT 

Fig.  1    TiMB  Ticket 


18  Besides  the  studies  in  this  particular  plant,  time  studies 
were  also  made  on  various  operations  in  the  other  plants  and  methods 
in  various  places  compared.  The  general  laws  of  the  variation  of  the 
filters  as  regards  loss  of  head,  rate,  and  turbidity,  were  sought  by 
means  of  graphical  tabulations  and  curves.  Unit  costs  of  labor  in 
the  past  were  investigated. 


698  STUDY  OF  CLEANING  FILTEB  SANDS 

•  ROUTING 

19  As  soon  as  the  preliminary  studies  were  far  enough  advanced 
a  bulletin  board  of  the  type  used  in  the  Taylor  system  was  set  up  in 
the  office  at  the  plant,  provided  with  suitable  hooks  for  the  tickets 
which  designated  the  work  of  each  man.  One  of  the  lines  of  hooks 
held  tickets  indicating  *^  Work  to  be  done  NOT  READY";  a  second 
line  above  it,  "Work  to  be  done  READY";  and  the  third  line,  above 
this  "WORK  IN  PROGRESS."  On  these  tickets,  which  are  4!4 
by  4J^  in.,  there  is  space  for  all  the  information  required.  The  ticket 
is  shown  in  Fig.  1. 

20  The  order  in  which  the  filters  were  to  be  cleaned  was  desig- 
nated by  the  Superintendent.  The  time  each  task  is  begun  is  re- 
corded on  the  ticket  and  also  the  time  of  completion.  From  these 
tickets  records  are  kept  at  the  plant  in  terms  of  labor  hours  on  ever}* 
class  of  operation  for  each  individual  bed,  and  the  payroll  is  made  up 
from  them.  From  the  pay  roll  division  the  tickets  go  to  the  coct 
division,  where  they  are  filed  under  the  various  charges,  so  that  a 
monthly  cost  of  operation  sheet  can  be  made. 

21  A  definite  system  of  cross-checking  is  provided.  Previously 
the  time  was  charged  against  the  various  cost  items  by  the  gang 
leader  on  a  daily  report  sheet  and  the  pay  roll  and  the  cost  sheet 
made  out  from  these  were  sent  to  the  cost  division.  The  results  were 
inaccurate,  as  the  charging  of  the  time  was  kept  by  the  gang  leader. 

22  The  initial  stages  of  the  introduction  of  the  new  methods 
were  under  the  personal  direction  of  my  associate,  Mr.  Lichtner. 
The  system  of  routing  was  handled  by  Mr.  Albert  Tolson,  and  the 
studies  and  tabulations  made  by  Mr.  Lyle  L.  Jenne.  As  soon  as 
the  routine  was  established,  it  was  taken  over  by  Mr.  Siddons,  the 
superintendent. 

23  Eventually,  the  central  planning  office  will  be  established  at 
City  Hall,  with  auxiliary  bulletin  boards  at  the  various  plants  and 
operated  by  telephone  from  the  central  office.  This  plan  was  started 
at  the  beginning,  but  it  was  found  that  further  standardization  of 
the  method  of  determining  the  order  in  which  the  filters  are  to  be 
cleaned  was  necessary  before  the  centralized  planning  office  would 
work  satisfactorily.  New  record  forms  have  been  developed  and  the 
system  is  working  smoothly. 

UNIT  TIMES 

24  Time  studies  were  made  by  the  aid  of  the  stop  watch  on  the 
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labor  operations  in  the  beds,  such  as  shoveling  dirty  sand  to  hopper, 
cleaning  up  around  hopper,  moving  hopper,  moving  separator,  and 
moving  track.  These  times  for  individual  operations  were  then  con- 
verted for  direct  use  into  the  time  per  cubic  yard  for  1  in.  of  depth. 

25  Studies  were  also  made  on  the  rate  of  delivery  of  sand  from 
separator  and  the  effect  of  opening  and  closing  the  separator  on  the 
rate  of  shoveling.  Different  methods  of  handling  the  ejectors  were 
also  included  in  the  investigation. 

26  The  object  of  the  time  studies  was  to  find  the  time  of  each 
individual  operation,  so  that  unnecessary  operations  could  be  elim- 
inated and  the  unit  times  of  the  necessary  operations  could  be  com- 
bined to  apply  to  all  conditions.  Over-all  time  records  are  of  no  use 
whatever,  because,  for  example,  with  each  change  in  depth  of  shovel- 
ing, the  number  of  moves  of  the  hopper  and  of  the  separator  vary. 

27  The  unit  times  for  the  individual  operations  were  determined 
by  the  taking  of  a  large  number  of  time  studies  in  such  a  way  as  to 
eliminate  all  unnecessary  delays,  but  with  a  sufficient  allowance  for 
resting  and  delays  which  were  unavoidable.  The  unit  times  ob- 
tamed  are  given  in  Table  1. 


TABLE  1     UNIT  TIMES 


Operation 


Unit  Time  per 

Operation, 

Min. 


Time  per  Cu.-Yd. 

per  1-In.  Depth, 

Min. 


Moiring  hopper 

Morint  Mparator 

Moring  hopper  hoae 

Moring  tntok 

Waitinc  for  hopper  to  empty 

MoTuif  preamire  hoae 

Additioiial  neceiaary  reet 

RraTeUns  to  hopper 


0.34 
0.45 
0.11 
0.44 
0.38 
0.36 
0.12 
6.82 


28  The  time  given  in  each  case  is  that  for  the  gang,  since  it  was 
necessary  on  this  work  to  set  a  task  for  the  entire  gang  instead  of 
starting  the  individual  men,  as  it  is  always  best  to  do  when  possible. 
The  time  of  shoveling  into  the  hopper  is  in  each  case  based  on  the 
rate  of  output  that  the  ejectors  will  take  care  of.  It  was  found 
that  one  man,  instead  of  two,  could  very  nearly  produce  the  required 
output,  but  this  would  have  lengthened  the  time  of  cleaning  so  as  to 
be  inadvisable.  For  example,  with  one  man  shoveling,  the  shoveling 
time  per  cu.  yd.  is  8.8  minutes  with  a  1-in.  depth,  and  6.75  minutes 
per  cu.  yd.  when  the  depth  is  18  in.  These  studies  indicate  therefore 
that  further  change  is  necessary  in  the  method  of  operation  so  as  to 
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increase  the  output  of  the  ejector  and  separator  in  order  to  obtain 
the  full  value  of  the  labor  of  the  gang. 

29  In  addition  to  the  time  studies  on  the  work  of  the  laboien 
in  the  filters,  time  studies  were  also  made  on  the  clerical  work,  such 
as  making  out  tickets,  operating  bulletin  board,  extending  time  on 
tickets,  entering  time  on  various  records,  and  checking  up  the  pay 
roll  in  order  to  distribute  the  work  equally  among  the  force  em- 
ployed to  carry  it  on. 

SETTING  TASKS 

30  Having  determined  the  unit  times  and  established  the  system 
of  routing  and  giving  out  of  tickets,  the  area  of  surface  that  should 
be  shoveled  by  each  gang  was  figured  and  the  point  to  which  they 
were  supposed  to  go  in  a  day's  work  was  marked  with  a  flag.  In 
order  to  fix  this,  it  is  necessary  to  determine  in  advance  by  test  holes 
the  depth  which  should  be  cleaned,  figuring  the  area  from  the  volume 
at  the  required  depth.  Curves  have  been  plotted,  giving  areas  or 
rather  distances  to  clean  for  the  outside  and  inside  gangs  for  various 
depths.  These  distances  are  converted  into  pier  locations,  so  many 
feet  in  front  or  back  of  pier  number  so  and  so.  The  actual  point 
reached  each  day  is  reported  at  the  office  and  the  mark  for  the 
following  day  calculated  therefrom. 

31  On  the  first  two  days,  after  everything  was  ready,  no  in- 
structions were  given  the  gang  leader  or  the  men  as  to  how  much 
they  were  expected  to  do.     The  total  area  shoveled  by  each  gang, 

however,  was  noted,  and  compared  with  the  area  they  should  have 
accomplished.  Every  gang  shoveled  less  than  the  figured  area,  the 
amount  running  from  10  J^  per  cent  less  to  31 J^  per  cent  less.  After 
this  second  day's  work  we  concentrated  on  E-1  gang,  since  it  is  al- 
ways necessary  in  order  to  avoid  friction  to  work  with  a  single  man  or 
a  single  gang,  and  laid  out  in  advance  the  amount  this  gai^  should 
accomplish  in  a  day  by  setting  a  flag  at  the  point  which  marked  the 
end  of  the  day's  work.  As  a  result,  they  readily  accomplished  the 
task  and  reached  the  mark.  The  task  setting  was  then  extended  to 
other  gapgs. 

32  One  rather  interesting  point  came  up  in  connection  with  the 
handling  of  the  work  at  first.  The  men  in  the  outside  bays  had  to 
shovel  about  7  per  cent  more  sand  than  those  in  the  inside  bays  be- 
cause the  areas  were  wider;  nevertheless,  all  gangs  had  been  ac- 
customed to  keep  abreast,  the  men  who  had  the  narrower  width  to 
handle  slowing  up  to  accommodate  their  speed  to  the  outside  men. 
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Vhen  the  men  began  working  by  the  task,  the  operation  was  some- 
irhat  similar,  except  in  the  other  direction,  until  the  men  realised 
he  difiference.  The  inside  men,  because  of  the  narrower  width, 
rere  given  the  longer  area  to  cover  and  gaged  their  speed  to  accom- 
tlish  their  task.  The  outside  men,  although  shoveling  a  greater 
ridth  kept  abreast  with  them  without  special  trouble,  thus  ex- 
eeding  their  task. 

ACCOMPLISHMENTS 

33  The  rates  were  set  on  the  basis  of  a  fair  day's  work  which 
hould  be  accomplished  with  a  first-class  foreman  and  with  no  incen- 
ive  to  the  laborers.  Because  of  this  absence  of  incentive  the  work 
actually  done  averages  considerably  less  than  the  actual  tasks. 

34  To  compare  the  amount  of  work  accomplished  before  and 
kfter  setting  tasks  the  records  were  averaged  of  27  cleanings  taken 
kt  random  from  a  period  of  IJ^  years  previous  to  the  introduction 
»f  the  new  methods.  These  showed  an  average  rate  of  6.3  cu.  yd. 
.hoveled  per  day  per  gang.  An  average  of  55  cleanings  after  task 
^ork  was  started  gave  7.2  cu.  yd.  per  day,  an  increase  of  nearly 
16  per  cent.  This  increase,  however,  was  less  than  half  of  what  it 
ihould  have  been,  the  figured  rate  being  8.4  cu.  yd.  per  day.  Al- 
hough  the  15  per  cent  increase  was  well  worth  accomplishing,  our 
ests  showed  positively  that  the  larger  increase  of  over  30  per  cent 
ihould  readily  be  accomplished  with  first-class  supervision.  One 
>lan  considered  as  a  partial  incentive  is  a  record  card  for  each  man 
ihowing  his  output  and  thus  indicating  his  relative  rank  as  a  work- 
nan.  The  rank  of  a  man  would  influence  the  laying  off  if  work  is 
ilack,  or,  on  the  other  hand,  if  a  man  is  required  for  a  higher  position, 
.his  ranking  would  be  taken  into  account.  If  it  had  been  possible 
o  pay  an  actual  money  bonus,  the  task  would  have  been  set  still 
ligher  and  the  output  would  have  been  increased  about  50  per  cent. 

35  As  the  work  on  the  filter  management  was  getting  under 
vay,  circumstances  called  the  men  in  charge  to  other  locations  in 
;he  city  temporarily.  Going  back  to  the  job  and  making  further 
studies,  it  was  found  that  time  had  been  lost:  (a)  by  not  throttling 
lown  the  separator  so  as  to  make  it  run  continuously  and  thus 
leliver  its  full  output;  (h)  by  unnecessary  throttling  of  the  hopper 
ind  cleaning  up  ahead  before  moving  hopper  to  next  portion  of  pile; 
c)  by  not  keeping  spray  open  to  fullest  capacity.  It  was  noticed 
whenever  the  gang  was  watched  closely  that  they  accomplished  their 
ask  without  any  difficulty. 
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APPARATUS 

36  The  studies,  as  is  always  the  case  where  thorough  investiga- 
tions are  made,  indicated  a  number  of  changes  advisable  in  the 
apparatus  and  methods  of  handling  it.  It  was  found  that  the  lines 
of  piping  for  the  water  used  under  pressure  were  poorly  arranged,  so 
as  to  require  in  certain  cases  long  lengths  of  hose  and  a  consequent 
deduction  in  pressure  which  largely  increased  labor  costs.  In  other 
cases  certain  pipe  lines  had  to  be  moved  from  bed  to  bed  during  the 
operation  of  cleaning.  The  studies  have  shown  that  a  mechanical 
washing  device  probably  can  be  devised  which  will  greatly  reduce  the 
cost  of  cleaning. 

37  Even  with  the  present  apparatus  the  method  of  handling  the 
separators  and  ejectors  can  be  considerably  improved  and  the  cost  of 
this  quickly  made  up  by  labor  saved. 

38  The  design  of  the  hoppers  and  separators,  as  already  stated, 
could  be  improved  so  that  they  would  handle  just  the  right  amount 
of  material  that  a  gang  can  readily  shovel.  The  present  output  is 
limited  by  the  design  of  the  hopper  and  ejector. 

39  These  various  matters  are  under  consideration  and  improve- 
ments are  being  made  from  time  to  time. 

CONCLUSIONS 

40  It  is  evident  from  the  results  obtained  here  and  also  from 
similar  experience  in  other  work  that  output  on  city  work  can  be 
appreciably  increased  simply  by  careful  planning  of  the  work  in 
advance,  systematizing  its  handling,  and  following  it  up  in  routine 
fashion.  To  obtain  the  full  value  of  organization,  however,  it  k 
necessary  to  provide  some  definite  incentive  to  the  men  to  accom- 
plish their  tasks.  This  makes  the  handling  of  the  work  automatic 
and  eliminates  friction,  and,  especially,  gives  the  men  the  extra 
money  which  they  actually  deserve  whenever  the  tasks  are  set  high 
enough  to  require  a  good  day's  work. 

DISCUSSION 

Carleton  E.  Davis^  (written).  The  author's  studies  were  con- 
centrated upon  the  physical  operation  of  cleaning  filters,  the  priman 
object  of  his  efforts  being  to  put  this  work  on  a  better  basis.  The 
influence  of  the  studies  upon  the  sanitary  functions  of  the  filters  was 
incidental  only,  and  the  paper  should  be  read  with  this  understanding. 

*Chief,  Bureau  of  Water,  Philadelphia,  I*a. 
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The  labor  cost  of  operating  the  filters  of  the  Philadelphia  water 
upply  is  about  $175,000  per  year.  The  resxdt  of  Mr.  Thomp- 
i>n'8  work  as  maintained  up  to  the  present  time  is  to  increase  by  about 
5  per  cent  the  output  of  the  force  employed  upon  cleaning  sand  in 
be  final  filters.    This  phase  of  the  filter  operation  represents  perhaps 

0  per  cent  of  the  total  labor  cost  of  running  the  plants.  This  im- 
provement is  very  gratifying  to  all  concerned  and  the  author  may 
rell  feel  pleased  that  he  has  accomplished  so  much  in  the  face  of  ad- 
erse  drcumstances. 

Mr.  Thompson's  studies  have  developed  a  marked  advance  in  the 
organization  of  the  force  and  the  handling  of  problems  connected 
herewith.  They  have  not,  however,  changed  the  fundamental  char- 
icteristics  of  the  filtration  factors  of  the  plant,  nor  have  any  new 
inderlying  principles  been  discovered.  This  should  be  clearly  under- 
tood  in  view  of  the  statement  that  rotation  of  cleaning  filters  is 
»laimed  in  advance  by  a  well-defined  rule.  The  planning  is  done  in 
kdvance  as  far  as  possible,  as  is  the  case  in  all  well-organized  filter 
)lant8,  but  no  new  rule  has  been  discovered  or  developed  whereby 
tach  filter  can  be  assiged  to  a  fixed  position  in  a  prearranged  cleaning 
chedide. 

Variation  in  the  quality  of  the  raw  material  and  fluctuation  in 
[raft  or  demand  are  well-known  factors  affecting  the  length  of  run 
f  filters.  The  Delaware  River  from  which  the  Torresdale  filters  take 
heir  water  is  affected  by  storms  and  other  weather  conditions,  by 
sasonal  changes,  by  temperature  variations,  by  tides,  and  even  by 
avigation  in  the  stream.  A  sudden  or  unexpected  storm  or  any  one 
f  a  number  of  other  phenomena  may  upset  any  prediction  as  to  the 
tact  day  when  a  particular  filter  should  be  cleaned.     Fluctuations 

1  the  draft  or  demand  made  upon  these  filters  are  constantly  oc- 
lining  in  accordance  with  the  needs  of  the  city.  Such  variations 
lust  be  met  by  altering  the  rates  under  which  the  several  filters 
re  working,  and  these  alterations  in  turn  affect  the  length  of  the 
nns  and  the  time  when  the  filters  need  cleaning. 

Filtration  engineers  will  be  alert  for  any  definite  suggestions  that 
oay  help  to  materialize  the  intimation  that  a  mechanical  washing 
pparatus  can  probably  be  devised  which  will  greatly  reduce  the  cost 
i  cleaning.  This  matter  has  received  earnest  attention  both  in  this 
»untry  and  abroad.  Thousands  of  dollars  have  been  expended  in 
ixperiments  and  the  inventor  of  a  successful  apparatus  will  receive 
he  gratitude  of  many  communities,  if  not  high  financial  reward. 
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The  advisability  of  changes  in  lines  of  piping  and  other  details 
is  mentioned  in  the  paper.  Perhaps  it  should  be  stated  that  the 
desirability  of  making  such  changes  had  been  recognized  and  that 
only  lack  of  money  for  such  an  item  prevented  the  work  from  being 
done.  This  is  an  instance  of  inflexibility  in  available  funds  and  mtj 
be  included  as  one  of  the  features  constituting  a  drawback  to  the 
economical  carrying  on  of  city  work. 

The  sand  cleaning  gangs  are  now  working  at  increased  speed  and 
with  less  time  lost  by  errors  or  false  motions  on  the  part  of  the  fore- 
men. Certain  factors  stand  out  more  prominently  than  others  in 
having  produced  these  results.  Defining  in  advance  what  shall  con- 
stitute a  day's  work,  clear  and  easily  understood  general  orders,  and 
the  toning  up  of  the  organization  whereby  each  man  is  more  or  less 
on  his  mettle  appear  to  be  the  features  productive  of  the  most  good. 

Time  studies  were  instrumental  in  determining  what  is  a  fair 
day's  work.  Experience  showed  that  better  results  were  obtained  by 
clearly  making  tlie  limits  of  ea(;h  hours  work  rather  than  depending 
upon  a  single  mark  defining  the  end  of  a  whole  day's  work.  The 
more  fre<]uent  goals  aid  llu?  judgment  of  the  foremen  and  stimulate 
the  efforts  of  the  men.  Individnal  tinn'  tickets  assist  in  keeping  tho 
force  on  its  toes,  so  to  sp(»ak.  Knowledge  that  his  name  and  a  re<t>nl 
of  his  personal  work  pass  under  the  ins[)(H;tion  of  his  supervisors  i> 
an  incentive  to  greater  effort  by  the  workman.  General  stiindiug 
orders  containing  explicit  and  readily  interpreted  instructions  about 
each  feature  of  the  work  an;  issued  to  all  foremen,  ^^hese  orders 
place  before  each  man  an  outline  of  his  duties  and  take  away  the 
excuse  of  ignorance  or  misunderst^inding. 

Many  features  of  the  work  at  the  filters  were  apparently  found 
by  Mr.  Thompson  to  be  as  satisfactory  as  prevailing  limitations  j)er- 
mitted.  The  type  of  shovel  used  in  handling  sand  was  not  changed: 
The  motions  of  the  laborers  were  not  corrected.  The  work  and  rest 
periods  were  not  altered,  and  oth(»r  features  were  left  without  con- 
structive suggestions. 

The  intimation  of  the  existence  of  antagonism  on  the  part  of  the 
men  and  foremen  borders  on  the  psychological.  It  may  In*  fairly 
asked,  however,  that  if  this  state  of  mind  is  found  as  a  usual  things 
why  a  system  for  anticipating  and  disarming  it  in  advance  has  not 
been  developed.  Might  not  an  ad  van c**^  campaign  of  enlightenment 
and  education,   leading  up  to  the  desired  issue,  be  undertaken  in 
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ch  a  way  that  the  men  would  feel  that  the  new  methods  were  their 
11  suggestion? 

The  author's  studies  represent  one  phase  of  the  work  undertaken 
Mr.  Cooke,  towards  the  improvement  of  the  filtered  water  supply 
Philadelphia.  The  Torresdale  filters,  furnishing  66  per  cent  of  the 
iter  of  the  city,  were  manifestly  not  fully  adapted  to  the  work  im- 
>sed  upon  them  by  the  conditions  existing  at  times  in  the  Delaware 
Lver.  The  turbidity  in  this  river  varies  from  4  to  5  parts  per 
illion  to  1000  or  1200  parts  per  million.  Even  with  the  assistance 
mdered  by  the  preliminary  filters,  the  water  delivered  to  the  final 
Lud  filters  has  at  times  a  turbidity  of  500  or  600,  or  twenty  times 
i  excess  of  what  this  type  of  filter  is  designed  to  handle  successfully. 
uch  overtaxing  produces  an  unsatisfactory  efilueut  as  well  as  a 
draiigement  of  operating  conditions. 

In  the  general  problem,  therefore,  two  lines  of  attack  presented 
lemselves,  both  of  which  were  sound  and  practical,  alike  from  the 
Itration  and  management  standpoint.  The  raw  material  upon  which 
le  plant  worked,  or  the  water  delivered  to  the  final  filters,  should 
e  kept  as  much  as  possible  within  certain  limits;  the  mechanical 
ork  of  the  operation  should  be  standardized.  This  latter  feature 
>idd  be  undertaken  at  once,  and  it  is  along  these  lines  that  Mr. 
'hompson  has  worked.  To  secure  greater  uniformity  in  the  raw 
ater,  certain  additional  preliminary  treatment  was  necessary  in- 
>lving  large  construction  and  the  accompanying  delay  and  uncer- 
linty  in  securing  funds.  Iniprovemeiit  in  this  direction  is  now  also 
I  sight,  as  Mr.  Cooke  has  recently  secured  an  appropriation  for  a 
reliminary  sedimentation  basin,  work  upon  which  will  probably  be 
?gun  in  the  Spring. 

While  this  sedimentation  will  not  overcome  all  the  difficulties 
tending  changes  in  the  quality  of  the  Delaware  Kiver  water,  the 
?ak  loads  from  which  the  plant  now  suffers  will  be  materially  reduced, 
here  is  every  reasonable  assurance  that  Mr.  C^ooke  will  accomplish 
is  desire  to  make  this  plant  one  of  the  best  in  the  country. 

The  Author.  As  Mr.  Davis  indicates  in  his  discussion,  many 
lings  are  yet  to  be  accomplished  in  the  attainment  of  more  definite 
andards  of  handling  the  plant.  Because  of  the  limited  time  given  to 
;,  it  has  been  impossible  as  yet  to  proceed  nearly  as  far  as  the  work 
liould  be  carried.  The  planning  of  the  rotation  of  cleaning  has  re- 
ulted  in  much  more  systematic  arrangement  than  formerly.     Con- 
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trary  to  Mr.  Davis's  opinion^  from  the  studies  thus  far  made,  taken  in 
connection  with  other  problems  with  at  least  as  many  indefinite 
factors,  it  is  unquestionable  that  means  can  be  provided  for  allowing 
for  the  contingencies  indicated  so  as  to  still  more  thoroughly  route  the 
cleaning.  The  special  conditions  are  no  more  extraordinary  than  are 
provided  for  by  routine  means  in  construction  and  manufacturing 
plants. 

In  regard  to  the  attitude  often  met  with  among  men  who  haTe 
handled  work  all  their  lives  in  a  rule-of-thumb  manner  and  who  can- 
not, therefore,  see  any  possible  chance  of  change  for  the  better,  the 
best  argument  to  convert  them  is  results.  In  many  cases,  this  appears 
to  be  the  only  way  to  convince  them.  At  the  same  time,  educational 
methods  should  be  introduced  through  a  reading  of  up-to-date  boob 
on  management,  and  personal  contact,  and  above  all,  the  influence  of 
the  higher  officials  indicating  their  thorough  sympathy  with  the  im- 
provements suggested  and  the  necessity  for  thorough  cooperation  of  all 

concerned. 

In  some  cases,  education  can  be  effected  before  any  changes  what- 
ever are  made  in  the  organization.  In  one  plant,  for  example,  the  be- 
ginning of  the  introduction  of  scientific  methods  was  delayed  for  a 
period  of  six  months  so  that  the  head  of  the  concern  should  have  an 
opportunity  to  talk  with  his  department  chiefs  and  bring  them  into 
thorough  sympathy  with  the  modem  spirit  of  management.  In  this 
case,  the  delay  in  beginning  the  work  was  well  made  up  by  the 
enthusiasm  with  which  it  was  undertaken  by  all  hands  when  it  once 
started. 
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Non-Momber 

The  velocity  with  which  a  fluid  flows  through  a  conduit  can  be 
determined  by  finding  either  its  kinetic  energy  or  its  change  in 
potential  energy  with  respect  to  the  direction  of  flow, 

2  The  kinetic  energy  of  unit  mass  is  the  same  as  its  potential 
energy  would  be  if  all  its  energy  of  motion  were  expended  in  raising 
itself  against  the  force  of  gravity.  Calling  the  height  through  which 
it  would  be  raised  H,  we  have  the  relation: 

2(7 

where  V  is  the  velocity  of  the  fluid  and  g  is  the  acceleration  due  to 
gravity 

3  The  value  of  If  is  determined  experimentally  as  the  height 
the  fluid  is  raised  by  the  impact  pressure.  The  pitot  tube  operates 
in  accordance  with  this  formula,  and  an  application  of  the  formula 
leads  to  Thompson's  formula 

where  Q  is  the  quantity  which  flows  in  one  second  through  a  V-shaped 
weir,  if  is  a  factor  of  proportionality,  and  H  is  the  height  of  the 
water  level  above  the  bottom  of  the  notch. 

4  The  relation  between  the  velocity  of  the  moving  fluid  and  the 
change  of  pressure  with  respect  to  the  direction  of  flow  is  obtained 
through  Newton's  Law  of  Motion,  mass  times  acceleration  equals 
the  accelerating  force. 

6  In  Fig.  1  consider  the  small  element  of  volume  ds'  of  the 
moving  fluid  having  the  front  and  rear  faces  perpendicular  to  the 

'Prof,  of  Physics,  Swarthmore  College.  The  ezperixnents  were  conducted  at 
Harvard  University  where  Dr.  Hayes  was  formerly  connected  with  the  Jefferson 
Physical  Laboratory. 
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cncTY  OF  Mechanical  Enginubs. 

7(yr 


708 


A  RATE-PLOW  METER 


direction  of  flow.     Let  p  be  the  density  of  the  fluid  supposed  to  be 
incompressible.    Then  from  Newton's  Law  we  have: 

p  .  ds'.  a=dp  .  ds* 

where  dp  is  the  pressure  difference  at  the  front  and  rear  faces.    This 
simplifies  to: 

dp 


pa-- 


ds 


dV 


Putting  for  a  its  equal  ~^>  and  for  ds  its  equal  V  .dl,  we  get 


the 


following  relation 


V.dV=  —  dp 
P 


Fig.  1    Section  of  Conduit  of  Non-Uniform  Cboss-Ssction 


Integrating  this  equation  between  the  points  1  and  2  gives 


i(Vi'-V2')=Pl-P2 


which  states  that  the  gain  in  kinetic  energy  is  equal  to  the  loss  of 
potential  energy. 

6  Calling  Ai  and  At  the  cross-section  of  the  conduit  at  the 
points  1  and  2  respectively,  we  get  through  the  law  of  continuity 
the  relation 

AiVi^AtVt 

This  enables  us  to  express  Vt  in  terms  of  Vi  and  the  equation  be- 
comes 


^r 


r  TV-TV    =  Pi— Ps 
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By  expresung  the  presaure  difference  in  terms  of  bead  and  the 
cross-sections  in  terms  of  diameter  the  equation  simplifira  to 


"-  2j    [d,' 


-1 


The  venturi  meter  operates  in  accordance  with  this  equation. 

7  Of  the  several  rate-flow  meters  on  the  market,  excepting 
those  with  movable  parts  such  as  the  disk  and  plunger  types, 
each  operates  through  one  or  the  other  of  the  principles  stated,  and 
each  type,  under  proper  conditions,  gives  good  service.     But  under 


Fia.  2    Conduit  Bint  in  Asc  of  a  Cibclx 


conditions  such  as  attend  boiler-feed  and  return  water  of  condensa- 
tion, where  there  are  sudden  fluctuations  in  velocity  bead  and  lai^e 
changes  in  temperature,  the  venturi  meter  and  those  based  on  the 
principle  of  the  pitot  tube  have  not  proven  dependable.  Besides, 
.  these  meters  are  unreliable  at  the  lower  rates  of  flow  under  any 
conditions. 

8     Those  meters  employing  the  principle  of  the  weir  come  near- 
est to  meeting  boiler-room  needs  and  conditions,  but  their  bulk  and 
price  prohibits  their  use  in  all  but  the  largest  plants.     Moreover, 
true  record  of  the  flow  because  of  their 

rater  record  is  now  looked  upon  as  a 
steam  plants,  for  it  gives  important 
efficiency  of  the  system.  Such  a  record 
water  are  evaporated  per  pound  of  coal, 
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direction  of  flow.     Let  p  be  the  density  of  the  fluid  supposed  to  be 
incompressible.    Then  from  Newton's  Law  we  have: 

p  .  ds'.  a=dp  .  ds* 

where  dp  is  the  pressure  difiference  at  the  front  and  rear  faces.    This 
simplifies  to: 

dp 


pa= 


ds 


dV 


Putting  for  a  its  equal  ~~^f  and  for  ds  its  equal  V  .  (ft,  we  get  the 


following  relation 


V.dV^  —  dp 
P 


Fig.  1    Section  of  Conduit  of  Non-Uniform  Cboss-Ssction 


Integrating  this  equation  between  the  points  1  and  2  gives 


~{Vi^—V2')=Pi-P2 

which  states  that  the  gain  in  kinetic  energy  is  equal  to  the  loss  of 
potential  energy. 

6  Calling  A\  and  At  the  cross-section  of  the  conduit  at  the 
points  1  and  2  respectively,  we  get  through  the  law  of  continuity 
the  relation 

This  enables  us  to  express  Vt  in  terms  of  Vi  and  the  equation  be- 
comes 
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expressing  the  pressure  difference  in  terms  of  head  and  the 
i-sections  in  terms  of  diameter  the  equation  simplifies  to 

venturi  meter  operates  in  accordance  with  this  equation. 

Of  the  several  rate-flow  meters  on  the  market,  excepting 

e   with   movable  parts  such  as  the  disk  and  plunger  types, 

operates  through  one  or  the  other  of  the  principles  stated,  and 

typef  under  proper  conditions,  gives  good  service.    But  imder 


A  M 


0 
Fig.  2    Conduit  Bent  in  Arc  of  a  Gibglb 

itions  such  as  attend  boiler-feed  and  return  water  of  condensa- 
where  there  are  sudden  fluctuations  in  velocity  head  and  large 
ges  in  temperature,  the  venturi  meter  and  those  based  on  the 
jiple  of  the  pitot  tube  have  not  proven  dependable.  Besides, 
3  meters  are  unreliable  at  the  lower  rates  of  flow  imder  any 
itions. 

Those  meters  employing  the  principle  of  the  weir  come  near- 
o  meeting  boiler-room  needs  and  conditions,  but  their  bulk  and 
)  prohibits  their  use  in  all  but  the  largest  plants.  Moreover, 
5  meters  do  not  give  a  true  record  of  the  flow  because  of  their 
)  storing  capacity. 

A  trustworthy  feedwater  record  is  now  looked  upon  as  a 
ssity  in  all  up-to-date  steam  plants,  for  it  gives  important 
mation  concerning  the  eflSciency  of  the  system.  Such  a  record 
's  how  many  pounds  of  water  are  evaporated  per  pound  of  coal. 
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discloses  irregularities  in  boiler  feed  due  to  inattention,  makes 
known  line  leaks  and  slipping  losses  due  to  faulty  valves  and  plungers 
in  the  feedwater  pumps,  and  thus  serves  as  a  valuable  check  on  the 
whole  system.  The  meter  to  be  described  was  designed  especially 
for  giving  such  records. 

10  This  meter  operates  through  the  relation  which  exists  be- 
tween the  velocity  of  a  moving  fluid  and  the  change  of  pressure  in  a 
direction  perpendicular  to  the  direction  of  flow.  The  pressure  grad- 
ient in  this  direction  is,  of  course,  zero  unless  the  flow  lines  are  dis- 
torted. When  these  lines  are  made  to  describe  the  arc  of  a  circle  the 
relation  is  simple. 

11  Suppose,  in  accordance  with  Fig.  2,  the  conduit  is  bent  in  a 
circular  arc  of  outside  radius  n  and  inside  radius  rs.  A  difference 
in  pressure  will  exist  between  points  1  and  2  due  to  the  centrifugal 
force.  A  small  mass  dM  at  a  distance  r  will  give  an  increment  of 
pressure  dP  outward  along  the  radius  such  that: 

g.r 

The  difference  in  pressure  at  the  points  1  and  2  is  given  by  inte- 
grating this  expression  from  r2  to  ri, 


12    If  the  fluid  is  incompressible, 

dM  =  p  .  ds^,  dr 
and  if  we  neglect  the  effect  of  viscosity,  as  has  been  done  in  obtaining 
all  the  formulae,  V  will  be  independent  of  r  and  our  expression 
becomes: 

ri 


'/ 


and  in  order  that  Pi  and  Pj  shall  be  the  pressure  per  unit  area,  A 
must  equal  1.  Making  this  change  and  writing  Pi — Pt  in  terms 
of  head  we  get  the  relation 

72  ri 

H=         log      =KV^ 
g       *  rj 
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13    Some  idea  of  the  value  of  1^  is  given  by  expanding  log  — 
in  a  series.  ' 

^ 

.-+1 


=2< 


ri+r2  /       3  \   ri+rt  I       5  V   n+rt 


r'^3\  r  I    "^5  (   r 


where  Z)= diameter  of  conduit  and  r=^  (ri+ri). 

D 

14  If  —  is  less  than  0.67  all  but  the  first  term  of  the  series  can  be 

r 

neglected  and  still  leave  the  formula  accurate  to  within  1  per  cent. 

Giving  —  this  value  we  find  that 

A:= 0.021 
wherefore 

/? =0.021  7« 

15  A  meter  of  this  form  works  well  for  measuring  large  values 
of  F,  but  is  not  sensitive  enough  for  feedwater  purposes.  The  fac- 
tor of  proportionality  increases  as  rs  is  made  smaller,  but  the  higher 
terms  can  no  longer  be  neglected,  and  when  r%  approaches  zero  the 
flow  approaches  more  and  more  nearly  to  vortex  conditions. 

16  Suppose  the  conduit  is  so  shaped  that  a  vortex  is  formed,  as 
shown  in  Fig.  3,  The  pressure  difference  between  points  1  and  2 
will  approximate  the  value  given  by  a  circular  vortex  of  the  same 
cro68H3ection  and  the  value  of  the  circulation  corresponding  to  the 
velocity,  V.  The  difference  in  pressure  between  the  center  and 
outside  of  a  circular  vortex  of  radius  a  is: 


Pi— P»= 


where  K  is  the  value  of  the  circulation  and  is  here  equal  to  2iray. 
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Substituting  this  value  and  expressing  the  pressure  difference  in 
terms  of  head  we  have: 

17  This  result  is  but  a  rough  approximation  for  the  stream  lines 
are  spirals  instead  of  circles,  but  the  formula  suggests  that  a  sensitive 
meter  might  be  constructed  along  these  lines.  Such  a  meter  should 
not  be  greatly  affected  by  fluctuations  in  pressure  such  as  are  always 
produced  by  feedwater  pumps,  for  the  inertia  of  the  vortical  mass 


Fig.  3    Conduit  so  Shaped  that  a  Vortex  is  Formed  in  the  Moving  Fluid 


will  serve  to  steady  the  gage  readings  much  as  the  flywheel  does  the 
motion  of  an  engine. 

18  Distortion  of  the  entering  stream  lines  through  faulty  con- 
nections or  elbows  placed  too  near  the  meter  will  aflfect  the  readmgs 
but  little  as  these  distortions  will  become  straightened  in  the  vortex 
before  the  pressure  terminals  are  reached.  Fuially,  the  sensitive- 
ness of  the  meter  can  be  changed  by  moving  the  low-pressure  vent 
along  a  radius  of  the  vortex  and  as  a  result  the  meter  could  possibly 
be  made  to  give  correct  results  for  any  particular  temperature  by 
setting  the  low-pressure  vent  properly. 

19  This  will  be  possible  if  the  percentage  correction  in  H  caused 
by  moving  the  low-pressure  vent  is  independent  of  the  flow;  and  if 
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* 

le  correction  so  introduced  is  proportional  to  the  distance  the 
ent  is  moved,  and  the  correction  which  is  made  necessary  through 
hange  of  temperature  is  proportional  to  the  temperature  change, 
len  it  follows  that  the  meter  can  be  made  self-compensating  by 
Ekusing  the  low-pressure  vent  to  be  moved  by  an  unequal  expansion 
rrangement,  providing  the  required  motion  is  small. 

20  Whether  or  not  these  conditions  will  be  fulfilled  can  be 
predicted  if  the  vortex  is  regarded  as  circular.  We  have  for  such  a 
ortex 

ehere  p  is  the  pressure  in  the  vortex  at  distance  r  from  the  center 
md  P  is  the  pre^ure  at  the  center.     It  follows  that 

jrhere  p"  is  the  pressure  at  the  outside.     The  value  of  H  is 

v"—P      K^  a2 


H  = 


8  7r«  a' 


nd  the  change  in  H  caused  by  moving  the  low-pressure  vent  a 
istance  r  out  from  the  center  is 

V—P       A'2  r- 
AH=- 


"he  percentage  change  in  H  is 

H~  a^ 

.  result  which  is  independent  of  K  and  therefore  independent  of  V. 
21     Calling  H  the  change  in  H  caused  by  moving   the  low- 
pressure  vent  a  distance  r  from  the  center,  we  have  for  the  relation 
>etween  H  and  r 

K* 

i  parabolic  and  not  a  linear  relation.     Plotting  this  equation  for 
different  values  of  V,  i.e.,  for  different  values  of  K,  we  have  a  family 
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of  parabolas,  five  of  wbioh  are  shown  m  Fig.  4.    The  change  in  S, 
caused  by  ahifting  the  ceatral  vent  a  distance  Ar,  will  be 

AH  =  ---  .  Ar  =  — — —  .  r  .  Ar 
or  iir*<r 

and  if  T  is  large  with  respect  to  Ar  the  percent^e  change  in  r  will  be 
small  and  the  change  in  H  will  lie  nearly  proportional  to  the  change 

in  r,  for  -  r  -  =  — r-—,  a  constant  practically. 
Ar       4T*a* 

22    The  chaise  in  r  necessary  to  correct  for  temperature  will 


Fra.  4    PiVE  Curves  OFTHE  FAMiLTH—K'.H/Sff'a* 

probably  be  small,  comparable  to  n  minus  r,  in  the  figure,  and  U 
the  normal  position  of  the  low-pressure  vent  is  a  distance  from  the 
center  ti,  then,  as  shown  in  the  figure,  the  relation  between  r  and  S 
for  values  of  r  between  n  and  rs  is  nearly  linear.  Under  these  con- 
ditions we  may  assume  that  the  correction  introduced  by  changing 
r  is  proportional  to  the  chaise. 

23  It  remains  to  consider  whether  the  error  caused  by  change 
of  temperature  is  proportional  to  the  temperature  change.  The 
error  introduced  by  change  of  temperature  arises  from  two  sourca: 
first,  from  the  resulting  change  in  the  density  of  the  liquid  and  tbe 
second,  from  the  change  in  viscosity.  These  errors  may  or  may  not 
tend  to  neutralize  each  other  depending  on  whether  tbe  meter  it 
calibrated  to  pve  the  flow  in  terms  of  weight  or  volume. 
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24  The  calibration  curve  for  the  meter  is 

nd  if  H  is  expressed  as  pressure  the  equation  becomes 

^ailing  po  and  po  the  pressure  and  density  respectively  at  the  calibra- 
ion  temperature,  and  pt  and  pt  the  corresponding  values  at  some 
dgher  temperature  t,  we  have  the  two  equations 

Po^PoKV- 

Pt=PtiJ:V 
ind  if  V,  supposed  here  to  be  in  terms  of  volume,  is  the  same  in  each 
equation  we  have  for  the  percentage  error  caused  by  the  change  of 
«mperature : 

Pt — Po  _  pt — pc 

Pe  Po 

\.nd  if  we  assume  a  linear  relation  between  the  density  and  the 
^mperature,  which  is  very  nearly  true,  the  error  will  be  proportional 
X)  the  change  in  temperature.  This  error  will  be  negative  since 
ot  is  less  than  p©,  and  must  be  corrected  by  moving  the  low-pressure 
jrent  toward  the  center. 

25  If  the  meter  is  calibrated  for  flow  in  terms  of  weight  we  have 
:or  the  relation  between  V  and  W 

W=kpV 

vhere  fc  is  a  factor  of  proportionality  and  W  is  the  weight  of  flow 
>er  second.    The  calibration  equation  becomes 


ind,  as  above,  we  have 


I        K 


-,-?-.  ■  ^^'  ■  »'■ 


.  w 


a 


ind  the  percentage  error  is 


Pj7-Pc  ^PoljilPt^J 
Po  Pt'-^ 
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26  If  a  haa  the  value  2  as  has  been  predicted,  then  the  erroi 
here  will  also  be  about  proportional  to  the  temperature  change,  but 
the  error  is  positive  for  fn  is  less  than  pa,  and  the  error  must  be 
compensated  for  by  moving  the  low-pressure  vent  from  the  centei. 
In  either  case  the  error  will  be  about  0.02  per  cent  per  deg.  fahr. 

27  The  error  introduced  by  change  of  viscosity  can  be  predicted 
as  follows:    It  can  be  shown  that  H  is  proportional  to  the  kinetic 
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energy  of  the  vortical  mass  and  we  therefore  have  the  relation 

H  =  k  {E—D) 
where  E  is  the  kinetic  energy,  this  mass  would  have  if  the  liquid 
were  nonviscous  and  D  is  the  energy  distiipated,  changed  to  heat, 
as  the  water  passes  through  the  meter.  The  value  of  D  can  be 
shown  to  be  proportional  to  ft,  the  coefficient  of  viscosity  of  the  liquid- 
The  relation  between  H  and  fi  is  therefore 

H^A—Bn 
and  H  varies  inversely  as  n. 

28    The  relation  between  the  coefficient  of  viscosity  and  the 
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mperature  is  nearly  linear  if  the  temperature  does  not  approach 
>o  near  to  freeeing,  so  in  case  of  feedwat^r  we  may  assume  the 
lear  relation.  The  error  introduced  by  change  of  viscosity  will  be 
»itive  and  must  be  comp^isated  for  by  moving  the  low-pressure 
mt  away  from  the  center  of  the  vortex.  This  error  will  amount 
I  about  0.026  per  cent  per  deg.  fahr. 

29    It  resulta  that  the  errors  introduced  by  chai^  of  tem- 
M-ature   nearly   cancel   each   other   if  the  meter  is  calibrated  to 
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ive  the  flow  in  terms  of  volume,  becominR  — fl.02  per  cent+0.02G  per 
jnt,  or  0.006  per  cent  per  deg.  fahr.;  but  if  the  flow  is  given  in  terms 
f  weight,  as  is  usually  desired  in  feedwater  measurements,  the 
rrora  will  add  giving  a  resulting  error  of  0.046  per  cent  per  deg.  fahr. 
'hese  expectations  have  been  very  nearly  met  in  the  operation  of 
wo  models  of  somewhat  di^erent  form. 

EXPEBIHENTAL    RESULTS 

30  The  first  model  was  fashioned  in  accordance  with  Fig.  5. 
The  inlet  and  outlet  were  each  an  inch  and  a  half  inside  diameter. 
The  vortex  chamber  consisted  of  a  hollow  cylinder  4  in.  in  height 
lul  3  in.  in  diameter,  terminatii^  in  a  30  deg.  cone.  Six  vents 
rere  equally  spaced  along  an  element  of  the  chamber;  one  could  be 


718  A.  KATB-TLOW   MBTER 

used  for  the  high  pressure  terminaJ,  the  other  five  being  plugged.  The 
low  pressure  vent  was  taken  out  through  a  small  tube  which  entered 
the  chamber  through  a  packing-box  in  the  center  of  the  top  c^, 
and  could  be  lowered  to  any  point  along  the  axis  of  the  vortex. 
This  model  waa  constructed  for  the  purpose  of  determining  the 
variation  in  pressure  along  an  element  of  surface  of  the  vortex  and 
also  along  the  axis.     This  knowledge  was  obtained  as  follows: 

31     With  the  central  vent  fixed,  the  meter  was  calibrated  for 
each  of  the  six  high-pressure  vents,  and  then  with  this  vent  fixed  it 
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Of  Low-Pkessure  Vent 

was  calibrated  for  several  positions  of  the  low-pressure  vent.  These 
data  are  plotted  in  Figs.  6  and  7  respectively.  The  ordinates  are 
in  terms  of  velocity,  V,  (ft/sec),  and  the  abscisse  in  terms  of  meter 
head,  H,  (ft.).  The  curves  in  Fig.  6  are  displaced  along  the  V  axis 
in  accordance  with  the  position  on  the  meter  of  the  high-pressure 
vent  to  which  the  curve  refers,  and  in  Fig.  7  a  similar  displacement 
has  been  made  with  respect  to  the  position  of  the  low-preesture  vent- 
32  If  points  corresponding  to  a  cert^n  velocity  are  taken  m 
each  of  the  six  curves  in  Fig.  6  and  a  curve  passed  through  these 
points,  this  curve  will  give  the  variation  in  pressure  along  the  aw- 
face  of  the  vortex  for  that  particular  velocity  of  flow.    A  ifimil«r 
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urve  drawn  in  Fig.  7  will  give  the  pressure  along  the  axis  of  the 
ortex.  In  both  figures  such  curves  are  drawn  for  various  values 
(V. 

33  An  inspection  of  these  curves  shows  that  the  pressure  along 
n  element  of  surface  is  practically  constant  until  the  outlet  of  the 
hamber  is  nearly  reached,  and  the  pressure  along  the  axis  is  about 
onstant  until  the  top  is  closely  approached.  About  a  centimeter 
rem  the  top  the  pressure  reaches  a  minimmn  and  increases  rapidly 
rem  this  point  imtil  the  top  is  reached. 


Fig.  8    Model  2,  Showing  Tangential  Inlet  and  Outlet 


34  These  results  are  very  favorable.  They  show  that  the  meter 
3  sensitive,  that  the  vents  do  not  need  to  be  placed  with  great 
accuracy  if  they  are  located  about  half  way  down  the  chamber,  and 
inally  that  the  meter  readings  will  not  be  greatly  influenced  by  a 
(light  distortion  of  the  entering  stream  lines,  such  as  may  be  caused 
)y  a  faulty  connection  or  by  an  elbow  joint  placed  too  near  the 
neter.  Such  distortions  will  be  eliminated  in  the  vortical  whirl 
before  the  pressure  terminals  are  reached. 

35  An  attempt  to  determine  the  loss  in  head  through  the  meter 
^y  taking  the  difference  in  pressure  between  two  vents  located 
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one  foot  each  side  of  the  vortex  chamber  resulted  in  giving  the  los 
of  head  in  the  wrong  direction.  This  result  is  easily  accounted  for 
by  the  fact  that  the  water  is  whirling  rapidly  when  it  enters  the 
outlet  and  must  continue  in  this  condition  for  considerable  distance. 
The  pressure  exerted  through  a  vent  in  the  outlet  will  be  equal  to  the 
normal  pressure  plus  the  centrifugal  force  due  to  the  spiral  motion. 
The  sum  of  these  two  is  greater  than  the  pressure  in  the  inlet. 

36  The  second  model,  Fig.  8,  was  designed  to  give  a  linear  flow 
in  the  outlet,  and  to  allow  the  low-pressure  vent  to  be  moved  in  a 
radial  direction.     On  leaving  the  vortex  chamber  the  water,  still 


Fig.  9    Arrangement  >or  Moving   Low-Pressurb   Vent  Radially 


whirling,  enters  another  similar  chamber.  The  outlet  leaves  this 
chamber  tangentially  so  the  stream  lines  are  straight.  The  dimen- 
sions of  these  chambers  are  diflFerent  from  those  of  the  first  model, 
the  diameter  being  4.5  in.  and  the  cone  angle  45  deg.  The  neck 
joining  the  two  chambers  is  an  inch  and  a  half  in  diameter.  The 
high-pressure  vent  is  placed  just  above  the  conical  portion  of  the 
chamber  and  the  low-pressure  vent  is  placed  about  2.5  cm.  down 
the  axis  of  the  vortex.  Fig.  9  gives  the  arrangement  for  moving 
this  vent  radially. 

37  The  cap  to  the  vortex  chamber  contains  a  conical  shaped 
chamber,  C,  separated  from  the  vortex  chamber  by  a  diaphragm  D. 
The  low-pressure  vent  is  taken  out  through  a  tube  which  enters 
the  top  of  the  cap,  passes  down  through  the  chamber  C,  by  a  flexible 
spiral  P,  and  finally  enters  the  vortex  chamber  through  a  slot  in 
the  diaphragm.  The  tube  can  be  moved  along  this  slot  by  means 
of  the  thumb-screw  T.  The  pitch  of  thread  on  this  screw  is  one 
fortieth  of  an  inch. 
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38  With  the  low-presHure  vent  at  the  center  of  the  vortex  the 
leter  was  calibrated  for  velocities  up  to  5  ft.  per  second  and  at  the 
ime  time  the  loss  of  head  through  the  meter  was  determined. 
hese  data  are  plotted  in  Fig.  10.  The  ordinates  of  curve  1,  the 
ilibration  curve,  are  given  on  the  left  margin,  those  for  curve  2, 
le  loss  of  head,  k,  on  the  right  one.  The  meter  head,  H,  and  the 
■ss  of  head  through  the  meter.  A,  are  both  given  in  feet. 

39  The  calibration  and  loss  of  head,  curves  3  and  4  respectively, 
ir  the  venturi  meter  of  diameter  ratio  1  to  2,  are  given  for  purposes 
■  comparison.  It  wi.l  be  seen  that  the  vortex  meter  is  3  1/3  times 
i  sensitive  as  the  venturi,  but  the  loss  of  head  k  is  over  twice  as 


•eat.  Curve  5  gives  the  loss  of  head  through  a  venturi  meter  with 
iroat  diameter  reduced  sufTicioutly  to  make  tho  sensitiveness  equal 
)  that  of  the  vortex  meter.  Hen;  the  loss  of  head  through  the 
enturi  meter  is  greater  than  that  for  the  vortex  forms. 

40  The  loss  of  head  curve  shows  that  the  ratio  H/h  increa-stts 
*  V  increases.  This  suggests  that  H  is  proportional  to  some  higher 
ower  of  V  than  the  square,  for  the  loss  of  head  should  be  very 
early  proportional  to  V.  Curve  2,  Fig.  11  was  obtained  by  plotting 
against  V*.  The  points  fall  on  a  straight  line  to  within  the  limits 
f  experimental  error.  The  slope  of  this  line  is  0.312  and  the  re- 
ition  between  V  and  h  is  given  by  the  equation 

ft  =  0.312  r' 

41  The  form  of  the  calibration  curve  suggests  that  it  can  be 
xpressed  mathematically  by  an  equation  of  the  form 
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one  foot  each  side  of  the  vortex  chamber  resulted  in  giving  the  loss 
ol  head  in  the  wrong  direction.  This  result  is  easily  accounted  for 
by  the  fact  that  the  water  is  whirling  rapidly  when  it  enters  the 
outlet  and  must  continue  in  this  condition  for  considerable  diatance. 
The  pressure  exerted  through  a  vent  in  the  outlet  will  be  equal  to  the 
normal  pressure  plus  the  centrifugal  force  due  to  the  spiral  motioD. 
The  sum  of  these  two  is  greater  than  the  pressure  in  the  inlet. 

36  The  second  model.  Fig.  8,  was  designed  to  give  a  linear  flow 
in  the  outlet,  and  to  allow  the  low-pressure  vent  to  bo  moved  in  s 
radial  direction.    On  leaving  the  vort^'x  chamber  the  water,  still 
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whirling,  enters  another  similar  oliambor.     Tho  outlet  leaves  thi?*^ 
chamber  tangentially  so  the  stream  lines  are  straight.     The  dimen — 
aions  of  these  chambers  are  different  from  those  of  the  first  model— - 
the  diameter  being  4,5  in.  and  the  cone  angle  45  deg.     The  neft- 
joining  the  two  chamliera  is  an  inch  and  a  half  in  diameter.    Ther^ 
high-pressure  vent  is  placed  just  alwve  the  conical  portion  of  thi^^ 
chamber  and  the  low-pressure  vent  is  pla<*d  about  2.5  cm.  (lo«i^»- 
the  axis  uf  the  vortex.     Fig.  9  gives  the  arrangement  for  movio^S- 
this  vent  radially. 

37  The  cap  to  the  vortex  chamber  contains  a  conical  sbAp&^iS- 
chamber,  C,  separated  from  the  vortex  chamber  by  a  diaphragm  £>  - 
The  low-pressure  vent  is  taken  out  through  a  tube  wbicti  e 
the  top  of  the  cap,  passes  down  through  the  cha 
spiral  P,  and  finally  eaters  the  vortex  chambf 
the  diaphragm.  The  tube  can  be  moved  aton| 
of  the  thumb-screw  T.  The  pitch  of  thread  ( 
fortieth  of  an  inch. 
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With  the  low-])ressun*  vent  jit  the  center  of  the  vortex  the 
was  caUbratecl  for  velocities  up  to  5  ft.  per  second  and  at  the 
time  the  loss  of  head  through  tlu*  meter  was  determhicd. 
data  are  plotted  in  Fig.  10.  The  ordinates  of  curve  1,  the 
ition  curve,  are  given  on  the  left  nuirgin.  those  for  curve  2, 
ss  of  head,  //,  on  the  riglit  one.  The  meter  head,  //,  and  the 
'  head  through  the  meter.  /?,  are  both  given  in  feet. 

The  calibration  and  loss  of  head,  curves  3  and  4  respectively, 
?  venturi  meter  of  diameter  ratio  1  to  2,  are  given  for  puri)oses 
iparison.  It  wi  1  be  seen  that  the  vortex  meter  is  .S  J/3  times 
sitive  as  the  venturi,  but  the  loss  of  head  h  is  over  twice  as 
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( iirve  T)  givi's  tlie  loss  of  head  through  a  venturi  meter  with 
■  diameter  redu<'ed  sulHciently  to  make  the  sensitiveness  <*(iual 
it  of  the  vorlex  mrtiM'.  Here  tln^  loss  of  head  through  the 
ri  meter  is  great<M'  than  that  for  the  vortex  forms. 

The  loss  of  head  curve  sliows  that  the  ratio  H/h  increases 

iicreases.     This  suggests  that  //  is  proiX)rtioiial  to  some  higher 

of  V  than  the  sciuare,  for  the  loss  of  head  should  be  very 

proportional  to  l'-.   Curve  2,  Fig.  11  was  obtained  by  plotting 

ii^t  V^.    The  poii^fall  on  a  straight  line  to  within  the  limits 

,e  sl()])c  of  this  line  is  0.312  and  the  r(^- 
iven  by  the  equation 

312  y« 

*  curve  suggests  that  it  can  be 
ion  of  the  form 


>eriniental  e 
between  V 
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one  foot  each  side  of  the  vortex  chamber  resulted  m  giving  the 
of  head  in  the  wrong  direction.  This  result  is  easily  accounted  for 
by  the  fact  that  the  water  is  whirling  rapidly  when  it  enters  the 
outlet  and  must  continue  in  this  condition  for  considerable  distance. 
The  pressure  exerted  through  a  vent  in  the  outlet  will  be  equal  to  the 
normal  pressure  plus  the  centrifugal  force  due  to  the  spiral  motion. 
The  sum  of  these  two  is  greater  than  the  pressure  in  the  inlet. 

36  The  second  model,  Fig.  8,  was  designed  to  give  a  linear  flow 
in  the  outlet,  and  to  allow  the  low-pressure  vent  to  be  moved  in  a 
radial  direction.     On  leaving  the  vortex  chamber  the  water,  still 


Fig.  9    Arrangement  for  Moving   Low-Pressitre   Vent  Radially 
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whirling,  enters  another  similar  chamber.  The  outlet  leaves  tf^*^ 
chamber  tangentially  so  the  stream  lines  are  straight.  The  dime^^"" 
sions  of  these  chambers  are  diflFerent  from  those  of  the  first  mod^*^  ■ 
the  diameter  being  4.5  in.  and  the  cone  angle  45  deg.  The*  ne^:**^ 
joining  the  two  chaml)ers  is  an  inch  and  a  half  in  diameter.  Tf  *^ 
high-pressure  vent  is  placed  just  above  the  conical  portion  of  tl"*^ 
chamber  and  the  low-pressure  vent  is  placed  about  2.5  cm.  dow^^^ 
the  axis  of  the  vortex.  Fig.  9  gives  the  arrangement  for  movir^ 
this  vent  radially. 

37    The  cap  to  the  vortex  chamber  contains  a  conical  shape? 
chamber,  C,  separated  from  the  vortex  chamber  by  a  diaphragm 
The  low-pressure  vent  is  taken  out  through  a  tube  which  ente 
the  top  of  the  cap,  passes  down  through  the  chamber  C,  by  a  j9ezit^l 
spiral  P,  and  finally  enters  the  vortex  chamber  through  a  slot 
the  diaphragm.    The  tube  can  be  moved  along  this  slot  by 
of  the  thumb-screw  T.    The  pitch  of  thread  on  this  screw  J 
fortieth  of  an  inch. 
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With  the  low-pressure  vent-  at  the  center  of  the  vortex  tlie 
wa-s  eftlibrated  for  velocities  up  to  T)  ft.  per  second  and  at  the 
time  the  loss  of  head  throufEh  the  meter  was  determined, 
(lata  are  plotted  in  Fig.  10.  The  ordinatcB  of  cur\'e  1,  the 
itioii  curve,  are  given  on  the  left  margin,  those  for  curve  2, 
■«  of  head,  h,  on  the  rigiit  one.  The  meter  head,  H,  and  the 
head  through  the  meter,  h,  an?  lx)th  given  in  feet. 
The  caiihration  and  ]o.>*s  of  head,  curves  3  and  4  respectively, 
•  ventiiri  meter  of  ihameter  ratio  1  to  2,  are  given  for  purposes 
iparison.  It  wi  1  lie  seen  that  the  vortex  meter  is  3  1/3  time.s 
sitive  a^  the  venturi,  but  the  loss  of  hea<l  k  is  over  twici-  as 
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C'urvc  .1  gives  the  h>ss  of  heail  through  a  venturi  mett'r  with 
<liameter  rediH'cd  snf!icicntly  itt  make  the  sensitiveness  <'(|ual 
it  of  the  vortex  meter,  TIere  the  loss  of  bead  through  the 
ri  meter  is  greater  than  that  for  the  vortex  forma. 

The  loss  of  head  curve  shows  that  the  ratio  H/h  incn-ases 

nereasi's.     This  suggi-sts  that  //  is  proportional  to  some  higher 

of  V  than  the  squan'.  for  the  loss  of  head  should  be  verj' 

■  proportional  tn  1'',   f 'urve  2,  Fig.  11  was  obtained  by  pl()ltiMg 

n^  V-.    Tlie  puinis  fall  on  a  straight  line  to  within  the  liuills 

■  slope  of  this  line  is  0.312  and  tin-  ro- 

jiven  by  the  equation 

A =0.312  V 

libration  curve  suggests  that  it  can  be 
r  an  equation  of  the  form 
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one  foot  each  side  of  the  vortex  chamber  resulted  m  giving  the 
of  head  in  the  wrong  direction.  This  result  is  easily  accounted  for 
by  the  fact  that  the  water  is  whirling  rapidly  when  it  enters  the 
outlet  and  must  continue  in  this  condition  for  considerable  distance. 
The  pressure  exerted  through  a  vent  in  the  outlet  will  be  equal  to  the 
normal  pressure  plus  the  centrifugal  force  due  to  the  spiral  motion. 
The  sum  of  these  two  is  greater  than  the  pressure  in  the  inlet. 

36  The  second  model,  Fig.  8,  was  designed  to  give  a  linear  flow 
in  the  outlet,  and  to  allow  the  low-pressure  vent  to  be  moved  in  a 
radial  direction.     On  leaving  the  vortex  chamber  the  water, 


Fig.  9     Arrangement  i-or  Moving   T^ow- Pressure   Vent   Radially 


whirling,  enters  another  similar  chamber.     The  outlet  leaves  tH^'^ 
chamber  tangentially  so  the  stream  lines  are  straight.     The  dim^xv 
sions  of  these  chambers  are  diflFerent  from  those  of  the  first  mod^? 
the  diameter  being  4.5  in.  and  the  cone  angle  45  deg.     The  ne^ 
joining  the  two  chambers  is  an  inch  and  a  half  in  diameter.    Tl^^ 
high-pressure  vent  is  placed  just  above  the  conical  portion  of  tJ"*^ 
chamber  and  the  low-pressure  vent  is  placed  about  2.5  cm.  doii^?^ 
the  axis  of  the  vortex.     Fig.  9  gives  the  arrangement  for  movir^»-8 
this  vent  radially. 

37    The  cap  to  the  vortex  chamber  contains  a  conical  shap^^^' 
chamber,  C,  separated  from  the  vortex  chamber  by  a  diaphragm  t^* 
The  low-pressure  vent  is  taken  out  through  a  tube  which  ente*^ 
the  top  of  the  cap,  passes  down  through  the  chamber  C,  by  a  j9ezibi^ 
spiral  P,  and  finally  enters  the  vortex  chamber  through  a  slot  ii> 
the  diaphragm.    The  tube  can  be  moved  along  this  slot  by 
of  the  thumb-screw  T.    The  pitch  of  thread  on  this  screw  ii 
fortieth  of  an  inch. 
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J8  With  the  low-pro«(iurc'  vpiit  at  the  ctmtcr  of  tht!  vortex  tho 
er  was  ealibratcci  for  vcIooitU'S  up  to  a  ft.  i>pr  si'Con<I  anil  at  th<- 
le  time  the  liiss  of  hcafl  throuRh  the  meter  was  (letcrmiiicil, 
■so  liata  arc  plotted  in  Fig.  10.  The  onlinatcs  of  curve  1,  the 
bratioii  (.Hirve,  an-  given  on  the  left  margin,  those  for  curvi"  2, 
loss  of  head,  h,  on  the  right,  unt:.  The  meter  head,  H,  and  the 
of  heail  through  tlie  nirtiT,  A,  are  both  given  in  feet. 
39  The  cidihratiou  and  ions  of  head,  curves  3  and  4  rospeetively, 
the  venturi  meter  nf  dianieler  ratio  1  to  2,  are  given  for  piiq'*""''' 
nnimrison.  It  wil  lie  seen  tliiit  the  vorlcx  meter  is  A  i  ".\  times 
•nsitive  a;*  the  venturi.  Imt  the  los.s  of  head  A  is  over  twice  a.s 


,t.  Curve  ,1  gives  tlie  liws  iif  heatl  tlirough  ft  venturi  met<T  with 
at  diameter  reduced  snirieicntly  (o  make  the  »ensiitivene8.s  e(|u;il 
hat  of  tlic  vortex  iin-lir.  Hen>  the  loss  of  head  through  ttie 
uri  meter  is  greater  than  ttiat  for  the  Vort4'X  forms. 
HI  Tlie  loss  nf  li.iid  curve  slmws  that  the  ratio  H/k  increases 
'  incn'ascs.  This  suggests  tliat  U  is  proiMrtional  to  some  higher 
er  of  r  than  the  squan',  for  the  loss  of  head  should  l>e  virv 
■ly  proiKirtional  to  V=.  Curve  2,  Fig.  H  was  obtained  by  plot  tini; 
ainqt  V'.  The  points  fiili  on  a  straight  line  to  within  the  liinils 
xoerimental  ernir.     Tlie  slope  of  this  line  is  0.312  and  Ihe  re- 

iven  by  the  equation 

1=0.312  7* 

ibration  curve  suggests  that  it.  can  bo 
an  equation  of  the  form 
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one  foot  each  side  of  the  vortex  chamber  resulted  m  giving  the  loss 
of  head  in  the  wrong  direction.  This  result  is  easily  accounted  for 
by  the  fact  that  the  water  is  whirling  rapidly  when  it  enters  the 
outlet  and  must  continue  in  this  condition  for  considerable  distance. 
The  pressure  exerted  through  a  vent  in  the  outlet  will  be  equal  to  the 
normal  pressure  plus  the  centrifugal  force  due  to  the  spiral  motion. 
The  sum  of  these  two  is  greater  than  the  pressure  in  the  inlet. 

36  The  second  model,  Fig.  8,  was  designed  to  give  a  linear  flow 
in  the  outlet,  and  to  allow  the  low-pressure  vent  to  be  moved  in  a 
radial  direction.     On  leaving  the  vortex  chamber  the  water,  still 
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whirling,  enters  another  similar  cliamber.  The  outlet  leaves  this 
chamber  tangentially  so  the  stream  lines  are  straight.  Tlie  dimen- 
sions of  these  chambers  arc  different  from  those  of  the  first  model. 
the  diameter  being  4.5  in.  and  the  cone  angle  45  deg.  The  nork 
joining  the  two  chambers  is  an  inch  and  a  half  in  diameter.  The 
high-pressure  vent  is  placed  just  above  the  C(mical  portion  of  the 
chamber  and  the  low-pressure  v(»nt  is  placed  about  2.5  cm.  down 
the  axis  of  the  vortex.  Fig.  9  gives  the  arrangement  for  moving 
this  vent  radially. 

37  The  cap  to  the  vortex  chamber  contains  a  conical  shaped 
chamber,  C,  separated  from  the  vortex  chamber  by  a  diaphragm  D* 
The  low-pressure  vent  is  taken  out  through  a  tube  which  enters 
the  top  of  the  cap,  passes  down  through  the  chamber  C,  by  a  flejdble 
spiral  P,  and  finally  enters  the  vortex  chamber  through  a  slot  in 
the  diaphragm.  The  tube  can  be  moved  along  this  slot  by  meitf 
of  the  thumb-screw  T.  The  pitch  of  thread  on  this  screw  iB 
fortieth  of  an  inch. 
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38  With  the  low-pres8uri'  vent  at  tht-  ccuter  of  the  vortex  the 
leter  was  calibrated  for  velocities  up  to  o  tt.  per  second  aiitl  at  the 
ime  time  the  loss  of  head  througli  the  meter  was  determined, 
"hese  data  arc  plotted  in  Fig.  10.  The  onUnates  of  curve  1,  the 
alibration  curve,  arc  given  on  the  left  margin,  those  for  curve  2, 
lie  loss  of  heail,  k,  on  the  right  one.  The  meter  head,  //,  and  the 
>ss  of  head  through  the  meter,  A,  are  both  given  in  feet. 

39  The  calibration  and  loss  of  head,  curves  3  and  4  respectively, 
^ir  the  ventnri  meter  of  (hameter  ratio  1  to  2,  are  given  fur  pnrixises 
if  comparison.  It  wi.l  be  seen  that  the  vortex  meter  is  S  i/'.i  times 
.s  sensitive  as  the  vcnturi,  but  the  loss  of  head  A  is  over  twice  a» 


'         ;    '    i"'  "  b'       "    ■     I'l  ■"    {/    '  'lA       '<(,        i       n 


n^'ttt.  Curve  ft  gives  the  loss  of  head  through  a  venturi  meter  with 
liroat  diameter  reduced  siiflieiently  t<»  make  the  sensitivenesa  equal 
o  that  of  the  vortex  meter.  Here  the  loss  of  head  through  tin- 
enttiri  meter  is  greatt^r  thaii  that  for  the  vortex  forms. 

40  The  loss  of  head  eur\f  shows  that  the  ratio  H/h  increases 
IS  y  increases.  This  suggests  that  //  is  proportional  to  some  higher 
Kiwer  of  V  than  th<!  square,  for  the  loss  of  head  should  be  \ei\' 
learly  proportional  to  l'».  Curve  2,  Fig.  11  was  obtained  by  plotting 
t  ^^ainat  V=.  The  points  fall  on  a  straight  line  to  within  the  limits 
)f  experimental  error.     The  slope  of  this  line  is  0,312  and  the  n> 

ven  by  the  equation 

1  =  0.312  V* 

ibration  curve  suggests  that  it.  ran  be 

an  equation  of  tiie  form 
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one  foot  each  side  of  the  vortex  chamber  resulted  m  giving  the  loss 
of  head  in  the  wrong  direction.  This  result  is  easily  accounted  for 
by  the  fact  that  the  water  is  whirling  rapidly  when  it  enters  the 
outlet  and  must  continue  in  this  condition  for  considerable  distance. 
The  pressure  exerted  through  a  vent  in  the  outlet  will  be  equal  to  the 
normal  pressure  plus  the  centrifugal  force  due  to  the  spiral  motioiL 
The  sum  of  these  two  is  greater  than  the  pressure  in  the  inlet. 

36  The  second  model,  Fig.  8,  was  designed  to  give  a  linear  flow 
in  the  outlet,  and  to  allow  the  low-pressure  vent  to  be  moved  in  a 
radial  direction.     On  leaving  the  vort^ox  chamber  the  water,  still 


Fifl.  9     Arrangement  kor  MoviNf}   Low-Pressttre   Vent   Radially 


whirling,  enters  another  similar  chamber.  The  outlet  leaves  this 
chamber  tangentially  so  the  stream  linos  are  straight.  The  dimen- 
sions of  these  chambers  are  diflferent  from  those  of  the  first  model, 
the  diameter  being  4.5  in.  and  the  cone  angle  45  deg.  The  neck 
joining  the  two  chambers  is  an  inch  and  a  half  in  diameter.  The 
high-pressure  vent  is  placed  just  above  the  conical  portion  of  the 
chamber  and  the  low-pressure  vent  is  placed  about  2.5  cm.  down 
the  axis  of  the  vortex.  Fig.  9  gives  the  arrangement  for  moving 
this  vent  radially. 

37  The  cap  to  the  vortex  chamber  contains  a  conical  shaped 
chamber,  C,  separated  from  the  vortex  chamber  by  a  diaphragm  D* 
The  low-pressure  vent  is  taken  out  through  a  tube  which  enters 
the  top  of  the  cap,  passes  down  through  the  chamber  C,  by  a  flexibte 
spiral  P,  and  finally  enters  the  vortex  chamber  through  a  slot  in 
the  diaphragm.  The  tube  can  be  moved  along  this  slot  by  means 
of  the  thumb-screw  T,  The  pitch  of  thread  on  this  screw  is  one 
fortieth  of  an  inch. 
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38  With  the  low-pressure  vent  at  the  center  of  the  vortex  the 
iter  was  calibrated  for  velocities  up  to  5  ft.  per  second  and  at  the 
DC  time  the  loss  of  head  through  the  meter  was  determined. 
eae  data  are  plotted  in  Fig.  10.  The  ordinates  of  curve  1,  the 
ibration  curve,  are  given  on  the  left  margin,  those  for  curve  2, 
s  loss  of  head,  h,  on  the  right  one.  The  meter  head,  H,  and  the 
8  of  head  through  the  meter,  k,  are  both  given  in  feet. 

39  The  calibration  and  loss  of  head,  curves  3  and  4  respectively, 
■  the  venturi  meter  of  diameter  ratio  1  to  2,  are  given  for  purposes 
comparison.  It  wi.l  be  seen  that  the  vortex  meter  is  3  1/3  times 
sensitive  as  the  venturi,  but  the  loss  of  head  k  is  over  twice  as 


Fio.   10     <,'A(.iHii.\Tiorj  ('iifiVKK  i^R  MoiiEi,  No.  ;; 

«,t.  Curve  5  gives  the  loss  of  head  through  a  venturi  meter  with 
•oat  diameter  reduced  sufficiently  to  make  the  sensitiveness  equal 
that  of  the  vortex  meter.  Hero  the  loss  of  head  through  the 
3turi  meter  is  greater  than  that  for  the  vortex  forms. 

40  The  loss  of  head  curve  shows  that  the  ratio  H/h  increases 
V  increases.  This  suggests  that  H  is  proportional  to  some  higher 
wer  of  V  than  the  square,  for  the  loss  of  head  should  be  very 
arly  proportional  to  V*.  Curve  2,  Fig.  11  was  obtained  by  plotting 
i^ainqt  V*.    The  points  fall  on  a  straight  line  to  within  the  limits 

experimental  error.     The  slope  of  this  line  is  0.312  and  the  re- 
ion  between  V  and  h  is  given  by  the  equation 
A  =  0.312  y 

41  The  form  of  the  calibration  curve  suggests  that  it  can  be 
pressed  mathematically  by  an  equation  of  the  form 
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H  =  K.V' 


where  H  is  the  meter  head,  K  a  factor  of  proportionality,  V  U> 
velocity,  and  a  aome  constant.  By  taking  the  loKarithm  of  w! 
Bide  of  this  equation  we  have  the  linear  relation 

!c^ff  =  IogA:+olog  7 


Piu.  11    Relation  brtwekn  Imbb  or  Head  and  EUjuakk  or  Veloott 


42  This  curve  is  plotted  in  Fig.  12.  A  straight  line  pna 
through  the  points  to  within  the  limits  of  experimental  error,  there! 
proving  that  the  calibration  curve  can  be  expressed  by  such  i 
equation.  The  values  for  K  and  a  as  determined  from  the  Ibgarit 
metic  curve  are  K  =  0.5Si  and  a=2.20,  so  the  calibration  curve 
given  by  the  equation 

K =0.584  V* 
It  will  be  remembered  that  the  predicted  curve  was 
H=0.5  V* 
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43    The  loss  of  head  through  the  ordinary  form  of  venturi  meteri 
wliere  the  ratio  of  the  two  diameters  is  14,  is  about  2.5  times  less 
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than  for  the  vortex  meter  used  for  determiiting  the  data  given  in 
this  paper,  but  for  a  venturi  meter  with  throat  diameter  sufficiently 
reduced  to  make  it  as  sensitive  as  the  vortex  form,  the  loss  of  head 
is  slightly  greater.  In  Fig.  11,  curve  1  gives  the  loss  of  head  for  the 
ordinary  venturi  and  curve  3  the  loss  of  head  for  a  venturi  of  the 
same  sensitiveness  that  the  voriiex  meter  has. 

44  The  loss  of  bead  through  the  vortex  meter  can  be  made 
much  less  than  that  given  by  model  2  without  lessening  the  sensitive- 
ness of  the  meter.  The  meter  apparently  works  as  well  with  a  much 
lai^r  passageway  between  the  two  chambers  and  the  loss  of  head  is 
lessened  by  this  means.  There  Is  little  doubt  that  the  meter  can  be 
bettered  in  many  respects  through  change  of  form  and  this  work 
will  be  undertaken  later.  The  loss  of  head,  however,  is  not  a  serious 
matter  at  the  low  velocities  for  which  the  meter  is  designed. 

45  Fig.  13  gives  the  change  in  H  caused  by  moving  the  low- 
preflBure  vent  out  along  the  radius  for  five  different  values  of  V. 
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The  ordinatea  give  the  change  in  H  in  centimeters  of  mercurj-,  and 
the  abacisase  are  given  in  turns  of  the  thumbscrew.  The  cuirei 
show  that  the  change  in  /f  is  nearly  proportional  to  the  displace- 
ment of  the  low-pressure  vent. 

46     Dividing  the  slope  of  these  curves  by  the  value  of  H  cor- 
resixmding  to  the  velocity  of  flow  at  which  the  data  for  the  cune 


were  obtained  gives  a  value  proportional  to  the  percentf^  change 
in  H  caused  by  moving  the  low-pressure  vent  a  distance  equsl 
to  one  turn  of  the  thumbscrew.  These  values  are  given  under  the 
separate  curves,  and  prove  to  be  nearly  the  same  for  each.  Tbi» 
shows  that  any  correction  made  by  shifting  the  position  of  the  low- 
pressure  vent  will  be  independent  of  the  flow.  As  a  result  the 
meter  can  be  made  to  give  correct  readings  at  any  temperature  1? 
turning  the  thumbscrew  to  the  proper  position. 
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47  Four  teats  were  made  st  different  temperatures  to  deter- 
ouQe  the  error  for  which  the  meter  must  be  corrected.  These  results 
*re  given  in  Fig.  14.  The  meter  was  calibrated  at  temperature 
^  deg,  fahr.  The  percentage  correction  was  determined  in  each 
'^^  by  dividing  the  actual  flow,  as  given  by  weighing  the  dischai^e, 
Qto  the  difference  between  this  and  the  value  ^ven  by  the  meter. 
Tie  curve  has  these  values  for  the  ordinates  and  temperatiu^  fabren- 
iit  f or  abscisste. 


Flu.  14    CuRvi  Indicating  Error  Dire  to  Tbmpbratubb  Change 

46  Here  again  wo  find  a  linear  relation.  The  error  introdurod 
jy  changing  temperature  is  proportional  to  the  temperature  change, 
rhe  slope  of  the  curve  is  0.045  per  cent.  This  is  the  percentage  error 
atroduced  by  changing  the  temperature  1  deg.  fahr.  Dividing  this 
ly  the  percentage  variation  caused  by  turning  the  thumbscrew 
>nce  gives  the  number  of  turns  required  to  correct  the  meter  for  a 
hange  of  one  degree  temperature. 

49  It  results  from  this  division  that  0.0572  of  a  turn  of  the  thumb- 
crew  will  correct  for  one  degree  cliange  of  temperature,  ajid  since 
he  pitch  of  the  thread  is  0.025  in.,  the  distance  that  the  vent  moves 
}  0.00143  in.  This  motion  can  easily  be  given  by  an  unequal 
xpan«oa  arrangement  and  then  the  meter  will  give  correct  results 
,t  all  temperatures.  The  design  of  this  compensating  device  is 
bown  in  Fig.  15.  The  unequal  expansion  elements,  /  and  Z,  are 
oade  of  invar  steel  and  zinc  respectively.    The  ratio  of  their  coeffi- 
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of  the  movable  arm  B.  The  bottom  of  the  two  arms,  A  and  B,  are 
comiected  through  the  small  tube  t.  Both  the  comiections  to  arm  B 
are  made  through  flexible  steel  tubing  and  thus  allow  the  arm  B 
to  spring  up  and  down.  When  the  meter  is  in  operation  mercury  is 
forced  from  A  to  B  until  the  difference  in  level  is  equal  to  the  meter 
head  H,  and  if  the  shape  of  tube  A  is  such  that  the  quantity  of 
mercury  forced  into  B  is  proportional  to  the  rate  of  flow  through 
the  meter,  then  the  depression  of  the  arm  B,  due  to  this  weight 
will  be  proportional  to  V,  This  motion  can  easily  be  transferred  to 
pen  or  pointer. 


Fia.  16    Diagram  showing  Principle  op  Rkcording  Device 


55  The  form  of  tulw  A  depends,  of  course,  on  the  shape  of  the 
calibration  curve  of  the  meter  and  can  be  foinid  as  follows.  Let 
this  calibration  curve  be 

ff  =  iC.V- [11 

and  let  h  be  the  depression  of  m(»rcury  in  tube  A  when  a  given 
velocity  of  flow  V  is  taking  place  through  the  meter.  Then  if  the 
cross-section  of  B  is  uniform  and  we  assume  that  the  weight  of 
mercur^"^  forced  into  this  arm  is  proportional  to  F,  the  depth  of  the 
mercury  will  also  be  proi)ortional  to  V.  Call  this  factor  of  propor- 
tionality a.  At  the  same  time  the  arm  B  has  been  depressed  a 
distance  proportional  to  V,  Call  this  factor  of  proportionalit}'  b- 
Then  the  meter  head  H  is  related  to  these  displacements  as  follows: 


II  =  h+aV—bV  =  h+{a—b)  V 


[21 
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56    Since  the  weight  of  mercury  forced  into  B  is  proportional 
to  7,  we  have 

•A 


Tp 


rHh 


=aSp  I 


dV 


^bere  p  is  the  density,  r  the  radius  of  tube  A  at  height  h,  and  S  is 
^^e  OTOssHsection  of  B.    Differentiating  the  equation  gives 

TfrrHh-^aSpAV [3] 

Froxxi  equation  [2]  we  have 

dH=dh+{a—b)dV 

anci    from  equation  [1]  we  get 

dH-=^CLKV--\dV 
wh^Kice 

dh  =  [aKV'^-^—{a—b)]dV 

Sul>etituting  this  value  for  dh  in  equation  [3]  gives 

irr»  [aKV^'^—{a—b)]  =  aS 


or 


-.__L_  I  ^. 


aK    \ 


iri 


.2 


+  (o- 


-b)\ 


^""om  [1] 


a- 1 


~*  K 


^d  since 

H=h+(,a—b)  V 

we  get  for  the  relation  between  h  and  r 


h+(a—b)  V 
K 


«-l    _ 


(41 


57    By  adjusting  the  restoring  force  on   B  properly  we  can 
make  a^h  and  the  equation  then  simplifies  to 


K 


aS 
iraK 


1 


a-l 
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It  is  to  be  noticed  that  when  a^^'b  then  h^H,  and  if  we  take  for  a 
the  value  for  the  vortex  meter  2.2  our  equation  becomes 

H — ^ 151 

where  C  is  a  constant  depending  on  the  value  of  r  as  chosen  for  any 
value  of  H  except  zero  or  infinity. 

58  In  the  computations  which  follow  the  radius  r  has  been 
replaced  by  the  diameter  D.  The  equation,  of  course,  will  remain 
the  same  in  form. 

59  Equation  [1]  shows  that  as  V  approaches  zero  H  also  ap- 
proaches zero,  and  equation  15]  shows  that  as  H  approaches  zero  r 
approaches  infinity.  It  follows  that  for  extremely  low  values  of 
V  the  radius  of  the  tube  A  must  be  very  large  if  we  are  to  have  a 
linear  relation  between  the  depression  of  arm  B  and  the  velocity  of 
flow  V;  but,  as  will  be  shown,  the  value  of  r  does  not  become 
abnormally  large  until  velocities  lower  than  it  is  customary  to 
measure  are  reached. 

60  The  value  of  D,  in  the  present  model,  was  taken  as  1.5  cm. 
corresponding  to  the  value  48.5  cm.  for  H,  and  the  equation  for  an 
element  of  the  tube  A  is 

^-  z)V 

If  the  largest  value  of  D  is  taken  as  10  cm.  the  corresponding  value 
of  H  will  be  0.0462  cm.,  and  the  device  will  give  a  linear  deflection  for 
all  values  of  V  greater  than  that  which  corresponds  to  this  value 
for  H.    By  substituting  this  value  of  H  in  the  calibration  curve, 

tf =1.31  y*** 

this  value  for  V  proves  to  be  0.216  ft.  per  sec.     For 

0<y<0.216 

the  deflection  will  not  be  proportional  to  V,  and  as  a  result  the  pen 
will  not  register  zero  on  our  linear  scale  when  the  flow  is  zero. 

61  The  position  at  which  the  pen  will  come  on  our  linear  scale 
for  zero  flow  can  be  found  as  follows: 

62  First  suppose  tube  A  is  properly  shaped  to  give  a  linear  de- 
flection for  all  values  of  V.  The  volume  of  mercury  displaced 
when  the  value  of  V  is  0.216  will  be 
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r 


vol. =4-  /  I>*dh 


Now 


Therefore 
Then 


*-  Z)V 


I>*=(214)*'Xfl-'' 


/0*0M2 
2U^XH-^'dH  =  J  X214''*^X—X  (0.0462)^'  =8.0cu.  cm. 

63  Secondly,  suppose  the  diameter  of  A  for  values  of  h  between 
0  and  0.0462  is  constant  and  of  value  10  cm.  The  volume  of  mercury 
contained  will  be 

vol.  =  ^X(10)'X0.0462  =  3.64  cu.  cm. 

The  position,  on  the  linear  scale,  which  the  pen  will  take  for  zero 
flow  will  be  equal  to  the  deflection  which  the  4.36  cu.  cm.  difference 
in  the  two  cases  would  deflect  the  arm  B. 

64  The  meter  gives  a  value  of  48.5  cm.  for  H  when  the  velocity 
is  5  ft.  per  second.  The  quantity  of  mercury  forced  into  B  by  such  a 
velocity  will  be 


vol.  =  —    /  DMH  =  188.3  cu.  cm. 


Therefore  the  deflection  for  a  velocity  of  1  ft.  per  second  will  be 
due  to  the  weight  of  37.7  cu.  cm.  of  mercury,  and  the  deflection 

4.36 
caused  by  4.36  cu.  cm.  will  be  equivalent  to  that  given  by  ^z-^  or 

0.11  ft.  per  second.    The  deflection  for  velocities  of  flow  between 
zero  and  0.26  are  readily  calculated. 

65  By  extending  the  funnel  to  a  radius  of  20  cm.  the  deflection 
will  be  linear  for  flows  as  low  as  0.19  ft.  per  sec,  but  velocities  below 
0.3  ft.  per  sec.  are  seldom  met  if  the  feedwater  is  at  all  well  regulated, 
so  this  extension  seems  unnecessary. 
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66  The  quantity  of  water  that  has  passed  the  meter  during 
any  interval  of  time  will  be  accurately  given  by  the  area  underneath 
that  portion  of  the  rate  curve  corresponding  to  the  interval  in  question 
providing  the  velocity  has  not,  during  this  interval,  fallen  bdow 
0.216  ft.  per  sec.  This  seldom  happens,  and  if  it  does,  it  is  for  only 
a  short  interval,  so  the  quantity  of  flow  will  be  given  to  within  a 
small  percentage  error  in  all  cases,  and  the  fact  that  the  deflection  is 
not  uniform  through  the  whole  range  makes  very  little  difference. 

67  It  will  be  noticed  that  the  quantity  of  mercury  required  is 
comparatively  small,  being  about  200  cu.  cm.  The  restoring  force 
for  a  small  displacement  of  the  pen  is  great  because  all  the  dis- 
placed mercury  tends  to  restore  equilibrium  and  not  the  portion 
displaced  by  a  float.  Moreover,  the  friction  of  movable  parts  is 
reduced  to  practically  that  of  pen  friction. 

68  The  restoring  force  on  the  pen  for  a  displacement  of  0.01  ft- 
per  sec.  can  be  readily  found.  In  the  present  model  the  pen  moves 
4.24  times  as  far  as  the  arm  B,  The  recorder  gives  a  displaoemoit 
of  2.54  cm.  for  a  velocity  of  1  ft.  per  sec.  and  therefore  the  displace- 
ment of  the  pen  will  be  about  0.025  cm.  The  corresponding  dis- 
placement of  B  is  0.0060  cm.  This  multiplied  by  the  cross-section  of 
B,  62.8  sq.  cm.,  gives  a  displacement  of  0.378  cu.  cm.  and  therefore 
a  restoring  force  on  B  of  5.14  gr.     The  restoring  force  on  the  pen 

5  24 
will  be  — —  or  1.2  gr.     Pen  friction  is  less  than  this  unless  the 

4.24 
changes  in  velocity  are  very  rapid  indeed,  so  the  apparatus  would 
give  satisfactory  results  if  the  tube  A  had  been  made  somewhat 
smaller  in  cross-section  thus  requiring  even  less  mercury. 

DISCUSSION 

F.  ZUR  Nedden,  after  expressing  his  admiration  for  the  very  able 
way  by  which  the  author  had  reached  and  amplified  his  conclusions, 
referred  to  the  loss  of  head  caused  hy  the  meter.  He  thought  that 
the  dilatation  of  the  lower  part  of  the  experimental  meter  as  shown 
in  Fig.  8  was  rather  sudden  and  that  if  the  venturi  meter  should 
be  designed  in  the  same  way,  with  the  dilatation  as  sudden  as  in  this 
vortex  chamber,  probably  the  loss  of  head  would  be  about  the  same  as 
in  the  Hayes'  meter.  He  suggested  that  after  the  lower  part  was 
stretched  out  and  shaped  more  toward  the  form  of  the  diffusive  part 
of  the  venturi  meter  the  result  would  be  better. 

He  also  ^minted  out  that  the  author,  in  his  enumeration  of  de- 
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vioes  for  the  recording  of  flow,  had  apparently  overlooked  one  design 
irhich  is,  in  a  way,  similar  to  his  own.  This  is  the  design  of  the  late 
Dr.  Amsler  of  SehafiRiausen  in  Switzerland,  the  inventor  of  the  plani- 
meter  bearing  his  name.  Amsler's  recorder  is  very  little  known,  but 
one  was  tried  out  in  connection  with  a  venturi  meter  in  1909  by  the 
Shawinigan  Water  and  Power  Company,  Montreal,  Que.  It  consists 
of  two  vessels  which  are  connected  by  a  U-shaped  flexible  tube  and 
filled  with  mercury,  fixed  to  a  weighing  level. 

Mr.  Nedden  described  Dr.  Amsler's  device  and  pointed  out  the 
features  which  render  the  recorder  more  sensitive  as  the  zero  rate  of 
flow  is  approached,  suggesting  that  the  application  of  this  principle 
might  further  intensify  the  accuracy  of  the  vortex  meter  described 
by  the  author.  He  mentioned  that,  as  Amsler's  recorder  did  show  up 
very  satisfactorily  in  Montreal,  .the  Washington  Water  and  Power 
Company,  Spokane,  Wash.,  ordered  a  set  of  four  such  recorders  in 
1911K. 

He  expressed  doubt  as  to  whether  the  Hayes'  meter  will  in  itself 
record  accurately  in  the  neighborhood  of  zero,  as  he  had  noted  in 
checking  the  curves  in  the  paper  that  in  the  vicinity  of  the  zero  point 
the  meter  does  not  seem  to  work  exactly  proportional  to  the  rate  of 
flow.  He  pointed  out  also  an  objection  that  may  be  encountered  when 
the  meter  is  arranged  for  practical  use,  namely,  the  question  of  sedi- 
ment; he  suggested  that  sediment  is  liable  to  accumulate  from  boiler 
feed  water  and  that  this  would  alter  the  real  radius  of  the  vortex 
chamber  and  thus  permit  a  certain  inaccuracy  in  the  meter. 

He  considered  that  this  form  of  meter  is  at  a  disadvantage  in 
that  it  is  considerably  larger  in  diameter  than  a  venturi  tube  for  the 
same  rate  of  flow.  Therefore  if  for  use  in  connection  with  high 
pressure,  it  might  be  necessary  to  make  this  form  of  meter  a  great  deal 
stronger  than  the  venturi  tube  of  the  same  rated  capacity. 

A.  B.  Dodge  referred  to  a  point  of  interest  in  connection  with  the 
formula  of  the  calibration  curve  [1],  Pig.  10,  which  indicates  that 
the  loss  of  head  varies  as  the  square  of  the  velocity  in  accordance 
with  the  same  formula  on  other  meters,  the  pitot  tube  meter  and  the 
venturi  meter.  He  questioned,  if  this  is  so,  if  the  Hayes'  meter  is  not 
of  the  same  sensitiveness  at  low  flows  as  the  venturi  meter  or  the  pitot 
tube  meter;  that  is,  if  the  size  of  the  instrument  will  not  determine  the 
constant. 

Another  point  is  the  fact  that  the  drop  in  pressure  on  a  pitot  tube 
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meter  is  negligible,  but  that  with  the  Hayes'  meter  the  pressure  drop 
is  a  considerable  item. 

Carl  Smerling  asked  if  the  author  had  attempted  to  measure 
gasoline  with  these  meters.  He  pointed  out  the  diflSculty  of  the  prob- 
lem of  measuring  gasoline  correctly  in  a  meter  and  predicted  a  big 
field  for  a  meter  of  this  type  if  made  available  for  gasoline. 

The  Author  pointed  out  the  original  meter,  which  is  the  first 
model  he  made,  was  more  of  the  shape  to  which  Mr.  Nedden  referred. 
He  admitted  that  there  was  much  less  loss  of  head  in  that  model,  but 
he  stated  that  the  reason  he  made  the  second  form  was  to  measure  the 
loss  of  head  which  he  could  not  measure  on  the  first  one;  he  did  not 
get  enough  to  measure.  He  said  his  desire  had  been  to  obtain  enough 
loss  of  head  to  be  able  to  measure  it  and  also  to  get  the  stream  lines 
coming  out  straight.  He  told  how  he  had  changed  the  form  of 
meters,  since  then  including  some  changes  in  the  neck,  and  that  the 
loss  of  head  had  been  materially  reduced. 

In  reply  to  Mr.  Dodge,  he  said  that  apparently  the  sensitiyenen 
of  the  vortex  meter  is  almost  independent  of  the  size  of  the  chamber. 
While  theoretically  it  would  be  absolutely  independent,  viscority 
comes  in  and  makes  a  little  change,  but  a  large  vortex  chamber  or  a 
small  one  could  be  used  and  the  constant  would  be  almost  the  same. 

He  replied  to  Mr.  Smerling  that  the  meter  has  not  been  used  for 
gasoline. 
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LBORATORY  FOR  INVESTIGATING  AND 
TESTING  LIQUID  FLOW  METERS 
OF  LAiElGE  CAPACITY 

By  W.  S.  GiiLE,  Philadblphia,  Pa. 
Junior  Member 

lie  laboratory  which  is  the  subject  of  {this  paper^was  designed 
built  to  facilitate  the  investigation  and  testing  of  liquid  flow 
rs,  in  order  that  »-the  construction  of  such  meters  might  be 
iardised  and  a  high  degree  of  accuracy  insured  in  commercial 
bice.  While  suitable  for  testing  liquid  flow  meters  of  various 
9|  its  arrangemenji;  was  in  many  respects  determined  by  features 
liar  to  meters  of  the  V-notcb  weir  type  which  it  was  intended  to 

As  b  well  known,  the  V-notch  meter  consltKts'  essentially  of  a 
mgular  chamber  in  which  is  a  vertical  dividing  wall,  to  the 
iT  part  of  which  is  attached  a  V-notch  weir  plate.  On  one  side 
e  ''approach"  chamber  provided  with  suitable  baffles  and  on  the 
r  the  ''outflow"  chamber  which  receives  the  (fischarge  of  the 
b  and  from  which  water  passes  to  boiler  feed  pumps  or  other 
38  of  delivery. 

The  V-notch  weir  is  particularly  adapted  for  measuring  the 
of  boiler  feed  water  in  that  it  has  superior  percentage  accuracy 
nail  flows,  combined  with  good  accuracy  at  all  flows.  As  made 
he  company  at  whose  plant  the  testing  laboratory  was  erected/ 
V-notch  meter  is  combined  for  this  purpose  with  a  feed  water 
er  of  the  open  type  as  illustrated  in  Fig.  1.  In  common  with 
r  flow  meters,  this  meter  is  provided  with  an  autographic  re- 
ing  device  which  gives  a  continuous  record  from  which  the 
kntaneous  rate  of  flow  for  any  time  may  be  read,  while  per- 
ing,  also,  a  continuous  integration  of  quantity. 
:    The  indicating,  recording  and  integrating  instruments  will 

tie  HarriBon  Safety  BoUer  Works,  Philadelphia. 

'resented  at  the  Annual  Meeting,  December  1914,  of  Thb  Amkbioan  So- 
r  or  MxGHANioAL  Enoinkkbs. 
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be  best  understood  by  reference  to  the  illuBtratiou,  Fig.  2.  A  floit 
resting  upon  the  surface  of  the  water,  either  in  the  approach  ch&mber 
or  in  a  chamber  in  communication  therewith,  bean  a  vertical  Etem, 
actuating  (by  means  of  a  cable  and  drum)  a  revolvable  cam,  adapted 
to  displace  a  pen  carriage  or  integrating  train  equal  distance  foi 
equal  increments  in  the  rate  of  flow.  For  convenience  in  manu- 
facture and  use,  it  is  desired  that  one  standard  height  of  chart  be 
employed  for  all  capacities,  and  that  this  chart  be  subdivided  drci- 
nially.    With  arbitrarily  selected  weir-notch  angles  this  end  mij^t  bf 


V\M.  I     V-NoTCH  Mbtbb  Coubinkd  with  Pesdwatbr  Ha^TB 

!«IUtiH\l  by  t-uttiiig  a  (liffert'iit  cam  for  each  different  capacity,  biK  ^ 
It  iM  »)\K'h  casior.  fruin  a  manufacturing  point  of  view,  to  use  oi*-^ 
ktaUKhuxl  f«n>  which  embodies  the  r<:Iatiou  between  the  rate  of  to"^ 
Mtot  Vhv  h*,wl  of  water  on  the  notch,  and  to  accomplish  the  adaptati(»^ 
(i>  JitfvnHtt  rat**  of  flow  by  varjing  the  diameter  of  the  drum  up"** 
^Uni'b  thv  i,'Ml>le  winds  and  the  angle  of  the  notch  Itself,  thus  makii*^ 
i|  i«MWMHhr.v  ti>  tvtabiish  accurately  the  relation  between  the  ^^^ 
,JK^atk  ol  llw  UMtfti  and  the  angle. 


W.   B.    QIBLE 


GENBR&L   METHOD   Of   mVBSTIOATION 


he  rate  of  flow  through  a  flow  meter  may  be  determined 
luring,  either  gravimetrically  or  volumetrically,  the  quan- 
ichai^ed  during  a  known  period  and  computing  the  rate  of 
uch  a  method,  however,  involves  the  following  difficulties: 


Pic.  2    ]>iAaitAif  showing  I'ukcifi.e  ot-  Kecording  Device 

Startii^  and  stopping  errors 

Difficulties  in  maintaining  the  rate  of  flow  constant  for 

the  whole  period  of  test 
Difficulty  in  keeping  a  record  of  the  exact  variations  of 

head  or  pressure  (thf»e  values  cannot  be  averaged  by 
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be  best  understood  by  refereDce  to  tbe  illustration,  F^.  2.  A  Boat 
resting  upon  the  surface  of  the  water,  either  in  the  approach  chamba 
or  in  a  chamber  in  communication  therewith,  bears  a  vertical  stem, 
actuating  (by  means  of  a  cable  and  drum)  a  revolvable  cam,  ad&pted 
to  displace  a  pen  carriage  or  integrating  train  equal  distances  la 
equal  mcrements  in  the  rate  of  flow.  For  convenience  in  manu- 
facture and  use,  it  is  desired  that  one  standard  height  of  chut  be 
employed  for  all  capacities,  and  that  this  chart  be  subdivided  deci- 
mally.    With  arbitrarily  selected  weir-notch  angles  this  end  mixhtbe 


Fio.  1    V-NoTCH  Mbteb  Coubinkd  with  Feedwatbb  Beatkb 

attained  by  cutting  a  different  cam  for  each  different  capacity,  ^^ 
it  is  much  easier,  from  a  manufacturing  point  of  view,  to  use  o^ 
standard  cam  which  embodies  the  relation  between  the  rate  of  0<' 
and  the  head  of  water  on  the  notch,  and  to  accomplish  the  adsptati'' 
to  different  rates  of  flow  by  varying  the  diameter  of  the  drum  i^ 
which  the  cable  winds  and  the  angle  of  the  notch  itaelf,  thus  n 
it  necessary  to  establish  accurately  the  re!^ 
efficient  of  the  notch  and  the  angle. 


OENEKAL   METHOD    OP   INVESTIGATION 


rate  of  flow  through  a  flow  meter  may  be  detcniiined 
ng.  either  gravimetrically  or  voluiiietrically,  the  quan- 
irgetJ  during  a  known  period  and  computing  the  ratr  uf 
1  a  method,  however,  involves  the  following  (hfficnltics: 


u   SIIOWINO  I'KIMCIPLE  u 


:)tartin(;  and  stopping  errors 
'^iffic'ultii.'s  in  maintaining  the  raN- 

■J  wluile  period  of  test 
'   JUI^  -'^  keeping  a  record  of  tli 
mK  "xtHsure  (these  values  cai 


;  (NitiH  vfU-iatiou:{  of 
iiul    lir.  averaged  biy 
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be  best  understood  by  reference  to  the  illustration,  Fig.  2.  A  float 
resting  upon  the  surface  of  the  water,  either  in  the  approach  chamber 
or  in  a  chamber  in  commuiiication  therewith,  bears  a  vertical  steni, 
actuating  (by  means  of  a  cable  and  drum)  a  revolvable  cam,  adapted 
to  displace  a  pen  carriage  or  integrating  train  equal  distances  for 
equal  increments  in  the  rate  of  flow.  For  convenience  in  manu- 
facture and  use,  it  is  desired  that  one  standard  height  of  chart  be 
employed  for  all  capacities,  and  that  this  chart  be  subdivided  deci- 
mally.   With  arbitrarily  selected  weir-notch  angles  this  end  might  be 


Fid.  1     V-NoTCH  Hbter  Combined  with  Feedwatxb  Hbatis 

attained  by  cuttii^  a  different  cam  for  each  different  capacity,  t>*^ 
it  is  much  easier,  from  a  manufacturing  point  of  view,  to  use  o** 
standard  cam  which  embodies  the  relation  between  the  rate  of  B*?"* 
and  the  head  of  water  on  the  notch,  and  to  accomplish  the  adaptati"' 
to  different  rates  of  flow  by  varying  the  diameter  of  the  drum  up<^ 
which  the  cable  winds  and  the  angle  of  the  notch  itself,  thus  c  '  ~^ 
it  necessary  to  establish  accurately  the  relation  between  \ 
efficient  of  the  notch  and  the  angle. 


rum  up*^ 
nsmal^^ 


QENERAL    UETHOD    OF    INVESTIOATION 


5     The  rate  of  flow  through  a  flow  meter  may  be  i  let itii lined 

measuring,  either  gravimetrically  or  volumetrically,  the  quan- 

■8  discharged  during  a  known  period  and  computing  the  rate  of 

Such  a  method,  however,  involves  the  following  difiiriiltics : 


a  Starting  and  stopping  errors 

>  I)iffieultiys  in  maintaining  the  rati'  uf  lli.w   ((instant  for 
W  ■:  whole  period  of  test 

/{  V   f)^  '"  l^^ping  a  record  of  the  i'x.irt.  vumtiuns  uf 
Rj^"  M^^  Tetwiirp  (tliese  values  Ciiiuun   he  averaged  bx^ 
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be  best  understood  by  reference  to  the  illustration,  Fig.  2.  A  fio«t 
resting  upon  ttie  surface  of  the  water,  either  in  the  approach  chamba 
or  in  a  chamber  in  communication  therewith,  bears  a  vertical  stem, 
actuating  (by  means  of  a  cable  and  drum)  a  revolvable  cam,  adi^ 
to  displace  a  pen  carriage  or  int^p-ating  train  equal  diatanocs  for 
equal  increments  in  the  rate  of  Bow.  For  convenience  in  manu- 
facture and  use,  it  is  desired  that  one  standard  height  of  chart  be 
employed  for  all  capacities,  and  that  this  chart  be  subdivided  deci- 
mally.   With  arbitrarily  selected  weir-notch  angles  this  end  miR^tbe 


FtO.  1    V-NoTCH  Hbteb  Coubin'bd  witb  Fbedwatib  BKATn 

at&ined  by  cutting  a  different  cam  for  each  difTerent  capacity,  t?^^ 
it  is  much  easier,  from  a  manufacturing  point  of  view,  to  use  <>'* 
standard  cam  which  embodies  the  relation  between  the  rate  of  fl^^ 
and  the  head  of  water  on  the  notch,  and  to  accomplish  the  adaptat  J^ 
to  different  rates  of  flow  by  varying  the  diameter  of  the  drum  u;^ 
which  the  cable  winds  and  the  angle  of  the  notch  itself,  thus  nuika^ 
it  necessary  to  establish  accurately  the  relation  between  the  C^ 
efficient  of  the  notch  and  the  angle. 


W.   S.    OIBLE 


QBNBRAL   HBTHOD   OF   INVESTIQATION 


lie  rate  of  flow  through  a  flow  meter  may  be  determined 
suring,  either  gravimetrically  or  Tolumetrioally,  the  quan- 
scharged  during  a  known  period  and  computing  the  rate  of 
iuch  a  method,  however,  involves  the  foUowing  difficulties: 


'iG.  2    l>uaiuif  suoniMO  Puinciflb  or  Recording  Dkvice 

Starting  and  stopping  errors 

Difficulties  In  maintaining  the  rate  of  flow  constant  for 

the  whole  period  of  test 
Difficulty  in  keeping  a  record  of  the  exact  variations  of 

head  or  pressure  (tliese  values  cannot  be  averaged  by 
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any  simple  method,  since  the  flow  varies,  not  directiy  u 

5 
the  head,  but  with  the  -  power  of  the  head) 

d    Difficulties  in  obtaining  exact  time  readings,  particularly 
on  runs  of  short  duration 

6  The  method  decided  upon,  therefore,  was  to  construct  and 
install  a  master  flow  meter  so  arranged  that  the  rate  of  flow  could  be 
maintained  accurately  at  any  desired  value  for  long  periods;  and 
after  having  determined  with  all  possible  precision  the  performance 
of  this  standard)  to  use  it  as  a  means  of  measuring  the  flow  through 
the  meters  which  it  is  desired  to  investigate. 

7  By  using  this  means  of  direct  domparison,  a  degree  of  accuracy 
can  be  secured  in  the  meter  under  test  practically  equal  to  that  of  the 
standard,  without  involving  the  liabilities  of  error  enumerated 
above.  Such  a  standard  having  once  been  accurately  calibrated, 
disturbing  influences  arising  from  effect  of  proportions  of  channel 
of  approach,  conditions  of  surfaces,  form  and  material  of  notch, 
dirt^ctions  and  interference  of  currents  of  flow  in  the  channel  of  ap- 
proach, etc.,  can  be  ignored. 

8  The  time  occupied  in  making  the  tests  in  this  way  is  obviously 
much  shorter  than  by  any  method  of  filling  and  emptying  tanks  or 
filling  and  weighing  tanks,  quite  aside  from  the  superior  accuracy  of 
the  continuous  flow  method.  Particularly,  at  the  lower  rates  of 
flow  the  time  required  to  accumulate  a  sufficient  volume  of  water 
to  be  measured  or  weighed  with  a  high  degree  of  percentage  accuracy 
would  so  extend  the  time  required  for  a  single  continuous  run  that  it 
would  be  nearly  impossible  to  maintain  constant  conditions  through- 
out the  run. 

9  It  is  estimated  that  by  the  flow  method  adopted  greater 
AiHHiracy  can  be  obtained  in  a  run  of  one-half  hour  at  a  low  head  than 
wtnild  be  possible  in  a  run  of  fifteen  hours  at  the  same  head,  using 
thither  volumetric  or  gravimetric  methods.  The  relative  difficulty 
\\t  maintaining  constant  conditions  for  one-half  hour  and  for  fifteen 
(HUirs  hardly  requires  discussion. 

10  A  further  advantage  of  the  continuous  flow  method  over 
^iH)-  filling  and  emptying  method  is  that  the  problem  requires  the 
VMMiltfturement  of  head  over  the  notch  under  test  corresponding  to  a 
M^viously  fixed  rate  of  flow.  Filling  and  emptying  methods  would 
l^^ire  that  the  flow  be  approximated  and  test  made.    The  rate 

j)omputed  from  the  time  interval  and  the  total  amount 
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of  water  passed  and  the  process  repeated  by  the  trial  and  error 
method  with  comparatively  little  hope  of  arriving  eventually  at  the 
exact  desired  rate  of  flow. 

11  A  calculation  of  the  desired  head,  from  data  obtained  in  a 
run  at  the  approximate  head,  would  require  a  greater  number  of 
runs  and  probably  result  in  a  lower  degree  of  accuracy.  Thus  not 
only  is  the  accuracy  of  individual  tests  assured,  but  it  is  possible  to 
conduct  a  very  much  larger  number  of  tests  and  thus  confirm  the 
work  done  and  take  advantage  of  the  law  of  averages. 

DESCRIPTION   OP   PLANT  AND  APPARATUS 

12  As  shown  in  Figs.  3  and  4,  the  testing  plant  has  a  large 
storage  tank  from  which  the  water  is  drawn  by  a  pump  and  elevated 
to  a  supply  tank  at  the  highest  level,  which  will  be  referred  to  as  the 
constant-head  tank,  its  purpose  being  to  supply  water  to  a  discharge 
orifice  at  a  constant  head  so  that  the  rate  of  flow  through  the 
standard  notch  may  be  maintained  invariable  at  any  desired  capacity. 

13  From  the  constant-head  tank  the  water  passes  to  the  stan- 
dard-notch tank,  thence  flowing  over  the  calibrated  standard  notch 
into  the  meter  under  test,  whence  it  is  discharged  to  the  storage  tank 
to  circulate  again. 

14  During  the  preliminary  work  on  the  calibration  of  the 
standard  notch,  instead  of  passing  from  the  standard  notch  to  the 
meter  under  test,  the  water  flowed  alternately  to  either  of  two  volu- 
metric measuring  tanks,  from  which  latter  it  discharged  into  the 
storage  tank  to  resume  its  course. 

15  In  view  of  the  absolute  necessity  for  permanent  maintenance 
of  conditions  under  all  circumstances,  the  entire  plant  was  constructed 
with  the  utmost  regard  to  permanency  and  rigidity.  The  founda- 
tion consists  of  a  concrete  slab  approximately  24  ft.  long  by  10  ft. 
wide  carried  to  solid  clay  soil  and  reinforced  in  all  directions  by  1-in. 
rods. 

16  Storage  Tank.  The  storage  tank  rests  directly  on  the  con- 
crete foimdation  and  is  22  ft.  long  by  8  ft.  wide  by  6  ft.  high,  holding 
a  little  over  1000  cu.  ft.  of  water.  The  supply  to  the  pump  is  through 
an  8-in.  opening  located  with  its  center  about  8  in.  above  the  bottom 
of  the  tank  (to  eliminate  sludge  which  might  accumulate  on  the 
bottom)  and  12  in.  from  the  vertical  center  line  of  the  end  of  the  tank. 

17  The  storage  tank  is  also  supplied  with  a  3-in.  drain  connec- 
tion and  washout  at  its  lowest  point  and  with  a  system  of  steam  pipes 
whereby  the  water  may  be  heated  to  the  desired  temperature. 


740  LABORATORY    FOR   LIQUID   FLOW   METERS 

18  Pumping  Unit.  The  pumping  unit  is  an  S-in.  DeLtral 
single-stage  centrifugal  pump  located  about  4  ft.  from  the  end  of  the 
storage  tank.  It  is  gear-driven  by  a  single-stage  DeLaval  steam 
turbine.  The  capacity  of  the  pump  is  about  120  cu,  ft.  per  minute 
against  the  head  of  the  highest  tank,  which  corresponds  to  a  flow  of 
about  450,000  lb.  per  hour. 


Meteb  Testino  Pla.s-t 


Id  Constanl  Head  Tank.  The  constant  head  tank  is  cylindrical. 
0  ft.  ill  diameter  and  7  ft.  deep.  It  is  supported  on  a  grill  of 
Btnictunil  steel  carried  by  rigidly  braced  heavy  colimms  resting  M 
one  of  the  volumetric  measuring  tanks. 

*>U    The  S-in.   pump  dischai^e   bne   enters  the   constant-head 
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tank  in  the  center  of  the  bottom  with  a  2-ft.  length  of  pipe  extending 
up  into  the  tank. 

21  The  outlet  from  the  constant  head  tank  is  a  6-in.  line  taken 
from  the  bottom  of  the  tank  as  close  to  the  side  as  possible.  This 
arrangement  was  adopted  after  experiments  looking  toward  the  pre- 
vention of  a  swirling  motion  within  the  tank,  resulting  either  from 
the  inflowing  or  outflowing  currents,  since  such  a  motion  would  inter- 
fere with  the  maintenance  of  steady  flow  conditions  from  the  tank. 

22  The  maintenance  of  a  practically  constant  head  in  this  tank 
is  essential  to  the  maintenance  of  a  constant  flow  through  the  system 
during  the  progress  of  an  experiment  and  therefore  vitally  essential 
to  the  operation  of  the  laboratory.  This  is  accomplished  by  the 
installation  of  an  overflow  weir  consisting  of  a  rectangular  trough 
8  ft.  8  in.  long,  having  inflow  edges  or  weirs  on  both  sides.  These 
edges  are  constructed  of  metal  and  were  carefully  brought  into  a 
horizontal  plane  so  that  the  discharge  would  be  uniform  throughout 
their  length.  An  overflow  over  these  edges  is  maintained  through- 
out all  experiments  and  is  carried  by  a  4-in.  pipe  line  back  to  the 
storage  tank,  this  line  being  provided  with  a  ^in.  bypass  discharg- 
ing into  open  funnels  on  both  the  standard  notch  level  and  the  ob- 
servation room  level  so  that  the  observer  may  constantly  watch  the 
overflow  and  thereby  judge  of  the  constancy  of  the  head.  This 
overflow  trough  or  weir  and  the  pipe  leading  from  it  with  its  bypass 
are  shown  in  Figs.  4  and  5. 

23  Throughout  the  present  paper  an  effort  will  be  made  to  in- 
dicate the  accuracy  of  the  work  by  assuming  conditions  very  much 
worse  than  could  possibly  occur  in  operation  and  calculating  the 
resultant  error. 

24  For  instance,  suppose  that  the  pump  can  be  controlled  only 
within  a  variation  of  discharge  rate  of  166.8  cu.  ft.  per  hour,  and  that 
the  head  of  water  flowing  over  the  overflow  weir  (approximately 
17  ft.  long)  is  0.2  in.,  corresponding  to  an  excess  of  overflow  of  7.26 
cu.  ft.  per  minute.  An  increase  in  the  delivery  rate  of  the  pump  of 
166.8  cu.  ft.  per  hour  would  increase  the  head  over  the  overflow  weir 
to  0.245  in.  or  0.045  in.  greater  than  before. 

25  The  vertical  distance  or  head  to  the  valves  through  which 
water  is  admitted  to  the  standard  notch  tank  is  10  ft.  The  varia- 
tion in  head  would  therefore  be  from  10.0166  ft.  to  10.0204  ft.  The 
variation  in  flow,  due  to  this  variation  in  head  will  be  as  the  square 
roots  of  these  two  heads  or  not  more  than  0.015  per  cent. 
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18  Pumping  Unit.  The  pumping  unit  is  an  S-in.  DelaTil 
single-stage  centrifugal  pump  located  about  4  ft.  from  the  end  of  the 
storage  tank.  It  is  gear-driven  by  a  single-stage  DeLaval  steam 
turbine.  The  capacity  of  the  pump  is  about  120  cu.  ft.  per  minute 
against  the  head  of  the  highest  tank,  which  corresponds  to  a  flow  of 
about  450,000  lb.  per  hour. 


B  Testinq  Plant 


19  Constant  Head  Tank.    The  constant  head  tank  is  cylhtdridt. 
9  ft.  in  diameter  and  7  ft.  deep.      It  is  supported  on  a  grifl  <( 
structural  steel  carried  by  rigidly  braced  heavy  columns  p 
one  of  the  volumetric  meaauring  tanks. 

20  The  8-in.   pump  dischai^   line   enters  the  i 
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:  in  the  center  of  the  bottom  with  a  2-ft.  length  of  pipe  extending 
□to  the  tank. 

H  The  outlet  from  the  constant  head  tank  is  a  &-in.  line  taken 
1  the  bottom  of  the  tank  as  close  to  the  side  as  possible.  This 
ngement  was  adopted  after  experiments  looking  toward  the  pre- 
tion  of  a  swirling  motion  within  the  tank,  resulting  either  from 
inflowing  or  outflowing  currents,  since  such  a  motion  would  inter- 
with  the  maintenance  of  steady  flow  conditions  from  the  tank. 

22  The  maintenance  of  a  practically  constant  head  in  this  tank 
sential  to  the  maintenance  of  a  constant  flow  through  the  system 
ng  the  progress  of  an  experiment  and  therefore  vitally  essential 
.he  operation  of  the  laboratory.  This  is  accomplished  by  the 
a]Iation  of  an  overflow  weir  consistii^  of  a  rectangular  trough 
.  8  in.  long,  havii^  inflow  edges  or  weirB  on  both  sides.  These 
>8  are  constructed  of  metal  and  were  carefully  brought  into  a 
sontal  plane  so  that  the  discharge  would  be  uniform  throughout 
r  length.  An  overflow  over  these  edges  is  maintained  through- 
all  experiments  and  is  carried  by  a  4-in.  pipe  line  back  to  the 
age  tank,  this  line  being  provided  with  a  y^m.  bypass  discharg- 
into  open  funnels  on  both  the  standard  notch  level  and  the  ob- 
-ation  room  level  so  that  the  observer  may  constantly  watch  the 
:flow  and  thereby  judge  of  the  constancy  of  the  bead.  This 
-flow  trough  or  weir  and  the  pipe  leading  from  it  with  its  bypass 
shown  m  Figs.  4  and  5. 

23  Throi^out  the  present  paper  an  effort  will  be  made  to  in- 
te  the  accuracy  of  the  work  by  assuming  conditions  very  much 
36  than  could  possibly  occur  in  operation  and  calculating  the 
Itant  error. 

24  For  mstance,  suppose  that  the  pump  can  be  controlled  only 
lin  a  variation  of  discharge  rate  of  166.$  cu.  ft.  per  hour,  and  that 

head  of  water  flowii^  over  the  overflow  weir  (approximately 
t.  long)  is  0.2  in.,  corresponding  to  an  excess  of  overflow  of  7.26 
ft.  per  minute.  An  increase  in  the  delivery  rate  of  the  pump  of 
8  cu.  ft.  per  hour  would  increase  the  head  over  the  overflow  weir 
.245  in.  or  0.045  in.  greater  than  before. 

3r  head  to  the  valves  through  which 
lard  notch  tank  is  10  ft.  The  varia- 
e  from  10.0166  ft.  to  10.0204  ft.  The 
ariation  in  head  will  be  as  the  square 
more  than  0.015  per  cent. 
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18  Pumping  Unit.  The  pumpinj;  unit  is  an  8-in.  Delanl 
single-stage  centrifugal  pump  located  about  4  ft.  from  the  end  of  tiw 
storage  tank.  It  is  gear-driven  by  a  single-stage  DeLaval  steam 
turbine.  The  capacity  of  the  pump  is  about  120  cu.  ft.  per  minute 
against  the  head  of  the  highest  tank,  which  corresponds  to  a  flow  of 
about  450,000  lb.  per  hour. 


Fio.  3    HiTEB  Tbstino  Plant 


19  Contiant  Head  Tank.    The  constant  head  tank  is  cylindrial. 
9  ft.  in  diameter  and  7  ft.  deep.      It  is  supported  on  a  griU  d 
structural  steel  carried  by  rigidly  braced  heavy  columns  r 
one  of  the  volumetric  measuring  tanks. 

20  The  8-in.  pump  discharge  line  enters  the  i 
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ji  the  center  of  the  bottom  with  a  2-ft.  length  of  pipe  extending 
X)  the  tank. 

The  outlet  from  the  constant  head  tank  is  a  6-in.  line  taken 
the  bottom  of  the  tank  as  close  to  the  side  as  possible.  This 
^ment  was  adopted  after  experiments  looking  toward  the  pre- 
m  of  a  swirling  motion  within  the  tank,  resulting  either  from 
Sowing  or  outflowing  currents,  since  such  a  motion  would  inter- 
4th  the  maintenance  of  steady  flow  conditions  from  the  tank. 

The  maintenance  of  a  practically  constant  head  in  this  tank 
ntial  to  the  maintenance  of  a  constant  flow  through  the  system 
;  the  progress  of  an  experiment  and  therefore  vitally  essential 
e  operation  of  the  laboratory.  This  is  accomplished  by  the 
lation  of  an  overflow  weir  consisting  of  a  rectangular  trough 
i  in.  long,  having  inflow  edges  or  weira  on  both  sides.  These 
aie  constructed  of  metal  and  were  carefully  broi^ht  into  a 
mtal  plane  so  that  the  discharge  would  be  uniform  throughout 
length.  An  overflow  over  these  edges  is  maintained  through- 
U  experiments  and  is  carried  by  a  4-in.  pipe  line  back  to  the 
{e  tank,  this  line  being  provided  with  a  ?^in.  bypass  dischaig- 
.to  open  funnels  on  both  the  standard  notch  level  and  the  ub- 
lion  room  level  so  that  the  observer  may  constantly  watch  the 
ow  and  thereby  judge  of  the  constancy  of  the  head.  This 
ow  trough  or  weir  and  the  pipe  leading  from  it  with  its  bypass 
town  m  Figs.  4  and  5. 

Throughout  the  present  paper  an  effort  will  be  made  to  in- 
■  the  accuracy  of  the  work  by  assumii^  conditions  very  much 
than  could  possibly  occur  in  operation  and  calculating  the 
ant  error. 

For  instance,  suppose  that  the  pump  can  be  controlled  only 
1  a  variation  of  discharge  rate  of  166.8  cu.  ft.  per  hour,  and  that 
ead  of  water  flowing  over  the  overflow  weir  (approximately 
loi^)  is  0.2  in.,  corresponding  to  an  excess  of  overflow  of  7.26 
.  per  minute.  An  increase  in  the  delivery  rate  of  the  pump  of 
cu.  ft.  per  hour  would  increase  the  head  over  the  overflow  weir 
45  in.  or  0.045  in.  greater  than  before. 

jr  head  to  the  valves  through  which 
tard  notch  tank  is  10  ft.  The  varia- 
e  from  10.0166  ft.  to  10.0204  ft.  The 
ariation  in  head  will  be  as  the  square 
more  than  0.015  per  cent. 


740  LABORATORY  FOR  LIQUID  FLOW  METERS 

18  PumpiTip  Unit.  The  pumping  unit  is  an  S-in.  Delavil 
sii^le-stage  centrifugal  pump  located  about  4  ft.  from  the  end  of  the 
storage  tank.  It  is  gear-driven  by  a  single-stage  DeLaval  sUim 
turbine.  The  capacity  of  the  pump  is  about  120  cu.  ft.  per  minute 
agamst  the  head  of  the  highest  tank,  which  corresponds  to  a  flow  of 
about  450,000  lb.  per  hour. 


FiQ.  3    MxTEB  Testino  Plant 


19  Constant  Head  Tank.  The  constant  head  tank  ie  cylindricAl. 
9  ft.  in  diameter  and  7  ft.  deep.  It  is  supported  on  a  grill  of 
structural  steel  carried  by  rigidly  braced  heavy  columns  resting  o" 
oae  of  the  volumetric  measuring  tanks. 

20  The  8-in.  pump  discharge  line  enters  the  constant-JMid 
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ank  in  the  center  of  the  bottom  with  a  2-ft.  length  of  pipe  extending 
p  into  the  tank. 

21  The  outlet  from  the  constant  head  tank  is  a  6-in.  line  taken 
rem  the  bottom  of  the  tank  as  close  to  the  side  as  possible.  This 
arrangement  was  adopted  after  experiments  looking  toward  the  pre- 
tention of  a  swirling  motion  within  the  tank,  resulting  either  from 
he  inflowing  or  outflowing  currents,  since  such  a  motion  would  inter- 
ere  with  the  maintenance  of  steady  flow  conditions  from  the  tank. 

22  The  maintenance  of  a  practically  constant  head  in  this  tank 
3  essential  to  the  maintenance  of  a  constant  flow  through  the  system 
luring  the  progress  of  an  experiment  and  therefore  vitally  essential 
o  the  operation  of  the  laboratory.  This  is  accomplished  by  the 
Dstallation  of  an  overflow  weir  consisting  of  a  rectangular  trough 
(  ft.  8  in.  long,  having  mflow  edges  or  weirs  on  both  sides.  These 
dges  are  constructed  of  metal  and  were  carefully  brought  into  a 
lorisontal  plane  so  that  the  discharge  would  be  uniform  throughout 
heir  length.  An  overflow  over  these  edges  is  maintained  through- 
out all  experiments  and  is  carried  by  a  4-in.  pipe  line  back  to  the 
torage  tank,  this  line  being  provided  with  a  ^in.  bypass  discharg- 
ng  into  open  funnels  on  both  the  standard  notch  level  and  the  ob- 
ervation  room  level  so  that  the  observer  may  constantly  watch  the 
tverflow  and  thereby  judge  of  the  constancy  of  the  head.  This 
verflow  trough  or  weir  and  the  pipe  leading  from  it  with  its  bypass 
re  shown  in  Figs.  4  and  5. 

23  Throughout  the  present  paper  an  effort  will  be  made  to  in- 
[icate  the  accuracy  of  the  work  by  assuming  conditions  very  much 
^orse  than  could  possibly  occur  in  operation  and  calculating  the 
esultant  error. 

24  For  instance,  suppose  that  the  pump  can  be  controlled  only 
vrithin  a  variation  of  discharge  rate  of  166.8  cu.  ft.  per  hour,  and  that 
he  head  of  water  flowing  over  the  overflow  weir  (approximately 
17  ft.  long)  is  0.2  in.,  corresponding  to  an  excess  of  overflow  of  7.26 
ju.  ft.  per  minute.  An  increase  in  the  delivery  rate  of  the  pump  of 
166.8  cu.  ft.  per  hour  would  increase  the  head  over  the  overflow  weir 
o  0.245  in.  or  0.045  in.  greater  than  before. 

25  The  vertical  distance  or  head  to  the  valves  through  which 
nrater  is  admitted  to  the  standard  notch  tank  is  10  ft.  The  varia- 
iion  in  head  would  therefore  be  from  10.0166  ft.  to  10.0204  ft.  The 
irariation  in  flow,  due  to  this  variation  in  head  will  be  as  the  square 
x)ot8  of  these  two  heads  or  not  more  than  0.015  per  cent. 
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26  The  approximate  amount  of  water  in  the  constant-head  Unk 
is  indicated  by  a  float  shown  in  Fig.  5  to  which  is  attached  a  chun 
passing  ovt-r  sheaves  and  extending  to  the  pump  room  with  pointere 
at  each  level. 


-  Metkh  Testisii  ^'I.A^ 


27  Supply  Line  to  Standard-Nolck  Tank.  This  pipe  line  which 
has  already  Ijeen  referred  to  as  the  outlet  for  the  constant-head  tank 
into  the  standard-notch  tank,  contains  a  C-in.  valve  for  roughly 
setting  the  larger  flows  and  a  2-in.  valve  in  a  bypass  carried  around 
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e  fi-in.  valve  for  fine  adjuatment  of  flow.  The  stem  of  this  2-m. 
iye  is  carried  down  to  the  observation  station  bo  that  the  flow 
ay  be  accurately  controlled  from  th&t  point. 

28  Standcard-Notch  Tank.  This  is  rigidly  constructed,  8  ft. 
in.  long  by  8  ft.  wide  by  8  ft.  deep.  Every  precaution  was  taken 
prev^it  change  in  shape  or  position  of  any  parts  of  this  tank  or  of 
e  whole  tank.  It  rests  on  a  structural  steel  platform  supported 
r  heavy,  rigidly-braced  columns  carried  outside  the  volumetric 
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BESuring  and  storage  tanks  directly  to  the  foundations,  the  column 
ids  being  distributed  on  the  foundation  by  two  15-in.  I-beams 
outed  in. 

29  The  standard  V-notch,  Fig.  6,  is  approximately  22^  in- 
gh  by  111^  in.  wide  at  the  top  Its  full  capacity  at  18J4  in.  head  is 
ughly  110  cu.  ft.  per  minute. 

30  The  standard-notch  tank  is  divided  into  two  compartments 
'  a  rigid  partition  1  ft.  away  from  the  end  opposite  the  notch  and 
ding  1  ft.  above  the  bottom.    The  supply  line  discharges  behind 
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26  The  approximate  amount  of  water  in  the  constant-head  tank 
is  indicated  by  a  float  shown  in  Fig.  5  to  which  is  attached  a  ebiia 
passing  over  sheaves  and  extending  to  the  pump  room  with  pointen 
at  each  level. 


!■  Meter  Testing  Plant 


27     Supply  Line  to  Standard-Notch  Tank.     This  pipe  line  wbicb 
has  abeady  been  referred  to  as  the  outlet  for  the  constanb-head  tank 
into  the  standard-notch  tank,  contains  a  6-in.   valve  for  i 
setting  the  larger  flows  and  a  2-in.  valve  in  a  bypass  earned  ■ 
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26  The  approximate  amount  of  wat<?r  in  the  constant-head  tonk 
is  indicated  by  a  float  shown  in  Fig.  5  to  which  is  attached  a  chain 
IHissinji:  over  sheaves  and  extending  to  the  pump  room  with  pointHS 
at  each  level. 


'  Mktkr  Testim 


27  Supply  Line  to  Standard-Notch  Tank.  This  pipe  line  which 
has  already  been  referred  to  as  the  outlet  for  the  conBtant-head  tank 
into  the  standard-notch  tank,  contains  a  6-in.  valve  for  roa^ify 
setting  the  larger  flows  and  a  2-in.  valve  in  a  bypass  carried  uMafl 
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26  The  approximate  amount  of  water  in  the  constant-head  tui 
is  in(licate<)  by  a  float  ahown  in  Fig.  5  to  which  is  attached  a  ch« 
]>asi)inK  ovtT  shoaves  and  extending  to  the  pump  room  with  pointen 
at  each  level. 


27  Supply  Line  to  Standard-Nolch  Tank.  This  pipe  line  whirb 
has  already  been  referred  to  as  the  outlet  for  the  constant-head  tank 
into  the  standard-notch  tank,  contains  a  6-in.  valve  for  roi^Uy 
setting  the  larger  flows  and  a  2-in.  valve  in  a  bypass  carried  araunl 
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&>in.  valve  for  fine  adjustment  of  flow.  The  stem  of  this  2-m. 
ye  b  canied  down  to  the  observation  station  so  that  the  flow 
y  be  accurately  controlled  from  that  point. 

2S  Slandard'NotiA  Tank.  This  is  rigidly  constructed,  8  ft. 
a,  long  by  8  ft.  wide  by  8  ft.  deep.  Every  precaution  was  taken 
prevent  change  in  shape  or  position  of  any  parts  of  this  tank  or  of 
:  vbole  tank.  It  rests  on  a  structural  steel  platform  supported 
'  heavy,  ri^dly-braced  columns  carried  outside  the  volumetric 


Fro.  5    CoNBTANT  Hbab  Tank  buowino  Whs  and  Float 

isuring  and  storage  tanks  <lircctly  to  the  foundations,  the  column 
Is  being  distributed  on  the  foundation  by  two  15-in.  I-beams 
ited  in. 

29  The  standard  V-nolch,  Fig.  6,  is  approximately  22}^  in. 
1  by  11J4  in.  wide  at  the  top  Its  full  capacity  at  18)^  in.  head  is 
ghly  110  cu.  ft.  per  minute. 

30  The  standard-notch  tanli  is  divided  into  two  compartments 
ft  rigid  partition  1  ft.  away  from  the  end  opposite  the  notch  and 
ing  1  ft.  above  the  bottom.    The  supply  line  discharges  behind 
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this  partition  2  ft.  below  the  surface  of  the  water.  The  water  finds 
its  way  under  the  partition,  spreads  out  over  the  bottom  of  the  task 
and  rises  through  a  perforated  t>affle  having  approximately  2000  hoks 
%  in.  square  through  which  the  water  must  pass.  This  arrai^ 
raent  has  resulted  in  a  very  satisfactory  quiet  surface  of  approach, 


Fig.  6    Standard  V-Notch  used  in  Testino  Pi.ant 

for  the  standard  notch,  even  at  the  highest  rates  of  flow  which  are 
used. 

31  Owing  to  the  method  of  calibration  and  of  future  experimoitB 
it  was  not  necessary  to  find  the  apex  or  zero  level  of  the  standard 
notch  with  extreme  precision,  it  being  necessary  only  to  provide  a 
reference  point  from  which  measurements  could  always  be  taka 
which  would  be  immovable  with  respect  to  the  notch  itself.    Tlu> 
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reference  point  consists  of  a  hook  gage  securely  soldered  to  the  notch 
itself  with  its  point  in  a  plane  normal  to  the  plane  of  the  notch 
through  its  vertical  center  line  and  3^  in.  away  from  it. 

32  The  level  of  the  water  above  the  zero  level  is  read  by  a  second 
adjustable  hook  gage  attached  to  the  opposite  end  of  the  tank. 

33  As  any  tilting  of  the  tank  in  any  direction  would  not  only 
change  the  cross-section  of  the  stream  issuing  from  the  notch  but 
also  the  relation  between  the  hook  gage  by  which  the  level  is  read 
and  the  notch,  the  care  in  supporting  the  tank  is  further  checked  by 
means  of  special  gages  to  indicate  any  deflection  ui  the  tank  or 
supports,  due  to  the  increased  weight  of  water  carried  in  the  tank 
between  the  zero  setting  and  maximum  flow. 

34  These  special  gages  consist  of  four  glass  tubes  with  three 
reference  lines  spaced  9  in.  apart,  etched  entirely  around  each. 
The  four  gage  glasses  are  firmly  attached  at  the  four  comers  of  the 
standard  notch  tank  by  being  cast  in  cement  in  special  bracket 
castings  bolted  to  the  tank. 

36  In  order  to  insure  that  readings  of  these  gages  might  not 
vary,  owing  to  different  conditions  of  velocity  head  at  every  point  of 
connection  with  the  water  in  the  standard  notch  tank,  the  geo- 
metrical center  of  the  four  positions  was  located  and  exactly  sym- 
metrical pipe  connections  are  carried  from  each  gage  to  a  conunon 
opening  at  this  center. 

36  Before  being  cast  in  the  cement  these  gages  were  accurately 
adjusted  by  means  of  the  water  level  so  that  the  lowest  graduation 
on  each  coincided  with  the  zero  reference  point  on  the  notch. 

37  Hook  Gages.  The  level  of  the  wat(T  flowing  through  the 
notch  in  the  standard-notch  tank  is  obtained  by  means  of  a  specially 
designed  hook  gage  connecting  with  tlu^  still-water  chamber. 

38  The  special  and  unusual  construction  of  this  hook  gag(^  arises 
chiefly  from  the  extreme  range  of  height  which  it  must  cover  and  the 
consequent  possibilities  of  error  resulting  from  differences  in  tempera- 
ture between  the  various  parts  of  the  gage  itself  at  various  times, 
and  also  between  the  water  column  within  the  gage  tube  and  the 
temperature  of  the  water  in  the  still-water  chamber.  To  eliminate 
the  effect  of  temperature  changes  in  the  parts  of  the  gage  itself,  the 
elements  were  so  constructed  that  expansions  due  to  increased 
temperature  would  tend  to  compensate  each  other.  To  eliminate 
the  effect  of  differences  of  temperature  between  the  two  water 
columns,  the  hook  gage  tube  was  jacketed  by  flowing  water  taken 
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from  the  same  source  of  supply  as  that  to  the  still-water  chamber,  and 
therefore  at  the  same  temperature. 

39  The  temperatures  were   regularly  checked   by   calibrated 
thermometers,  one  in  the  still-water  chamber  and  the  other  attached 
directly  to  the  hook  itself  and  completely  immersed  in  the  water 
column  within  the  hook  gage  tube  which  is  shown  in  Figs.  7  and  8. 
The  hook  gage  tube  is  a  1-in.  glass  tube,  joined  by  means  of  a  rubber 
sleeve  to  a  brass  tube  extending  into  the  still-water  chamber.    Out- 
side of  this  tube,  with  centering  supports  between,  is  a  IJ^in.  iron 
pipe  extended  as  a  IH-in.  glass  tube  opposite  the  points  from  which 
observations  must  be  taken.    The  whole  is  enclosed  in  a  brass  guard. 
From  the  lowest  point  of  the  jacket  a  goose-neck  of  J^in.  pipe  is 
carried  to  the  level  nearly  opposite  the  top  of  the  tube.     This  acts 
as  an  overflow  draining  back  into  the  storage  tank,  and  maintains 
a  constant  flow  through  the  jacket. 

40  The  hook  itself  has  a  60-deg.  point,  and  is  constructed  as 
shown  in  Fig.  8. 

41  The  whole  system  is  aligned  by  gravity,  and  simply  pre- 
vented from  rotation  by  loosely  fitting  guides  occasioning  no  re- 
dundancy of  support.  The  hook  rod  is  suspended  on  a  phosphor 
bronze  cable  which  passes  over  a  very  accurate  sheave  running  on  a 
hardened  axle.  From  the  sheave  the  cable  passes  over  a  drum  on  the 
same  shaft  with  the  graduated  wheel  by  means  of  which  the  settings 
are  made  and  the  readings  taken.  This  wheel  is  18  in.  in  diameter, 
one  complete  revolution  representing  a  rise  of  the  hook  of  2  ft.  The 
circumference  of  the  wheel  is  graduated  in  units,  each  representing 
0.02  in.  It  has  been  entirely  feasible  with  these  graduations  to 
estimate  a  movement  of  the  hook  of  0.0025  in.  The  brackets 
supporting  these  parts  are  made  with  welded  joints  so  that  there  is 
no  possibility  of  displacement. 

42  The  register  of  the  point  of  the  hook  with  the  surface  of  the 
water  is  observed  from  below  the  water  surface,  in  which  position 
it  is  possible  to  see  both  the  hook  itself  and  the  reflected  image 
on  the  surface  of  the  water.  The  hook  is  at  the  water  surface 
when  the  point  of  the  reflected  image  coincides  with  the  point  of  the 
hook.  Any  deviation  from  this  position  is  observed  as  double  the 
distance  between  the  point  of  the  hook  and  the  water  surface,  thus 
enabling  extreme  exactness  in  this  observation,  which  is  further 
promoted  by  the  fact  that  the  reading  is  taken  through  a  magnifying 
lens  and  reflected  downward  and  horizontally  to  the  observatioD 
station,  at  which  point  a  four-power  binocular  is  rigidly  supported 
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for  observation  of  the  image.  Optical  distortion  is  eliminated. 
Owing  to  the  reduction  of  illumination  incident  to  this  magnification. 
the  hook  is  illuminated  by  means  of  a  frosted  incandescent  bulb. 

43     Volwnetric  Measuring  Tanks.    After  passing  the  standard 
notch  the  water  is  guided  into  a  large  funnel  and  conducted  to  a  tipple 


Fto.  7    Hook-Qaoi  Column,  showing  Maonifyino  Glass  and  Mibbob 

by  meanfl  of  which  it  may  be  directed  into  either  of  two  volumetric 
measuring  tanks,  or  into  a  meter  under  test.  The  tipple  is  arranged 
with  electrical  contacts  to  ring  a  gong  when  it  is  thrown  in  either 
direction  to  facilitate  the  taking  of  time  readings. 

44    The  volmnetric  measurii^  tanks  were  used  only  in  the  cali- 
ivation  of  the  standard  notch,  and  afterwards  served  as  catch  basins 
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for  the  water  diBchargcd  by  the  meters  under  test,  and  also  aa  con- 
tainers and  supports  for  such  meters. 


Fre.  8    Diagram  or  Hook  Gage  and  Colukn 

45    These  tanks  rest  on  the  storage  tank,  supported  by  a  »eri« 
of  12-in.  I-beams  and  have  a  capacity  of  approximately  525  cu.  ft 
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ach.    They  are  indicated  in  the  reports  of  the  experiment  by  "  I "  and 
'  II",  which  are  painted  prominently  on  them. 

46  Each  of  these  tanks  is  provided  with  baffles  to  maintain  a 
luiet  water  level.  The  volume  of  water  is  measured  by  glass  gages 
graduated  in  cubic  feet.  It  has  bfeen  demonstrated  that  the  bottom 
►f  the  menisciis  in  the  gage  glasses  can  be  read  within  0.01  in.  The 
,anks  discharge  through  12-in.  and  2-in.  valves  into  the  storage 
.aiik  beneath. 

47  Observation  Room.  Owing  to  the  number  of  readings  to  be 
taken  and  the  amount  of  space  both  vertically  and  horizontally 
covered  by  the  plant,  special  means  are  necessary  to  bring  all  ob- 
servations and  controls  to  a  central  observation  station.  Fig.  9  is 
an  interior  view  of  the  observation  room  showing  the  desk  from 
which  observations  are  taken.  This  view  indicates  also  the  position 
of  the  binoculars  and  system  of  mirrors  by  which  a  magnified  image 
of  either  the  hook  gage  on  the  meter  under  test,  or  the  hook  gage 
on  the  standard-notch  tank  may  be  observed.  It  also  indicates 
how  the  level  of  the  water  in  the  constant-head  tank,  the  overflow 
from  the  constant-head  tank,  the  steam  pressures  in  the  steam  line 
to  the  turbine  and  in  the  turbine  nozzle  chamber,  can  be  observed 
from  the  operator's  station;  and  how  the  steam  throttle  of  pump, 
discharge  valve  and  by-pass  valve  controlling  the  rate  of  flow  from 
the  constant-head  tank  to  the  standard-notch  tank  are  all  within 
the  reach  of  the  operator. 

48  Referring  to  the  running  of  tests,  it  is  necessary  only  to 
observe  that  the  water  level  remains  at  the  point  of  the  hook  and  it 
is  not  necessary  to  read  the  height  of  the  hook  gage  on  the  standard- 
notch  tank  during  the  progress  of  an  experiment.  A  similar  hook 
gage  is  applied  to  the  meter  under  test  with  the  addition  of  an 
extended  shaft  bringing  the  graduated  scale  to  the  observation  room 
where  the  operator  can  read  the  height  of  water  passing  over  the 
weir  under  test.  This  reading  is  taken  immediately  above  the  eye 
pieces  of  the  binoculars  through  which  is  observed  the  coincidence 
of  the  water  surface  and  the  hook. 

PRELIMINARY   WORK   AND    CALIBRATION    OF   APPARATUS 

49  The  calibration  of  the  5-cu.  ft.  tank  was  carefully  carried  out 
and  estimates  made  of  the  j)robable  errors  due  to  inaccuracies  in 
weighing  and  in  determining  temperatures  and  to  expansion  or  con- 
traction of  the  tank  itself. 


tt  :_iBUK\TOHT   FOB   UQtTD    FLOW   UBTBRB 

H)     '  t   <  i4U<^  'u  jtsume  tfa&t  the  weight  was  correct  to  within 
;>..  voKti  4 'iiu.T'>-lA^  per  o»n  o£  312  lb.,  the  total  weight  of  the 
■«.    t.   :i   vseir. 


sctive 
t-aic 
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52  The  difference  in  temperatures  between  the  time  when  the 
tank  was  calibrated  and  the  time  when  it  was  used  for  calibrating 
the  volumetric  measuring  tanks  is  that  between  52  deg.  fahr.  and 
46  deg.  fahr.  This  temperature  difference  has  been  calculated  to 
result  in  a  volumetric  difference  in  the  contents  of  the  tank  amounting 
to  1  cu.  in.  in  8640  cu.  in.  or  about  0.011  per  cent. 

53  Starting  with  the  5-cu.  ft.  tank  as  a  measuring  unit,  this  was 
placed  on  a  platform  so  that  it  would  drain  into  either  of  the  two 
volumetric  measuring  tanks,  which  were  graduated  by  successive 
additions  of  the  contents  of  the  5-cu.  ft.  tank.  One  cubic  foot  in 
either  of  the  volumetric  measuring  tanks  corresponds  to  about  0.14  in. 
in  height  on  the  gages.  As  a  difference  in  level  of  0.010  in.  could  be 
read  on  these  gages  the  error  of  reading  is  probably  not  greater  than 
7  per  cent  of  a  single  cu.  ft.  or  0.014  per  cent  of  the  483  cu.  ft.  con- 
tained in  the  tank.  If  it  be  assumed  that  at  the  highest  rates  of 
flow  the  gages  can  be  read  to  only  within  0.03  in.  or  at  intervals  six 
times  as  great,  the  error  is  but  0.084  per  cent. 

54  As  these  volumetric  measuring  tanks  had  been  on  their  sup- 
ports and  under  the  weight  of  their  contained  water  nearly  two  years, 
it  seems  reasonable  to  assume  that  the  only  change  of  shape  to  be 
expected  in  them  is  that  due  to  temperature  variations.  Assuming  a 
temperature  variation  of  30  deg.,  the  increase  in  contained  volume 
will  be  only  0.053  per  cent. 

65  Hook  Gages.  It  was  determined  after  several  experiments 
that  the  hook  and  hook  rod  must  be  relieved  of  all  strains  and  left 
free  to  align  itself  by  gravity.  While  with  the  jacketed  arrange- 
ment described  it  was  never  possible  to  detect  a  difference  in  tem- 
perature between  the  water  in  the  hook  gage  tube  and  in  the  still- 
water  chamber  exceeding  3^2  ^eg.  fahr.  during  the  course  of  a  whole 
day,  it  is  interesting  to  note  the  results  which  might  be  obtained 
from  an  unjacketed  gage.  Without  the  jacket  wat<?r  it  was  found 
that  a  difference  of  20  deg.  fahr.  (from  50  deg.  to  70  deg.)  was  en- 
tirely possible  and  affected  a  vertical  head  of  30  in.  of  water.  The 
reading  of  the  gage  under  such  conditions  would  be  0.048  in.  in  error. 

56  The  various  elements  of  the  hook  gage  are  analyzed  as 
follows: 

57  The  weight  supportetl  by  the  i)hosphor  bronze  cable  is  about 
4  lb.   Under  this  stress  no  elongation  of  the  cable  was  measurable. 

58  It  was  assumed  for  the  sake  of  illustration  that  the  cable 
might  wind  on  the  drum  at  an  inclination  of  0.05  in.  to  a  plane  normal 
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50  It  is  safe  to  assume  tliat  the  weight  was  correct  to  within 
14  lb.,  which  is  only  0.08  per  cent  of  312  lb.,  the  total  weight  of  the 
5  cu.  ft.  of  water. 


Fio.  9    Observation  Boom 

51     Assuming  that  tlip  aveniEfd  teniiwrature  obsen'ed  i 
correct  by  as  much  as  2  (leg.,  which  is  mil  probable,  the  r 
weights  of  5  cu.  ft.  of  water  at  10  deg.  ci'tit.  and  q 
312.039  and  311.974,  an  ern)r  of  but  0.02  per  o 
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52  The  difference  in  temperatures  between  the  time  when  the 
ink  was  calibrated  and  the  time  when  it  was  used  for  cahbrating 
le  volumetric  measuring  tanks  is  tliat  between  52  lieg.  fahr,  and 
8  deg.  fahr.  This  temperature  difference  has  been  calculated  to 
!sult  in  a  volumetric  difference  in  the  contents  of  the  tank  amounting 
1  1  cu.  in.  io  8640  cu.  in,  or  alrout  0.011  per  cent. 

53  Starting  with  the  5-cu.  ft.  tank  as  a  measuring  unit,  this  was 
laced  on  a  platform  so  that  it  would  drain  into  either  of  the  two 
olumetiic  measuring  tanks,  which  were  graduated  by  successive 
dditions  of  the  cont^^nts  of  the  5-gu.  ft.  tank.  One  cubic  foot  in 
ither  of  the  volumetric  measuring  tanks  corresponds  to  about  0.14  in. 
1  height  on  the  gages.  As  a  difference  in  level  of  0.010  in.  could  l>c 
ead  on  these  gages  the  error  of  reading  is  probably  not  greater  than 

per  cent  of  &  single  cu.  ft.  or  0.014  per  cent  of  the  483  cu.  ft.  con- 
Euned  in  the  tank.  If  it  be  assumed  that  at  the  highest  rates  of 
low  the  gages  can  be  read  to  only  within  0.03  in.  or  at  intervals  six 
imes  SB  great,  the  error  is  but  0.084  per  cent, 

54  As  these  volumetric  moasuring  tanks  had  been  on  their  sup- 
torts  and  under  the  weight  uf  their  contained  water  nearly  two  years, 
t  seems  reasonable  to  assume  that  the  only  change  of  shape  to  be 
xpected  in  them  is  that  due  to  temperature  variations.  Assuming  a 
eraperature  variation  of  30  deg.,  the  increase  in  contained  volume 
rili  be  only  0.053  per  cent. 

55  Hook  Gages.  It  was  determined  after  several  experiments 
hat  the  hook  and  hook  rod  must  be  relieved  of  all  strains  and  left 
ree  to  align  itself  by  gravity.  While  with  the  jacketed  arrange- 
nent  described  it  was  never  possible  to  detect  a  difference  in  f-ein- 
lerature  between  the  water  in  the  hook  gage  tube  and  in  the  still- 
mter  chamber  exceeding  }'2  deg.  fahr.  during  the  course  of  a  whole 
lay,  it  is  interestii^  to  note  the  results  which  might  be  olitained 
rom  an  imjacketed  gage.  Without  the  jacket  water  it  wa.s  found 
hat  a  difference  of  20  deg.  fahr.  (from  60  d^.  to  70  <log.)  was  eii- 
irely  possible  and  affected  a  vertical  head  (rf  30  in.  of  water.  The 
eading  of  the  g^e  under  such  conditions  would  be  0.048  in.  in  error. 

ents  of  the  hook  gage  are  analyzed  as 

■ted  by  the  pbosphor  bronze  cuMe  is  about 
ek>iigstion  of  the  cable  was  mr-asurable. 
yr  the  sake  of  illustration  tli:ii  the  cable 
a.  of  0.05  in.  to  a  plane  normal 
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50  It  JB  safe  to  assume  that  the  weight  was  correct  to  wHhin 
^  lb.,  which  is  only  COS  per  ceat  of  312  lb.,  the  total  weight  of  the 
5  cu.  ft.  of  water. 


Fio.  9    Obsekvatioh  Boom 

51  -\.s.siiming  that  the  averaged  tt'm|)orature  observed  was  i0 
correct  by  as  much  a.s  2  (leg.,  which'  is  imt  probable,  the  respecting 
weights  of  5  cii.  ft.  of  water  at  10  deg.  cent,  and  at  12  deg.  cent.  W 
312.039  and  311.974,  an  ern)r  of  bill  0.1)2  )>er  cent. 
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52  The  difference  in  temperatures  between  the  time  when  the 
ink  was  caHbrated  and  the  t'mie  when  it  was  used  for  (calibrating 
le  volumetric  measuring  tanks  is  that  l>etween  52  (leg.  fahr.  and 
i>  deg.  fahr.  This  temperature  difference  has  IwKjn  calculat.i^d  to 
^sult  in  a  volumetric  difference  in  the  contents  of  the  tank  amounting 
>  1  cu.  in.  in  8640  cu.  in.  or  alxjut  0.011  per  cent. 

53  Starting  with  the  5-cu.  ft.  tank  as  a  measuring  unit,  this  was 
laced  on  a  platform  so  that  it  would  drain  intr>  eith(*r  of  the  two 
olumetrio  measwing  tanks,  which  were  grariuated  by  8UCC(*HHive 
dditions  of  the  contents  of  the  5-cu.  ft.  tank.  One  cubic  fcK)t  in 
ither  of  the  volumetric  measuring  tanks  corresponds  to  about  0. 14  in. 
I  height  on  the  gages.  As  a  difference  in  level  of  0.010  in.  could  Ik? 
)ad  on  these  gages  the  error  of  rea^iing  is  pnibably  not  great<T  than 

per  cent  of  a  single  cu.  h.  or  0.014  per  cent  of  the  48^^  cu.  ft.  con- 
fined in  the  tank.  If  h  h^e  a^fjiue^i  that  at  the  highest  rates  of 
ow  the  gages  can  I-e:  rea-i  *o  ^*z.ly  -R-itLin  0.03  in.  or  at  intervals  six 
imes  as  great,  the  error  i?  v  it  0/.fS4  pfrT  «fnt. 

54  As  these  voI-jiii^'T--:':-  iii**.s--:r:iiz  tanks  had  been  on  their  8Uf>- 
orts  and  under  the  w^-ic.:  -->:  -L-rtr  'yjirtained  water  nearly  two  years, 
t  seems  reasonable  lo  ai^^rnizjf  t  ":-&'!  r}je  only  change  of  shape  to  Ik? 
xpected  in  them  k  iLiT  z^^  •-.  •-er.j^-rbt'jre  variations.  Assuming  a 
emx)erature  variatxc  -ic  '}■.'  ir%  'Zj^  'uj^rnsikS^i  in  contained  volume 
rill  be  only  0.053  p?r  'jrz:\ 

55  Hook  Goipei.  I*  vh-  af-:.^r::-ii*^  after  several  exp^TimeutH 
hat  the  hoA  mnA  bv.i  r.r_  z:,'jl<  -j^:  relieved  of  all  strains  and  left 
ree  to  align  haejf  ly  crt""-:"  "^-J:)^  with  the  jacket(;d  arranji^c- 
nent  described  h  "■ti*  z^-^z  :t>^>.j*:  vj  detect  a  difference  in  t^mi- 
»erature  betweezi  itjfz  vt-^  -  "^  iii'y.ik  gage  tube  and  in  the  still- 
irater  chamber  €X'j?fe±::tf  ■  i  u^t.  Itir.  during  the  course;  of  a  wljoh- 
lay,  it  is  interes:T±iir  •-.  li  r*  --j*:  re-suh*  which  might  U*  obtairH-d 
rom  an  w^mdur^i  cwp^  '^^r^rr.  the  jacket  water  it  wa.-  found 
hat  a  difference  rt  X  >it  iuu  fr.i£a  50  deg.  to  70  rKg.^  wa-  en- 
irely  possible  acii  h5^.^.*T',  t.  - er.j'^  head  of  30  in.  of  wat^r.  'Vhr 
eading  of  the  ChE*:  uZiy^  *-j'.i  'niiihy/ns  would  U*  0.04S  in.  in  1 1  lor. 

56  The  vfcn'..u*  -.-::i-:r>  V  :i,e  hook  gage  are  analyz.d  hm 
ollows: 

57  The  wf-ci-  -u;... '-.-:  -.v  -^  phrAjAor  bronze-  r-ai  !.  is  about 
:  lb.    Under  \l^  w-.-*^  :.    - 1  pupj-.Kjii  r/f  the  cable  wa-  n..  t-urable. 

58  It  wae  w^uiii-.  ;  r  -lii-  «i*  rjf  illiLstration  ^^  ..r  the  cable 
night  wind  oc  -^  armi.  tr  la  mdmauoii  of  0.05  in.  v.,  •,  plane  normal 
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to  the  axis  of  the  drum.     Even  this  assumption  results  in  a  com- 
puted error  of  only  0.0015  in.  in  12  in. 

59  The  flexure  of  the  sheave  support  for  the  sake  of  illustration 
only  was  computed  for  displacement  of  0.25  in.  Even  this  extreme 
displacement  results  in  a  computed  error  of  only  0.0013  in. 

60  In  investigating  the  eflfects  of  temperature  changes  on  the 
parts  of  the  gage  it  is  to  be  noted  that  the  vertical  sheave  support  m 
its  expansion  will  compensate  for  the  elongation  of  the  cable  due  to 
temperature  and  that  the  expansion  of  the  drum  will  tend  to  com- 
pensate for  the  elongation  of  the  hook  rod  between  the  point  of  the 
hook  and  the  attachment  of  the  cable.  A  computation  of  these 
changes  indicates  the  resultant  errors  of  about  the  same  magnitude 
as  the  foregoing. 

61  The  absolute  accuracy  with  which  the  zero  reading  of  the 
hook  gage  could  be  checked  day  after  day  has  established  complete 
confidence  in  its  accuracy. 

62  Standard  Notch,  In  preparing  for  the  calibration  of  the 
standard  notch,  a  curve  was  plotted,  indicating  the  ideal  conditions 
of  flow  which  the  experiments  would  approximate.  This  curve  was 
then  divided  into  sections  so  that  these  could  be  separately  plotted 
from  the  empirical*  data  obtained  to  a  very  much  larger  scale,  1  in. 
in  the  scale  of  ordinates  on  this  plot  equals  0.4  in.  head  and  1  in.  in 
the  scale  of  abscissae  represents  1  cu.  ft.  per  minute.  The  curve  is  in 
five  sections,  which  assembled  would  constitute  a  plot  4J^  ft.  by  10  ft. 

63  After  having  mapped  out  the  points  it  was  desired  to  plot 
on  the  curve  it  was  only  necessary  to  set  the  hook  gage  at  heads 
corresponding  to  these  points  and  start  the  circulation  of  water 
through  the  system. 

64  After  bringing  the  flow  up  to  the  desired  head  by  manipula- 
tion of  the  control  valves,  readings  were  taken  at  regular  and  fre- 
quent intervals,  until  a  sufficient  number  of  readings  had  been 
obtained  showing  uniform  conditions  to  furnish  data  for  the  neces- 
sary computation  with  assurance  of  reliability. 

65  The  time  was  taken  by  means  of  a  special  stop  watch,  read- 
ing to  0.01  minutes  and  the  test  conducted  by  alternate  filling  and 
emptying  of  the  two  volumetric  measuring  tanks. 

66  Fig.  10  is  the  log  of  a  typical  run  and  will  in  itself  indicate 
the  nature  of  the  observations  and  the  computations.  The  accuracy 
of  the  calibration  of  the  standard  notch  is  indicated  by  percentage 
MOUraoy  of  the  various  steps  leading  up  to  it. 

67  Fig.  11  is  acurye  indicating  the  percentage  error  in  the  flow 
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to  the  axis  of  the  drum.     Even  this  assumption  results  in  &  com- 
puted error  of  only  0.0015  in.  in  12  in. 

59  The  flexure  of  the  sheave  support  for  the  sake  of  illustration 
only  was  computed  for  displacement  of  0.25  in.  Even  this  extreme 
displacement  results  in  a  computed  error  of  only  0.0013  in. 

60  In  investigating  the  effects  of  temperature  changes  on  the 
parts  of  the  gage  it  is  to  be  noted  that  the  vertical  sheave  support  in 
its  expansion  will  compensate  for  the  elongation  of  the  cable  due  to 
temperature  and  that  the  expansion  of  the  drum  will  tend  to  com- 
pensate for  the  elongation  of  the  hook  rod  between  the  point  of  the 
hook  and  the  attachment  of  the  cable,  A  computation  of  these 
changes  indicates  the  resultant  errors  of  about  the  same  magnitude 
as  the  foregoing. 

61  The  absolute  accuracy  with  which  the  zero  reading  of  the 
hook  gage  could  be  checked  day  after  day  has  established  complete 
confidence  in  its  accuracy. 

62  Standard  Notch.  In  preparing  for  the  calibration  of  (be 
standard  notch,  a  curve  was  plotted,  indicating  the  ideal  conditions 
of  flow  which  the  experiments  would  approximate.  This  curve  wsa 
then  divided  into  sections  so  that  these  could  be  seimrately  plotted 
from  the  empirical  data  obtained  to  a  very  much  larger  scale,  1  in 
in  the  scale  of  ordinates  on  this  plot  equals  0.4  in.  head  and  1  in.  in 
the  scale  of  abscissae  represents  I  cu,  ft.  per  minute.  The  curve  is  In 
five  sections,  which  assembled  would  constitute  a  plot  4}/^  ft.  by  lOtt. 

63  After  having  mapped  out  the  points  it  was  desired  to  i^ 
on  the  curve  it  was  only  necessary  to  set  the  hook  gage  at  head* 
corresponding  to  these  points  and  start  the  circulation  of  w»tB 
through  the  system. 

64  After  bringing  the  flow  up 
tion  of  the  control  valves,  readiii)! 
quent  intervals,  until  a  sufficient 
obtained  showing  uniform  con<liti(: 
sary  computation  with  assurance  ol 

65  The  time  was  taken  by  me 
ing  to  0.01  minutes  and  the  test  c 
emptying  of  the  two  volumetric  mt 

66  Fig.  10  ie  the  log  of  a  typi 
the  nature  of  the  observations  and 
of  the  calibration  of  the  standard 
accuracy  of  the  various  steps  leadi 

67  Fig.  11  is  a  curve  ind^ 


W.   8.    GIELE 


754  LABORATOBT   FOR  LIQUID   FLOW   METERS 

resultii:^  from  an  error  of  0.006  in.  in  readii^  the  head  in  the  hook 
gage. 

68  Afftmming  that  the  time  interval  during  the  calibration  ol 
the  standard  notch  was  subject  to  an  error  of  reading  of  0.01  minute, 
at  7  in.  head,  for  illustration,  it  requires  about  30  minutes  to  fill  one 
of  the  volumetric  measuring  tanks.  The  probable  maximum  am 
in  reading  of  time  interval  is  approximately  0.03  per  cent. 

UBTHOD   OF   CONDUCriNO  ITrPICAL  TEST 

69  As  already  indicated,  the  method  of  conducting  typical 
meter  tests  in  this  laboratory  is  to  set  the  meter  into  one  of  the 
volumebic  measuring  tanks  so  that  it  will  receive  its  supply  from 
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the  standard  notch  and  so  that  the  volumetric  measuring  tank  will 
catch  its  discharge  simply  as  a  catch  basin  and  return  it  to  the 
stor^^  tank.  The  head  on  the  standard  notch  corresponding  to  the 
desired  rate  of  flow  for  which  it  is  desired  to  find  the  head  in  the 
meter  under  test  is  read  from  the  large  scale  curve  and  the  hod[ 
gage  on  the  standard-notch  tank  accordingly  set.  The  flow  through 
the  system  is  then  brought  to  the  desired  rate  by  controlling  the  water 
level  in  the  standard-notch  tank  to  the  point  of  its  hook  gage.  When 
conditions  have  become  stable  the  head  over  the  notch  under  test 
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is  read  by  means  of  its  hook  gage.     The  log  of  such  test  is  indicated 
by  Fig.  12. 

CONCLUSION 

70  In  conclusion  the  author  not  only  desires  to  acknowledge 
the  assistance  obtained  from  various  experimenters  along  these  lines, 
but  particularly  to  refer  to  the  collaboration  of  Geo.  H.  Gibson, 
Member  of  the  Society,  in  suggesting  the  general  method  of  test,  as 
well  as  co-operation  in  the  development  of  many  details  of  the 
laboratory. 

71  Percy  S.  Lyon,  student-member,  deserves  the  highest 
credit  for  having  superintended  the  construction  and  having  operated 
the  laboratory  and  assembled  the  data  on  which  this  paper  is  based. 

72  Aside  from  the  work  on  meters  the  laborator>'  has  also  been 
employed  in  investigating  and  testing  means  for  proportional  feed- 
ing of  chemicals  for  water  softening  apparatus. 

DISCUSSION 

II.  E.  Ehleks  asked  whether  any  experiments  were  made  to  de- 
termine how  much  variation  existed  in  the  surface  of  the  water  in  the 
V-notch  tank.  The  quantity  flowing  over  the  notch  is  determined  by 
the  hydraulic  liead  back  of  tlie  notch,  and  while  it  might  be  entirely 
possible  to  measure  the  level  in  the  hook  gage  to  an  accuracy  of  5/1000 
in.,  he  would  like  to  know  how  nearly  uniform  the  water  level  in  the 
tank  itself  remained. 

Referring  to  the  assumed  error  of  measurement  of  the  head  in  the 
two  large  standardization  tanks  of  3/100  per  cent  at  the  higher  rates 
of  flow,  the  maximum  flow  is  about  110  eu.  ft.  per  min.,  which  allows 
about  5  mill,  only  for  the  filling  of  one  of  these  large  tanks.  Water 
flowing  into  tanks  under  such  conditions  causes  disturbances  and 
]»ulsation8  which  take  a  considerable  time  to  die  out.  The  surface 
may  become  smooth,  but  it  continues  to  rise  and  fall  or  pulsate,  and 
he  questioned  how  still  the  water  in  these  tanks  became. 

Most  of  these  meters  are  used  for  measuring  hot  water,  and  the 
statement  is  made  that  the  storage  tank  is  provided  with  a  system  of 
steam  pipes  for  heating  the  water  to  any  desired  temperature.  A 
meter  of  this  type  measures  volume,  which  is  converted  to  weight  by 
a  direct  coefficient.  The  weir  is  calibrated  at  70  deg.,  or  ordinary 
temperatures,  and  a  cam  worked  out  which  is  intended  to  give  a 
ratbig  in  pounds.  If  the  temperature  of  the  water  is  raised  to  say 
210  deg.,  its  density  is  changed  and  so  is  the  depth  of  immersion  of 
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the  flow  used  to  indicate  the  head  of  the  weir.  The  first  change  is 
(instant,  but  the  second  change  is  a  variable  and  also  has  a  much 
greater  effect  at  low  heads  than  it  does  at  high  heads.  He  asked  how 
these  weirs  are  calibrated  for  temperatures  as  high  as  210  deg. 

George  H.  Gibson  (written).  Two  considerations  favor  the  gen- 
eral adoption  of  the  V-notch  as  a  boiler  feed  meter.  The  first  is  its 
sensitiveness  at  small  flows  and  the  second  its  simplifled  construc- 
tion when  the  rate  of  flow  is  assumed  proportional  to  the  5/2  power 
^t  the  head.  This  law  is  not  strictly  true  even  under  ideal  condi- 
Wons,  but  its  assumption  facilitates  the  construction  of  float-actuated 
cams  to  move  the  recording  pens. 

The  numerous  combinations  of  different  notches  with  weir 
chambers  of  various  dimensions  requires  such  a  number  of  calibrations 
as  to  render  volumetric  and  gravimetric  methods  tedious  as  well  as 
expensive.  To  obviate  this,  the  elaborate  testing  plant  described  was 
constructed,  and  by  its  means  the  manufacture  of  V-notch  meter 
chambers  has  been  standardized. 

The  sensitiveness  of  these  meters  at  small  flows  is  not  a  matter  of 
the  operation  of  the  notch  itself.  Overcoming  the  friction  of  the 
translating  cam  consumes  such  a  large  fraction  of  the  power  available 
for  operating  the  recorder  as  to  render  impossible  the  measurement 
of  differences  in  head  at  these  flows  to  great  accuracy.  This  is  par- 
ticularly true  in  the  case  of  the  vonturi  motor  in  which  reducing  the 
flows  to  1/4  reduces  the  velocity  head  to  1/16 ;  below  this  flow  great  ac- 
curacy with  this  meter  is  out  of  the  question. 

J.  H.  NoRRis  gave  sonic  personal  oxporioncoa  in  a  manufacturer's 
water  meter  testing  plant,  regarding  tlio  difTerencc  in  level  in  the  fill- 
ing tanks.  The  weir  in  this  plant  is  flat-crested  and  is  8  ft.  in  width. 
With  approximately  a  foot  head,  the  difference  of  level  on  the  surface 
in  the  weir  chamber  is  not  more  than  2/100  ft.  provided  the  stream  is 
properly  baffled  as  it  enters  the  chamber.  The  constant  head  is  ob- 
tained by  a  centrifugal  pump  driven  by  an  electric  motor,  and  the  head 
is  changed  by  varying  the  speed  of  the  motor.  In  the  pressure  chamber 
into  which  the  pump  delivers,  the  differences  in  head  caused  by  the 
vibrations  due  to  the  action  of  the  pump  register  from  1/10  ft.  to 
5/100  ft. 

The  Author  in  replying  to  Professor  Ehlers  said  that  the  relative 
error  at  various  heads  due  to  the  same  error  in  reading  the  head,  or, 
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what  is  the  same  thing,  the  error  between  float  and  cam  in  various 
positions,  was  shown  in  Pig.  11.  The  correct  method  to  compensate 
for  this  error  is  believed  to  be  by  measuring  the  force  required  to 
move  th6  recorder  and  then  to  so  proportion  the  water  line  area  of 
the  float  that  the  latter  will  displace  an  amount  of  water  proportional 
to  this  force.  In  this  way  it  is  possible  to  take  full  advantage  of  the 
greater  relative  accuracy  of  the  V-notch  at  small  rates  of  flow. 

Considerable  trouble  was  experienced  in  getting  the  surface  of  the 
wat^r  in  the  standardization  tank  and  in  the  volumetric  tank  quiet, 
but  disturbances  in  these  tanks  are  now  controlled  even  with  the  rapid 
passage  of  water.  Variations  in  the  surface  of  the  water  in  these 
tanks  were  shown  by  the  gages  in  their  comers. 

Referring  to  Professor  Ehlers'  question  as  to  how  still  the  water 
surface  in  the  two  large  standardization  tanks  became,  pulsatioii> 
such  as  he  refers  to  interfered  considerably  with  readings,  more 
particularly  the  bottom  readings,  when  the  tank  held  a  large  surface 
of  shallow  water,  until  the  proper  location  of  inlet  ports  and  outlet 
ports  as  well  as  the  correct  size  for  these  was  determined. 

A  method  has  been  devised  whereby  it  is  entirely  feasible  to  cali- 
brate not  only  the  weirs  but  the  entire  meter  including  float  and 
recorder  with  water  at  temperatures  as  liigh  as  210  deg.  fahr.  without 
introducing  errors  due  to  evaporation. 

Most  of  the  other  points  raised  by  Professor  Ehlers  are  covered 
by  Mr.  Gibson.  In  a  V-notch  meter  there  are  so  many  variables,  each 
affecting  the  other,  that  it  seems  best  when  making  commercial  meters 
of  this  type  to  build  each  meter  as  nearly  correct  as  possible,  test 
it  under  its  working  conditions,  and  make  the  results  of  this  test 
standard  for  that  meter. 
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A  NEW  VOLUME  REGULATOR  FOR  AIR 

COMPRESSORS 

Bt  Baonab  Wikander/  Pittsbubgh,  Pa. 

Non-Member 

The  ordinary  reciprocating  type  of  air  compressors  and  blowing 
engines  has  a  displacement  proportional  to  its  speed  and  the  quantity 
of  air  pumped  varies  approximately  in  the  same  proportion. 

2  In  most  cases,  however,  it  b  desired  to  regulate  the  amount 
of  intake  air  so  that  it  will  correspond  as  nearly  as  possible  to  the 
amount  of  compressed  air  consumed,  thereby  keeping  the  pressure 
in  the  receiver  practically  constant.  A  number  of  regulators, 
governors  or  unloaders  have  been  designed  for  this  purpose  and  the 
object  of  this  paper  is  to  present  a  new  method  serving  the  same 
purpose  as  these  devices  in  a  simple  and  efficient  manner  and  to 
demonstrate  the  principle  upon  which  this  method  is  based. 

3  In  order  to  realize  fully  all  the  limitations  and  shortcomings 
of  the  existing  volume  regulators,  which  have  led  to  the  develop- 
ment of  this  new  device,  we  will  first  review  briefly  the  various  sys- 
tems in  conunon  use  at  the  present  time. 

VOLXTME  REGULATION   BY  MEANS   OF  SPEED   VARIATION 

4  A  very  simple  method  for  regulating  the  volume  of  the  intake 
air  of  a  compressor  is  to  vary  the  speed  in  proportion  to  the  air  con- 
sumption and  this  method  has  been  resorted  to  in  cases  where  it  can 
be  applied  conveniently.  For  compressors  driven  by  duplex  oi 
cross-compound  steam  ends  it  is  used  to  great  advantage.  The 
speed  can  in  such  cases  be  varied  from  zero  to  its  maximum  value 
and  the  power  required,  as  well  as  the  amount  of  compressed  air 
consumed,  varies  practically  in  the  same  proportion.  The  speed 
variation  is,  as  a  rule,  obtained  by  means  of  a  ''speed  and  pressure 
governor,"  which  acts  upon  a  valve  throttling  the  inlet  steam. 

*HaU  Steam  Pump  Co.,  918  St.  James  St. 


Presented  at  the  Annual  Meeting,  December  1914,  of  The  American  So- 

CIETT  or  MXCHANICAL  ENGINEERS. 

759 


760  A  NEW  VOLUME  BEOULATOR  FOR  AIR  COMPRE8SOB8 

5  For  compressors,  driven  by  single  or  tandem  compomid  steam 
ends,  this  method  proves  less  advantageous,  because  the  speed  cannot 
be  reduced  below  a  certain  value  without  excessive  reduction  of  the 
flywheel  eflfect,  which  must  be  relied  upon  to  turn  the  crankshaft 
over  the  dead  centers.  When  the  air  consumption  sinks  below  the 
amount  corresponding  to  the  minimum  speed  of  the  compressor, 
some  other  method  must  be  resorted  to  in  order  to  keep  the  receiver 
pressure  constant. 

6  A  similar  regulation  of  the  air  pressure  between  certain  limits 
can  be  obtained  by  starting  and  stopping  the  compressor  as  soon  as 
the  air  pressure  in  the  receiver  sinks  below  or  rises  above  certain 
limits.  The  receiver  stores  the  surplus  air  during  the  time  the  com- 
pressor is  in  operation  and  furnishes  the  quantity  of  compressed  air 
required  during  the  standstill  of  the  compressor.  This  method  is 
principally  used  for  small  motor-driven  compressors.  For  larger 
motor-driven  compressors  it  is,  as  a  rule,  not  so  advantageous,  be- 
cause the  capacity  of  the  storage  tank  must  be  very  great,  if  it  is 
desired  to  keep  the  air  pressure  within  reasonable  limits,  without  too 
frequent  starts  and  stops  of  the  motor.  Frequent  startings  of  an 
air  compressor  under  load  are  very  hard  on  the  transmission  organs, 
due  to  the  extra  work  required  for  the  acceleration  of  the  revolving 
parts,  and  should  be  avoided  if  possible. 

7  In  cases  of  belt-driven  compressors,  a  belt  shifter  in  combina- 
tion with  a  tight  and  loose  pulley  is  sometimes  used  for  the  same 
purpose  and  automatically  operated  by  air  pressure. 

CHOKING  INTAKE  UNLOADER8 

8  This  type  of  unloader  is  in  ver>'  common  use  on  account  of 
its  simplicity  and  in  spite  of  its  disadvantages.  It  consists  of  a 
choking  or  throttle  valve,  placed  in  the  suction  pipe  of  the  com- 
pressor, and  influenced  by  the  receiver  pressure  so  as  to  reduce  the 
amount  of  intake  air  to  correspond  exactly  with  the  amount  of 
compressed  air  used. 

9  The  advantages  of  this  unloader  are  its  simplicity  and  its 
gradual  operation. 

10  Its  disadvantages  are: 

a  The  waste  of  power  on  account  of  the  increased  amount 
of  work  required  to  compress  each  cubic  foot  of  free  air 
from  its  rarefied  condition  to  the  discharge  pressure. 
If  the  consmnption  of  compressed  air  decreases  to  50 
per  cent  of  the  full  capacity  of  the  compressor,  the 
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absolute  pressure  of  the  intake  air  will  decrease  to  half 
an  atmosphere  and  the  work  required  to  compress  it  to, 
say,  75  lb.  gage  pressure  is  55  per  cent  more  than  for 
adiabatic  compression  of  the  same  quantity  of  atmos- 
pheric air. 

6  The  carbonization  of  the  lubricant  due  to  the  great  heat 
generated  in  the  compressor  cylinder,  when  working 
on  partial  load,  and  the  resulting  clogging  up  of  valves 
and  ports.  In  the  above  case  the  nimiber  of  compres- 
sions increases  from  6  at  full  load  to  12  at  half  load  and 
the  corresponding  final  temperature  for  adiabatic  com- 
pression and  assuming  60  deg.  fahr.  intake  temperature 
increases  theoretically  from  458  to  652  deg.  fahr.  For 
quarter  load  it  would  increase  to  850  deg.  fahr.  and  for  a 
smaller  fraction  of  the  load  the  final  temperature  would 
be  even  higher. 

c  The  danger  of  explosion  which  is  always  present  when  the 
vapors  of  the  lubricant  mingle  with  atmospheric  air  at 
such  high  temperatures. 

11  If  the  gradual  unloading  is  sacrificed  and  the  unloader  ar- 
ranged so  as  to  open  or  close  the  intake  entirely,  the  loss  of  work 
mentioned  under  a  is  avoided. 

12  In  case  the  valves,  stuffing  boxes,  piston  and  unloader  are 
perfectly  tight,  the  disadvantages  mentioned  under  b  and  c  are  also 
avoided.  In  practice,  this  is  not  always  the  case  and  high  tem- 
peratures are  then  produced  when  the  compressor  works  at  no 
load. 

13  The  fact  that  this  unloader  in  spite  of  these  great  drawbacks, 
is  in  conmion  use,  shows,  more  than  anything  else,  the  need  of  a 
good  and  simple  unloader  or  volume  regulator  for  air  compressors. 

CLEARANCE   UNLOADERS 

14  The  output  of  a  compressor  can  be  regulated  by  variation 
of  the  cylinder  clearance  without  increasing  the  amount  of  work 
required  for  the  compression  of  each  cubic  foot  of  free  air  to  the  dis- 
charge pressure  and  consequently  without  increased  heating  of  the 
air  or  the  lubricant.  This  method  has  been  used  for  volimie  regula- 
tion and  is  distinctly  superior  to  the  choking  inlet  method  of  regu- 
lation. 

15  In  a  well-known  type  of  compressors  two  clearance  pockets 
are  provided  in  each  end  of  each  cylinder  and  automatically  operated 
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valves  are  provided  which  put  one,  two,  three  or  all  four  of  these 
pockets  in  communication  with  the  air  cylinder,  thereby  reducing  the 
intake  volume  of  the  compressor  to  75,  50,  25  or  0  per  cent  of  its 
full  load  capacity.  The  receiver  pressure  controls  these  various 
valves  so  as  to  regulate  the  volume  of  air  piunped  and  maintain  the 
receiver  pressure  within  certain  limits. 

16  The  drawbacks  of  this  system  are  its  high  cost,  the  extra 
space  required,  the  complication  and  the  limited  number  of  efficient 
capacities  of  the  compressor. 

OPEN  VALVE  UNLOADERS 

17  It  is  possible  to  unload  a  compressor  completely  by  keeping 
its  suction  or  discharge  valves  open  by  force.  In  the  first  case  the 
air  drawn  into  the  cylinder  during  the  suction  stroke,  will  return 
through  it  during  the  following  discharge  stroke  and  the  discharge 
valves  will  remain  closed. 

18  In  the  second  case  the  compressed  air  will  reenter  the  dis- 
charge valves  during  each  suction  ^rokc  and  the  discharge  pressure 
will  act  on  the  suction  valves,  keeping  them  continually  closed  so 
that  no  air  will  enter  the  compressor.  This  latter  arrangement  has 
the  disadvantage  that  if  the  discharge  valves  are  allowed  to  seat 
when  the  piston  is  at  the  end  of  its  stroke,  the  mean  effective  pressure 
on  the  first  stroke  will  be  equal  to  the  full  discharge  pressure  and 
produce  a  heavy  overload  on  the  driving  motor. 

19  The  first  method  is  in  common  use  all  over  the  world.  By 
this  method  it  is  possible  to  reduce  th(^  capacity  of  the  eompretsor 
to  one-half  by  keeping  the  suction  valves  on  one  side  open  by  force, 
while  those  at  the  other  end  of  the  cylinder  are  in  normal  O[)eration. 

20  The  compressor  operates  then  at  full  load  on  one  stroke  and 
at  no  load  on  the  following.  In  order  to  even  up  the  load  and  at  the 
same  time  be  able  to  run  with  75,  50,  25  and  0  per  cent  of  full  load, 
compressors  are  built  with  two  identical  tandem-connected  cylinders 
and  the  suction  valves  on  the  different  sides  of  the  two  cylinders  are 
held  open  (or  special,  automatically  operated  valves  are  arranged 
so  as  to  connect  the  cylinder  ends  to  the  suction  pipe),  so  as  to 
render  idle  one-quarter,  one-half,  three-quarters,  or  the  whole  i.f  the 
displacement  of  the  compressor. 

21  The  objections  to  this  system  of  unloading  are  again,  high 
cost,  complication  of  parts  and  the  limited  number  of  efficient 
capacities. 
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UNLOADERB    ON    COUFRK8S0RS    WITH   POSITIVELY   MOVED   VALVES 

22  The  best  known  type  of  unloadcrs  on  this  type  of  compreasore 
operates  so  as  to  hold  the  amnion  valvi's,  which  generally  arc  of  the 
Corliss  type,  completely  open  for  a  short  time  aa  soon  as  the  air 
pressnre  exceeds  the  <leaire(l  limit  and  (XTmit  them  to  operate  nor- 
mally as  goon  as  the  pressure  sinks  to  a  predetermined  value. 
Several  systems  are,  however,  in  use  in  which  positively  moved 
valves  connect  the  cylinder  with  the  suction  pipe  during  a  shortftr  or 
longer  part  of  each  discharRe  stroke,  thereby  regulating  the  amount 
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of  air  compressed  during  each  stroke,  so  as  to  correspond  exai^tly 
to  the  consumption. 

23  Both  these  systems  operate  satisfactorily  and  tlicir  only 
drawbacks  are  to  be  found  in  the  high  cost  and  rather  corniilieated 
mechanisms  required  as  compared  with  the  onlinary  air  conipressors 
with  automatic  valves. 

THE    NEW    VOLUME    REGULATOtt 

24  The  preceding  short  synojisis  of  existing  unloading  systems 
shows  that,  with  the  exceptioa  of  the  one  of  speed  regulation  of 
duplex  and  cross-compound  steam  driven  compressor,  none  of  them 
combines  simplicity  of  design  with  gradual  and  efficient  regulation 
of  all  loads.  These  are  the  retiiiireinents  wliicii  the  new  Hall  volume 
regulator  is  designed  to  fill. 
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25  The  operation  of  this  regulator  is  based  upon  the  following 
principle:  The  pressure  acting  upon  and  tending  to  close  a  suction 
valve  held  open  by  force  during  the  discharge  stroke  of  an  air  com- 
pressor, is  proportional  to  the  air  pressure  created  in  the  c>'linder 
and  varies  during  said  stroke,  as  shown  in  Fig.  2. 

26  This  diagram  was  taken  on  a  24  by  14-in.  air  compressor 
operating  at  50  r.p.m.  The  valve  area  of  the  suction  valve  which 
was  held  open  by  force  during  the  discharge  stroke  amounted  to 
about  3.5  sq.  in.  and  the  average  speed  of  flow  of  the  air  through 
this  valve  was  therefore  about  15,000  ft.  per  min.  It  is  interesting 
to  note  how  the  cylinder  pressure  increased  practically  in  proportion 
to  the  part  of  the  stroke  made  by  the  piston. 

27  From  this  diagram  it  can  be  assumed  that  a  closing  of  the 
suction  valves  at  an  adjustable  point  of  the  discharge  stroke  would 
be  obtained  simply  by  a  very  gradual  regulation  of  the  force  holding 
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Fio.  2    Diagram  showing  Variation  of  Pressure  during  the  Disohaboi 

STR0B3  or  AN  AlR  COMPRESSOR 

them  open  against  the  action  of  their  springs,  and  experience  corrobo- 
rates this  assumption. 

28  In  a  similar  manner  a  closing  of  the  automatic  discharge 
valves  at  an  adjustable  point  of  the  suction  stroke  can  be  obtained 
by  the  gradual  regulation  of  a  force  holding  them  open  against  the 
action  of  their  springs. 

29  In  the  first  case  the  force  is  so  regulated  that  the  suction 
valves  close  when  the  amount  of  intake  air  remaining  in  the  cylinder 
has  decreased  to  correspond  to  the  amount  of  compressed  air  desired 
at  the  time.  In  the  second  case  the  force  is  regulated  in  a  way  to 
keep  the  discharge  valves  open  during  such  a  part  of  the  following 
suction  stroke  that  the  amount  of  compressed  air  returned  into  the 
cylinder,  after  expansion  to  the  intake  pressure,  will  leave  sufficient 
room  for  the  desired  quantity  of  fresh  air  to  enter  the  cylinder  during 
the  latter  part  of  the  suction  stroke. 

30  Regvlaiwn  by  Action  on  the  Suction  Valves.  An  application 
of  this  regulator  to  an  ordinary  poppet  valve  air  compressor  and 
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actmg  upon  its  suction  valves  so  as  to  keep  the  receiver  pressure 
constant,  is  shown  in  Fig.  3.  A  is  the  compressor  cylinder.  The 
suction  valve  B  is  provided  with  a  spring  which  tends  to  close  it. 


Fio.  3    Appucation  op  Beoulator  to  an  Ordinary  Poppet  Valvk  Air  Com- 

PBBSSOB,  showing  BBOULATION  BY  ACTION  ON  THE  SUCTION  VaLVIS 


and  above  it  a  piston  C  acted  upon  by  pressure  from  the  auxiliary 
tank  D.  This  tank  communicates  with  the  atmosphere  through  the 
leak  E.  It  is  also  connected  with  the  main  reservoir  F  through  the 
port  O.  This  port  is  closed  by  means  of  the  pilot  valve  Hy  when  the 
force  of  the  adjustable  spring  overcomes  the  air  pressure  acting  on 
the  bottom  of  the  valve  piston  /.    An  adjustable  needle  valve  J 
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can  be  arranged  so  as  to  obtain  a  constant  leak  from  the  main  to  the 
auxiliary  reservoir,  thereby  preventing  the  pressure  in  the  latter 
from  decreasing  below  a  certain  value. 

31  When  the  compressor  is  working  at  a  constant  partial 
load,  the  valve  H  will  allow  some  air  to  enter  the  auxiliary  tank  D, 
and  the  same  quantity  of  air  will  escape  through  the  leak  E,  thereby 
keeping  the  pressure  in  the  auxiliary  tank  acting  upon  the  piston  C 
constant.  The  suction  valves  ^vill  close  at  such  a  point  of  the  dis- 
charge stroke  as  to  compress  exactly  the  quantity  of  air  consumed, 
the  pressure  in  the  main  tank  remaining  constant. 

32  An  increase  (or  decrease)  in  the  consumption  of  air  will 
cause  a  slight  momentary'  decrease  (or  increase)  of  the  pressure  in 
the  main  tank,  and  the  quantity  of  air  entering  the  auxiliary  tank, 
thereby  decreasing  or  increasing  the  pressure  in  the  auxiliary  tank 
and  changing  the  cut-off  of  the  suction  valves  so  as  to  increase  or 
decrease  the  amount  of  intake  air  until  new  conditions  of  equal 
supply  and  consumption  of  compressed  air  at  the  same  pressure  as 
before  are  established. 

33  For  a  certain  pressure  in  the  auxiliary  tank,  the  air  compres- 
sor will  work  at  its  maximum  capacity,  and  the  object  of  the  ad- 
justable needle  valve  is  to  admit  constantly  so  much  air  as  to  pro- 
duce this  pressure.  If  more  air  be  admitted  the  capacity  of  the 
compressor  will  be  reduced  and  the  volume  of  the  intake  air  will 
vary  with  the  consumption  only  as  long  as  the  latter  remains  below 
this  reduced  capacity. 

34  Regulation  by  Aciioii  of  the  IXscharge  Valves,  Fig.  4  shows 
the  application  of  the  same  principle  to  the  regulation  of  the  dis- 
charge valves  of  a  piston  inlet  type  of  air  compressor.  The  action 
of  the  device  is  similar  to  the  one  represented  in  Fig.  3,  and  will 
easily  be  understood  in  referring  to  the  drawing. 

35  When  the  compressor  is  working  at  a  constant  partial  load 
the  air  under  pressure  from  the  main  tank  will  enter  the  chamber  K 
and  coxmteract  the  tendency  of  the  spring  to  force  down  the  piston  /. 
This  piston  carries  the  needle  valve  H  which  closes  to  such  an  extent 
that  the  air  enters  the  auxiliary  tank  D  through  the  passage  G  at 
the  same  rate  as  it  escapes  through  the  leak  £,  thereby  keeping  the 
pressure  in  D  constant.  This  pressure  acts  upon  the  cylinder  valve  L 
through  the  opening  M.  Under  these  conditions  the  pressure  in 
the  auxiliary  chamber  will  be  somewhat  less  than  that  in  the  main 
tank  and  in  the  passage  N  leading  from  the  cylinder  0  to  the  main 
tank. 
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36  Owing  to  the  low  pressure  thuB  created  in  the  plunger  P, 
discharge  valves  will  be  kept  open  during  part  of  the  following 
ke,  and  allow  a  certain  amount  of  compressed  Mr  to  reenter 
cylinder  from  the  outlet  passage  N  and  expand  in  the  cylinder 
atake  pressure.    Durii^;  the  remaining  part  of  the  suction  stroke, 


amount  of  fresh  air  drawn  into  tlu^  cylinder  will  exactly  correspond 
the  consumption  of  compressed  uir  at  the  time  and  the  air  pressure 
the  main  tank  remain  constant. 

37  Assuming  now  that  the  consumption  of  compressed  air  is 
reased,  a  slight  momentary  drop  of  pressure  in  the  main  tank 
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will  result.  The  spring  will  overcome  the  eSect  of  the  tank  p 
on  the  piston  /  and  will  cause  the  v&lve  H  to  open,  thereby  pcr 
mitting  a  greater  quantity  of  air  from  the  main  tank  to  eater  the 
auxiliary  chamber.  The  pressure  in  the  auxiliary  chamber  viD 
increase,  and  acting  through  the  plunger  P  and  the  opening  U, 
will  cause  the  valve  L  to  seat  at  an  earlier  point  of  the  suctioi 
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stroke,  thereby  increasing  the  volume  of  fresh  air  drawn  into  the 
compressor  through  the  intake  valve  Q  until  it  equals  tlie  in- 
creased consumption  of  compressed  air  taken  from  the  main  tank, 
the  pressure  in  the  tank  being  kept  therefore  exactly  the  same  as 
before. 

38  In  case  of  a  decrease  in  the  consumption,  similar  action  will 
take  place  and  a  new  equilibrium  between  supply  and  consumpticKt 
will  be  established  after  a  slight  momentary  increase  of  the  tank 
pressure. 
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39  A  needle  valve  J  allows  enough  of  the  pressure  air  contained 
the  auxiliary  tank  to  escape  to  the  atmosphere  so  as  to  unload  the 
npressor  by  hand  if  desired.  Valve  R  is  opened  by  means  of  a 
^  regulator  if  the  speed  of  the  prime  mover  falls  below  a  certain 
lue  and  it  is  desired  to  unload  the  compressor  in  that  case. 

40  Electrical  Control  of  the  Volume  Regtdator.  Fig.  5  represents 
ne  applications  of  electrical  control  to  the  operation  of  a  volimie 
pilator,  acting  on  the  suction  valves  of  an  ordinary  poppet  valve 
'  compressor.  In  case  it  is  desired  to  run  the  compressor  at  a 
Qstant  air  pressure,  the  gage  contactor  S  is  connected  in  series  with 
3  magnet  valve  T  by  means  of  the  selecting  switch  U.    As  soon 

the  air  pressure  reaches  a  predetermined  value,  the  magnet  T 
U  be  energised,  thus  opening  the  valve  V  and  thereby  increasing 
3  pressure  in  the  auxiliary  reservoir  D  and  decreasing  the  amount 
intake  air  until  it  corresponds  to  the  amount  of  compressed  air 
osumed  at  the  time. 

41  To  run  the  compressor  at  constant  power  consumption  and 
rying  pressure,  the  limit  switch  W  is  connected  in  series  with  the 
ignet  T  by  means  of  the  switch  U.  The  cut-oflf  of  the  suction 
Ives  will  then  be  regulated  so  as  to  maintain  a  constant  current 
the  conductor  X,  and  consequently  a  constant  power  consumption 
the  motor. 

42  The  contact  segments  Y  are  insulated  when  the  starting 

ntroller  Z  is  in  "oflf"  or  "on"  position,  but  are  connected  in  all 

e  intermediary  starting  positions.     This  insures  the  unloading  of 

e  motor  during  the  starting  period  and  a  gradual  assumption 

the  load  when  the  running  position  of  the  controller  is  reached. 

43  Regulation  of  Compound  Air  Compressors.  In  case  of  com- 
)und  or  multiple  stage  air  compressors,  each  stage  has,  as  a  rule,  its 
vn  regulation.  Due  to  the  fact  that  the  different  stages  of  multiple 
G^e  air  compressors  may  operate  at  different  cut-offs,  the  present 
stein  of  regulation  is  exceedingly  flexible  and  the  generally  intricate 
oblems  arising  in  connection  with  the  regulation  of  such  com- 
"essors  are  easily  solved. 

44  Applications.  With  the  above  noted  exception  of  steam 
iven  duplex  and  cross-compound  air  compressors,  there  are  few 
ises  where  this  new  regulator  could  not  be  applied  with  advantage. 

45  For  single  or  tandem  compoimd  steam  driven  compressors 
can  easily  be  operated  in  connection  with  the  ordinary  speed  and 
-essure  governors,  acting  upon  a  throttle  valve  on  the  steam  inlet, 
»  as  to  regulate  the  output  of  the  compressor  between  full  capacity 
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at  its  maximum  speed  and  do  volume  at  the  lowest  speed  of  the 
machine.  On  account  of  the  perfect  regulation  which  con  be  ob- 
tained by  this  combination  it  will  in  many  cases  be  found  adria^le 
to  use  the  cheaper  single  compressors  instead  of  the  duplex  ma- 
chines. 

46    The  new  regulator  is  especially  adapted  to  gas  engme  driven 
compressors.     The  feature  of  easy  unloading  of^the  machine,  auto- 

Compressor:  2Culinders,  Double  Acting  46'Strok*, 
88  KP.H.  2Z0O  Cu.  Ft.  Qisptae«ment 
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iNO  Cylinder  with  Hall  Voi.cmb  Reoulatob  at  260-Lb. 
Constant  DisoEABax  Pbessuki 

matically  or  by  hand,  especially  during  the  starting  period  is  mueb 
appreciated  in  this  case. 

^47  On  account  of  the  limited  capacity  of  the  gas  en^e  for  ov»- 
load,  it^r  advantageous  to  be  able  to  build  an  amply  large  com- 
pressor and  then  regulate  the  volume  of  intake  air  so  as  to  correspond 
exactly  to  the  power  exerted  by  the  engine. 

48  This  feature  is  especially  valuable  in  gas  pumping  plants 
where  the  gas  pressure  varies  on  account  of  field  conditiona.  During 
the  cold  weather  when  great  quantities  of  gas  are  needed,  the  field 
pressure  is,  as  a  rule,  low  and  the  gas  engines  are  only  partial^ 


RAGNAR  WIKANDEB  771 

ided.  With  this  regulator  the  compressor  cylinder  may  be  built 
rge  enough  to  load  the  engine  completely  at  the  lowest  occurring 
essure  of  the  incoming  gas  without  danger  of  overloading  it  at 
y  intake  pressure. 

49  The  curves  in  Fig.  6  represent  the  amounts  of  power  con- 
med  and  the  quantities  of  free  gas,  which  can  be  pumped  at  various 
take  pressures  by 

a  An  ordinary  poppet  valve  compressor  of  17  in.  diameter  of 
cylinders. 

6  A  poppet  valve  gas  compressor  of  20  in.  diameter  of  cyl- 
inders, provided  with  Hall  volume  regulator. 

50  The  curves  show  that  the  former  loads  the  gas  engine  to  its 
lII  capacity  only  at  the  intake  pressure;  corresponding  to  the  peak 
»ad,  while  with  the  latter,  the  gas  engine  can  be  loaded  to  its  maxi- 
ium  capacity  within  a  wide  range  of  intake  pressures.  The  amount 
f  free  gas  pumped  is  thereby  increased  up  to  a  maximum  of  37  per 
ent  more  than  can  be  obtained  with  the  ordinary  poppet  valve 
ompressor. 

51  The  electric  motor  is  essentially  a  constant  speed  machine 
nd  economical  volume  regulation  of  electrically  operated  air  com- 
iressors  by  variation  of  the  speed  of  the  motor  can  therefore  not  be 
btidned,  except  within  comparatively  narrow  limits  or  by  the  use 
f  special  and  expensive  motors  and  control  apparatus. 

52  The  method  in  common  use  for  this  purpose  is  therefore,  as 
previously  stated,  the  one  consisting  in  running  the  compressor  at 
ull  speed  and  full  load  until  the  receiver  pressure  has  reached  a 
ertain  maximum  value  and  then  stopping  it  until  the  air  pressure 
D  the  same  has  decreased  to  a  certain  minimum  value.  Tnis 
aethod  is  satisfactory  for  small  compressors,  operated  from  big  power 
tations,  but  for  reasons  previously  given  and  because  of  the  ir- 
egular  power  consumption  involved,  it  is,  as  a  rule,  not  to  be  recom- 
aended  for  big  compressors,  especially  if  the  capacity  of  the  elec- 
rical  power  station  is  comparatively  small. 

53  The  Hall  volume  regulator  is  of  special  advantage  for  large 
notor-driven  compressors,  because  the  power  consumption  can  be 
educed  so  as  to  correspond  to  the  air  consumption  at  any  time,  or 
jven  to  the  average  consumption  of  compressed  air,  without  chang- 
ng  the  speed  of  the  motor,  and  because  the  compressor  can  easily 
)e  made  to  run  idle  so  as  to  unload  the  motor  during  the  starting 
)eriod. 
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54  The  latter  reason  is  in  many  cases  sufficient  to  warrant  the 
e  of  the  new  volume  regulator  even  in  cases  where  the  above  men- 
^ned  system  of  starting  and  stopping  of  the  motor  is  applied. 

55  Restdla  Shaum  in  Test.  Fig.  7  shows  a  number  of  indicator 
rds  taken  on  a  standard  Hall  poppet  valve  air  compressor  with 
-pass,  equipped  with  the  volume  regulator  shown  in  Fig.  3. 

56  An  important  feature  of  this  system  of  r^ulation  is  the 
cility  with  which  it  can  be  applied  to  almost  any  type  of  existing 
r  compressor  at  a  very  low  cost.  Figs.  3  and  4  show  that  only  a 
ght  change  of  the  suction  or  discharge  valves  is  required  in  order 

apply  it.  The  small  auxiliary  tank  and  a  ''trigger"  or  ''pilot 
live"  with  needle  point  have,  of  course,  to  be  added. 

57  Every  air  compressor  should  have  a  spare  set  of  suction  and 
scharge  valves  and,  as  the  above  mentioned  change  can  be  made 
i  them,  the  application  of  the  system  will  not  require  any  inter- 
iption  in  the  service  of  the  compressor. 

DISCUSSION 

W.  L.  iSaunders,  in  a  written  discussion^  stated  that  he  regretted 
le  author  gives  so  little  space  to  clearance  unloaders  or  controllers, 
hich  are  not  only  extremely  simple  and  inexpensive,  but  have  been 
emonstrated  to  be  highly  efficient. 

The  cardinal  requirements  for  the  successful  operation  of  a  reg- 
lator  for  high  speed  compressors  operating  at  constant  speed  are : 

First,  underload  regulation  must  be  obtained  with  such  a  degree 
E  economy  that  the  reduction  in  power  required  will  be  practically 
1  direct  proportion  to  the  reduction  in  output  capacity. 

Second^  all  mechanisms  for  regulating  the  compressor  must  be  in- 
ependent  of  the  rimning  gear,  otherwise  the  timing  of  the  regulator 
5  the  regxdation  varies  is  difficult  to  accomplish,  and  the  delicate  yet 
urable  mechanism  required,  operating  at  the  full  speed  of  the  com- 
ressor  continuously,  is  extremely  difficult  to  design  and  manufac- 
ire.  The  difficulty  and  cost  of  maintenance  and  the  shut-downs  re- 
uisite  for  repair  have  proven  excessive  when  the  regulating  me- 
banism  is  part  of  or  dependent  upon  the  running  gear  of  the  com- 
ressor. 

Third,  the  regulator  should  be  of  such  design  that,  when  the  com- 
ressor  is  called  upon  for  average  operation  at  partial  load  capacity, 
;  can  be  so  adjusted  by  hand  as  to  limit  the  maximum  capacity,  and 
[iu8  permit  the  compreftsor  to  operate  at  a  higher  average  capacity 
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or  higher  load  factor  than  would  otherwise  be  possible.  This  is  i 
valuable  feature  under  conditions  where  electric  power  service  is  fi- 
nished under  a  special  maximum  demand  charge. 

With  the  automatic  clearance  controller,  the  inlet  capacity  of  the 
compressor  is  reduced  without  reducing  the  intake  pressure.  On  a 
two-stage  compressor,  a  constant  ratio  of  compression  throughout  the 
entire  load  range  and  the  highest  compression  efficiency  are  maintained 
throughout.  The  reduction  in  power  secured  with  this  method  of 
control  is  practically  in  direct  proportion  to  the  reduction  of  load.  The 
regulator  is  simple  in  construction  and  entirely  automatic  in  operation. 

On  account  of  its  under-load  economy,  the  automatic  clearance 
type  is  of  value  in  the  majority  of  conditions  of  constant  speed  power- 
driven  compressor  service  requiring  under-load  regulation. 

Joseph  Eshbrick  wrote  congratulating  the  author  upon  his  ex- 
cellent paper  and  for  his  work  in  developing  the  Hall  regulator. 

In  considering  volume  regulators,  the  author  makes  no  mention  of 
the  Richards  Pressure  Unloader.  This  regulator  permits  the  com- 
pressor to  run  unloaded  until  the  desired  speed  is  obtained,  when  it 
loads  the  compressor  automatically.  The  device  is  placed  in  the  dis- 
charge line  between  the  compressor  and  receiver  and  is  simple  and 
inexpensive.  It  is  used  primarily  on  motor-driven  compressors.  An- 
other type,  called  the  Initial  and  Pressure  Unloader,  has  been  designed 
for  continuous  running  steam  and  electric-driven  compressors.  This 
embodies  means  of  adjustment  for  any  degree  of  regulation,  from  2 
to  15  pounds. 

One  of  the  chief  advantages  of  the  Richards  unloaders  is  that  they 
permit,  while  the  compressor  is  running  unloaded,  the  passage  of 
free  air  through  the  cylinder  and  passages,  with  its  resultant  cooling 
effect  on  these  parts. 

Paul  Diskrens  wrote  that  the  author's  objection  to  the  choking 
unloader  were  well  taken  as  directed  against  its  application  by  gradntl 
throttling,  but  that  this  application  was  practically  obsolete.  It  wm 
not  well  taken  in  the  case  of  the  total  closure  unloader,  which  is  both 
safe  and  efficient  when  properly  protected  by  atmospheric  relief  valves. 
The  only  drawback  to  the  total  closure  unloader  is  the  sudden  change 
from  full  load  to  no  load  it  causes,  but  where  this  is  not  objectionable 
at  the  electrical  end  the  device  answers  very  perfectly. 

Theoretically,  the  principle  of  varying  the  capacity  of  a  compres- 
sor at  constant  speed  by  changing  the  clearance  (clearance  unloaders) 
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ound.  The  chief  objection  to  the  practical  application  of  this 
Lciple  for  volume  control  is  in  the  obstruction  to  free  oommunica- 
.  between  cylinder  and  clearance  chambers  occasioned  by  the  re- 
nted valve  openings  interposed  between  cylinder  and  valve  pockets. 
The  author's  comment  on  unloaders  on  compressors  with  positively- 
'ed  valves  implies  that  unloaders  operating  the  suction  valves  are 
best  type,  whereas  one  of  the  most  widely-used  devices  of  this 
ire  involves  an  auxiliary  by-pass  valve  and  connections. 
The  volume  regulator  which  is  the  subject  of  the  paper  appears  to 
end  on  the  gradual  increase,  during  the  entire  length  of  the  com- 
jsion  stroke,  of  the  cylinder  pressure  as  compared  with  the  suction 
sage  pressure,  but  it  does  not  seem  clear  why  such  gradual  increase 
lid  occur. 

It  would  also  appear  that  on  compressors  of  medium  and  larger 
8,  operating  at  the  relatively  high  speeds  now  generally  employed, 
lultiplicity  of  valves  equipped  with  by-passing  control  would  be 
led.  This  would  appear  to  present  some  difficulty  in  synchron- 
g  their  action. 

The  application  of  the  regulator  described  to  a  two-stage  com- 
laor  necessitates  the  use  of  two  independent  governors,  one  to 
ilate  the  line  pressure  and  the  other  the  intercooler  pressure. 
>ngh  this  does  not  constitute  a  serious  objection,  it  implies  a  com- 
ation  to  which  the  author  takes  exception  in  other  forms  of 
ime  control. 

James  Teibe  expressed  his  written  opinion  that  the  form  of 
^e  to  which  this  regulator  was  shown  applied  might  operate  with 
success  under  low-speed  conditions  such  as  formerly  obtained,  but 
nodem  compressors,  running  at  say  150  r.p.m.,  such  a  valve  must 
e  a  very  short  life.  Even  the  pressed  steel  cup  valve,  used  for  many 
re  by  the  best 'builders  on  account  of  its  lightness,  was  proving 
massive  to  withstand  the  shock  incident  to  valve  action  with  high 
sds. 

An  air  compressor  invented  by  6.  H.  Reynolds  in  1876  (TJ.  S. 
ent  187,906)  embodied  the  principle  of  by-passing  air  from  the 
nder  to  the  external  air  on  the  compression  stroke  when  the  re- 
'er  pressure  was  increased  above  a  certain  limit.  This  invention, 
5  since  abandoned  on  account  of  the  changing  conditions  of  prac- 
,  was  similar  to  the  Hall  regulator  in  that  the  receiver  pressure 
trolled  valves  in  the  cylinder  for  unloading  the  compressor  auto- 
dcally. 
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iSeveral  large  compressors  recently  btiilt  by  the  Allis-ChalmerB 
Company  have  been  equipped  with  unloaders  on  the  Reynolds  prin- 
ciple but  reversed  in  application.  These  unloaders  are  independent 
of  either  the  inlet  or  discharge  valves  and  are  not  influenced  by  the 
speed  of  the  machine. 

John  Olass^  contributed  a  written  discussion  in  which  he  stated 
the  Hall  regulator  would  not  be  applicable  to  compressors  employed 
in  large  gas  pumping  plants  where  it  is  not  practical  to  carry  a  con- 
stant discharge  pressure  at  the  various  compressing  stations.  In  sndi 
installations,  the  gas  pressure  is  partly  regulated  at  the  compressing 
plant  closest  to  the  point  of  consumption,  but  the  other  plants  back  on 
the  line  are  run  at  constant  speed,  that  is,  compressing  all  the  gas  pos- 
sible. If  more  pressure  is  required  in  the  line  extra  wells  are  turned 
in,  and  if  the  unloading  device  is  affected  by  this,  shortage  of  gas  will 
occur  at  the  consumption  end. 

Further,  the  changes  of  pressure  in  gas-pumping  plants  are  too 
great  to  allow  of  the  application  of  this  regulator  with  advantage. 
When  the  field  pressure  drops,  the  discharge  drops  also,  giving  about 
the  same  number  of  compressions.  A  large  diameter  compressor  would 
be  a  disadvantage,  as  the  speed  would  have  to  be  reduced  so  as  not 
to  exceed  the  economical  number  of  compressions,  about  4.5. 

The  regulator  is  well  adapted  to  gas  engine  driven  compressors, 
especially  in  starting  and  also  on  account  of  the  limited  capacity  of 
the  gas  engine  for  overload.  The  facility  with  which  it  can  be  ap- 
plied is  also  an  important  feature. 

Frank  Richards  said  that  the  device  described  could  only  be 
used  in  connection  with  obsolete  or  obsolescent  types  of  inlet  and  dis- 
charge valves.  He  said  we  have  learned  that  poppet  valves  are  by  no 
means  the  best  for  air  compressors.  The  poppet  vahre  has  considerable 
inertia,  and  moreover  the  resistance  of  a  spring  has  to  be  overcome  in 
opening  it;  oil  gums  its  guides  and  the  valve  requires  frequent  ex- 
amination and  cleaning ;  it  gives  a  more  or  less  restricted  and  tortuous 
passage  for  the  air,  and  this  feature  is  accentuated  when  the  air  has 
to  play  back  and  forth  for  regulation  purposes.  With  this  valve,  too. 
the  pressure  of  the  air  within  the  cylinder  is  necessarily  lower  at  the 
beginning  of  the  compression  stroke  than  outside. 

The  Corliss  inlet  valve,  wide  open  for  nearly  the  entire  stroke,  and 
with  large  port  area  and  a  direct  passage  for  the  air  into  the  cylinder, 

•Chief  Engineer,  Carnegie  Natural  Gas  Co.,  Pittsburgh,  Pa. 
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gives  a  freer  inrush  to  the  air  and  a  fuller  pressure  at  the  beginning 
of  the  compression  stroke. 

The  Bogler  valve,  which  has  replaced  the  poppet  valve,  annihilates 
its  objectionable  features  without  entailing  others.  This  valve  con- 
sists of  a  very  thin  steel  plate  covering  concentric  annular  openings 
in  the  valve  seat,  and  with  a  minute,  free  lift  it  gives  the  largest  and 
freest  passage  for  the  air  that  has  ever  been  realized.  The  Hall  reg- 
ulator cannot  be  applied  to  either  this  or  the  Corliss  valve. 

The  regulation  of  a  compressor  should  be  accomplished  without 
interference  with  its  ordinary  operation,  and  so  it  might  be  well  that 
neither  the  inlet  nor  the  discharge  valves  should  be  interfered  with 
for  this  purpose.  This  may  be  secured  by  controlled  changes  of  the 
cylinder  clearance,  an  almost  ideal  mode  of  regulating  the  output 
from  nothing  to  full  delivery.  It  is  possible  mechanically  to  have  an 
automatically  pressure-adjusted  changeable  clearance  for  the  air 
cylinder  so  large  that  at  one  extreme  of  its  capacity  a  whole  cylinder- 
ful  of  free  air  will,  when  compressed  up  to  receiver  pressure,  just  fill 
this  clearance  space  and  none  be  expelled  to  the  receiver.  Then  the 
compressor  could  run  along  continuously,  and  the  air  in  the  cylinder 
would  be  alternately  compressed  and  re-expanded  and  no  power  ex- 
pended. 

A  partial  reduction  of  this  clearance  space  would  compel  an  ex- 
pulsion or  delivery  of  a  portion  of  the  air,  and  the  remainder  would 
re-expand  upon  the  return  stroke  the  same  as  with  the  clearance  of 
full  capacity,  but  in  the  latter  case  at  the  end  of  the  stroke  a  portiou 
of  free  air  would  be  taken  in  suflScient  to  replace  the  volume  delivered, 
and  so  on.  With  this  adjustable  clearance  reduced  to  its  minimum, 
the  cylinder  would  be  delivering  its  full  charge  of  air,  and  its  action 
would  be  entirely  normal. 

Such  a  clearance  control  is  not  yet  fully  realized,  but  the  four 
stage  clearance  controller  already  in  extensive  use  gives  highly  satis- 
factory results  in  practice.  The  only  expense  it  involves  is  its  initial 
cost,  as  it  requires  no  constant  operating  expense. 

Thb  Author.  Concerning  the  remarks  of  Mr.  Saunders,  I  wish 
to  emphasize  that  all  the  "cardinal  requirements  for  the  successful 
operation  of  a  regulator  for  high  speed  compressors,  operating  at  con- 
stant speed*^  as  enumerated  in  his  discussion,  are  embodied  in  the  new 
volume  regulator  described. 

Replying  to  Mr.  Esherick,  I  might  have  mentioned  the  Richards 
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Pressure  Unloader,  which,  no  doubt,  is  one  of  the  best  devices  for 
regulation  by  means  of  total  unloading  of  a  compressor. 

Mr.  Diserens'  remarks  concerning  the  choking  unloader  are  per- 
tinent, and  have  induced  me  to  modify  par.  12.  I  think,  however, 
that  his  opinion  as  to  the  practical  obsolescence  of  the  choking  imloader 
by  gradual  throttling  is  rather  advanced.  The  protection  of  the  total 
closure  unloader  by  means  of  atmospheric  relief  is  a  distinct  improve- 
ment which,  however,  is  far  from  being  generally  applied  at  the  pres- 
ent time. 

The  volume  regulator  described  in  the  paper  depends  in  one  of  its 
applications  on  the  gradual  increase  during  the  entire  length  of  the 
compression  stroke,  or  very  nearly  so,  of  the  cylinder  pressure  &b 
compared  with  the  suction  passage  pressure.  The  reason  such 
gradual  increase  occurs  is  that  the  air,  being  an  elastic  fluid,  \& 
compressed  in  the  cylinder  on  account  of  the  throttling  when  forced 
back  through  all  or  some  of  the  suction  valves.  The  compression  in- 
creases the  effect  of  the  throttling  and  a  cumulative  action  takes  place 
which  results  in  the  point  of  the  maximum  pressure  being  displaced 
towards  the  end  of  the  stroke  as  shown  in  Fig.  2.  Later  experiments 
have  shown  that  the  device,  when  pumping  high-pressure  gas  which 
naturally  is  less  elastic  than  air,  requires  a  comparatively  heavy 
throttling  in  order  to  obtain  a  satisfactory  gradual  regulation  from 
full  load  to  no  load.  Such  heavy  throttling  lias,  however,  the  dis- 
advantage of  producing  a  comparatively  big  power  loss.  For  this 
reason,  it  has  in  many  cases  been  found  preferable  to  apply  the  device 
to  the  discharge  valves.  In  the  latter  application,  a  perfectly  gradual 
regulation  between  full  and  no  load  is  obtained  in  all  cases  without 
any  strong  throttling  of  the  air  flowing  back  into  the  cylinder. 

Contrary  to  the  apprehensions  of  Mr.  Diserens,  the  application  of 
the  volume  regulation  to  a  multiplicity  of  valves  has  not  presentc<l 
any  difficulty  in  synchronizing  their  action.  This  is  probably  due  to 
the  fact  that  the  closure  of  one  valve  immediately  increases  the  pres- 
sure tending  to  close  all  the  others. 

I  agree  with  Messrs.  Tribe  and  Tiicluirds  in  their  opinion  that  the 
form  of  valve  to  which  the  regulator  is  shown  applied  does  not  leiul 
itself  to  the  application  to  high  speed  compressors,  but  there  is  no 
reason  why  this  device  cannot  be  equally  applied  to  the  modem  plate 
or  feather  valves  and,  it  has,  in  effect,  been  successfully  tried  on  such 
valves.  Regulators  of  this  kind  have,  however,  not  yet  been  put  in 
commercial  operation. 
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In  reference  to  the  criticism  by  Mr.  Tribe  of  the  novelty  of  this 
^gulator,  investigation  has  established  the  existence  of  only  one  prior 
ivention  of  similar  character.  This  was  the  subject  of  a  patent  to 
;.  A.  Rix  in  1900  (U.  S.  Patent  No.  602,170),  and  in  the  invention 
positively-moved  system  of  levers,  similar  to  the  Corliss  valve 
ear,  operated  to  close  the  inlet  valves  of  a  compressor  at  som?  point 
f  the  compression  stroke  varying  with  and  dependent  upon  the 
ressure  in  the  outlet  pipe  or  its  connection. 

In  reply  to  Mr.  Glass,  who  stated  that  a  volume  regulator  operat- 
ag  with  constant  pressure  was  not  needed  in  large  gas  pumping 
lants,  the  regulator  described  is  not  limited  to  constant  pressure,  as 
t  can  also  be  operated  to  give  any  constant  volume  desired.  In  ordi- 
ary  practice,  a  gas  engine  driven  compressor  is  built  so  small  that 
he  engine  can  pull  it  under  any  conditions.  With  the  regulator  de- 
cribed,  the  gas  engine  can  be  built  just  large  enough  to  take  care  of 
he  ordinary  conditions,  and  the  amount  of  intake  gas  so  regulated 
hat  the  work  required  for  its  compression  corresponds  to  the  capacity 
•f  the  gas  engine. 
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Bt  p.  F.  Walker,  Lawbenck,  Kansas 
Member  of  the  Society 

During  recent  years  the  development  of  the  natural  gas  industry 
has  been  one  of  the  marked  features  of  the  Middle  West.  In  this 
development  many  problems  of  a  technical  nature  have  arisen,  most 
of  these  having  to  do  with  the  transmission  and  measurement  of  the 
gas  as  it  is  bought  from  producers  and  distributed  to  consumers 
throughout  a  large  section  of  the  country.  Extension  jof  pipe  lines 
to  greater  distances  than  those  common  in  earlier  periods,  together 
with  a  realization  on  the  part  of  land  owners  and  lease  holders  that 
the  natural  supply  is  not  inexhaustable,  has  made  necessary  a  greater 
degree  of  accuracy  in  many  of  the  calculations  involved,  and  the 
commercial  prosperity  of  the  large  handling  companies  is  becoming 
more  and  more  dependent  upon  an  exact  knowledge  of  all  of*  the 
conditions  entering  into  the  comparatively  complex  nature  of  the 
business. 

2  The  question  of  gas  characteristics  and  its  behavior  under 
varying  pressures  enters  in  three  important  parts  of  the  calcula- 
tions. These  are  (a)  the  compression  of  the  gas  at  various  points  in 
the  transmission  Ime  in  order  to  mamtam  pressures  which  will  give 
economy  in  transmission;  (&)  the  determination  of  conditions  of  flow 
by  the  various  line-flow  formulse;  (c)  the  measurement  of  the  gas  as 
purchased  from  producers  and  as  sold  to  consumers.  The  dis- 
cussion of  methods  of  dealing  with  the  various  problems  has  de- 
velop>ed  a  substantial  literature  on  the  subject,  as  is  shown  by  articles 
which  have  appeared  in  The  Journal  during  recent  years.  Several 
notable  papers  have  been  presented  and  through  various  channels 
much  has  been  done  to  systematize  the  work  and  to  establish  formulae 
for  convenient  calculation  of  the  various  quantities.  Much  remains 
to  be  done,  however,  especially  along  the  line  of  the  measurement  of 
gas  in  large  quantities  and  under  the  various  pressures  to  which  it  is 
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subjected.  A  great  deal  of  attention  is  being  given  to  this  phase 
and  much  is  being  accomplished  by  the  men  employed  regularly  in 
the  engineering  departments  of  the  large  transmission  companies. 

3  In  all  of  the  work  on  which  published  matter  is  available, 
calculations  have  been  based  on  the  laws  of  perfect  gases.  It  has 
been  assumed  that  the  laws  of  Boyle,  establishing  the  proportionate 
relationship  between  pressure  and  volume  at  a  fixed  temperature, 
and  of  Gay  Lussac,  establishing  the  proportionality  of  volume  to 
absolute  temperature  for  gas  under  a  constant  pressure  or  the  pro- 
portionality of  the  pressure  to  absolute  temperature  for  a  constant 
volume,  hold  for  the  gas  which  is  being  transmitted  and  measured. 
It  is  well  known,  however,  that  the  gas  does  not  follow  these  laws 
In  the  composite  mixture  called  natural  gas,  there  are  many  dif- 
ferent elemental  gases,  including  hydro-carbons  of  varying  chemical 
composition.  Most'  of  these  hydro-carbons  are  the  lower  units  in 
the  paraffin  group,  methane,  CH4,  occurring  ui  greatest  abundance. 
Ethane,  C2He,  occurs  in  definite  quantities  and  is  found  to  be  in- 
creasing as  the  gas  fields  of  Oklahoma  are  being  drawn  upon.  Evi- 
dence of  the  presence  of  these  compounds  in  a  condition  approximate 
to  the  saturated  state  is  afforded  by  the  occurrence  of  liquid  during 
the  compression  process  at  many  points  in  the  territory.  In  some 
instances  this  occurs  in  such  a  degree  that  it  becomes  a  nuisance. 
The  fact  that  a  light  hydro-carbon  oil,  the  lighter  grade  of  gasolene, 
can  be  produced  by  a  treatment  of  the  gas  is  so  well  known  that  steps 
have  been  taken  looking  toward  the  establishment  of  plants  for  the 
manufacture  of  gasolene  by  the  compression  and  cooling  processes. 

4  It  is  to  be  expected  that  in  many  of  the  calculations  the  as- 
siunption  that  the  laws  of  gases  will  apply  is  hardly  admissible 
when  conditions  are  such  that  small  liquid  particles  may  be  asso- 
ciated with  the  gas,  much  of  which  is  already  in  a  condition  close  to 
saturation.  In  attempting  to  determine  laws  which  are  practicable, 
it  seems  appropriate  to  start  with  that  gas  which  forms  the  bulk  of 
the  mixture  under  consideration,  but  for  a  complete  study  of  the 
subject  new  data  will  be  required  by  first-hand  experiments  upon 
the  gases  themselves.  The  present  paper  represents  an  attempt  to 
develop  a  few  equations  which  relate  quantities  of  real  significance 
and  to  establish  the  values  of  a  few  coefficients  which  may  be  ap- 
plicable when  dealing  with  the  gas  mixture  in  computations  where 
an  especially  high  degree  of  accuracy  is  demanded. 

5  The  calculations  in  which  these  relationships  occur  and  where 
the  error  involved  in  the  use  of  the  perfect  gas  laws  are  most  pro- 
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lounced  are  in  the  line  flow  fonnul®  and  in  the  measurement  of 
irolume.  In  all  of  the  work  it  is  necessary  to  convert  volimies  under 
hiigh  pressure  to  the  equivalent  volumes  under  standard  pressure, 
bhis  standard  pressure  being  at  or  near  the  atmosphere  according 
bo  the  terms  of  the  contract  for  purchase  or  sale  of  the  gas.  Density 
is  always  determined  under  atmospheric  pressure,  or  a  pressure  but 
slightly  above  atmospheric,  and  it  is  then  assumed  that  this  factor 
will  vary  in  a  fixed  proportion  to  the  density  of  air  under  widely 
varying  pressures.  Since  air  is  composed  of  gases  and  saturated 
vapors  which  do  not  conform  to  the  laws  of  perfect  gases  it  is  con- 
ceivable that  serious  errors  may  be  involved  in  this  assimiption. 
Even  a  small  error  of  this  character,  becomes  a  serious  factor  when 
the  total  transactions  of  a  company  amount  to  several  millions  of 
dollars  annually.  Since  the  temperature  of  the  gas  remains  es- 
sentially constant,  due  to  the  influence  of  pipe  line  and  the  sur- 
rounding earth  in  which  it  is  buried,  this  error  is  represented  by  the 
variance  of  the  gas  from  the  law  of  Boyle  for  constant  temperatures. 
In  many  other  calculations  the  equation  expressing  the  relationship 
between  pressure  and  volume  during  the  adiabatic  change  of  state 
becomes  of  great  importance.  In  terms  of  the  exponent  applied  to 
volume  in  the  characteristic  equation,  PP'^= constant,  the  value 
ordinarily  used  on  the  assumption  of  constant  ratio  of  specific  heats 
is  1.26.  It  is  to  be  expected  that  the  true  value  of  exponent  n  is 
different  from  this  and  the  quantity  is  of  considerable  significance 
since  it  enters  as  an  exponent  on  an  item  comparatively  large.  In 
an  indirect  way  the  value  of  this  exponent  is  of  importance  in  con- 
nection with  compressor  work,  although  it  is  not  to  be  expected  that 
it  would  have  serious  commercial  significance  in  this  connection. 
The  variations  from  the  laws  of  perfect  gases  in  the  case  of  changing 
temperature  of  the  gas  are  of  interest  and  will  be  developed  as  a 
step  in  the  process  of  investigation,  but  this  is  not  a  question  of 
great  commercial  importance  since  temperature  changes  are  very 
slight  and  take  place  slowly  and  at  infrequent  intervals.  The 
isothermal  and  adiabatic  laws  are  the  ones  which  are  of  greatest 
significance  in  this  connection. 

6  As  stated  above,  methane  is  the  element  entering  in  the 
greatest  amount  in  the  composition  of  natural  gas  as  it  occiurs  in  the 
mid-continental  field.  The  composition  of  the  gas  may  be  noted 
by  reference  to  the  tabulation  of  analyses  published  in  The  Journal 
for  May,  1912*.    The  average  of  all  values  shows  that  over  80  per 
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cent  of  the  gas  is  methane,  while  the  amount  of  hydro-carbons  clogely 
associated  with  it  bring  the  total  gas  of  this  general  character  to  over 
90  per  cent  of  the  total.  It  is  probable  that  most  of  the  mechanical 
difficulties  incident  to  liquef  ation  of  gas  during  compression  are  due 
to  the  presence  of  the  heavier  hydro-carbons,  but  with  the  bulk  of  the 
volume  in  all  cases  in  the  form  of  methane  it  is  evident  that  a  study 
of  this  leading  element  is  of  prime  importance.  Because  of  the 
presence  of  the  heavier  gases,  however,  the  natural  gas  under  actual 
conditions  is  to  be  expected  to  vary  from  the  laws  of  perfect  gas  by 
a  still  greater  amount  than  does  methane,  so  that  the  factors  deter- 
mined by  an  analytical  study  of  the  one  element  represents  dif- 
ferences which  are  even  smaller  than  those  appropriate  for  adoption 
in  practice.  If  the  present  discussion  calls  attention  to  the  need 
which  exists  for  more  extended  experimental  study  of  the  whole 
question  of  saturated  vapors  other  than  steam,  the  prime  purpose  will 
be  realized. 

7  It  is  found  at  the  outset  that  information  bearing  upon  the 
physical  properties  of  methane  is  extremely  limited.  All  that  was 
found  is  given  in  the  accompanying  table  of  values  of  the  product  of 
pressure  and  volume  under  varying  temperatures,  according  to  the 
determinations  by  Amagat,  and  values  for  the  specific  heat  by  vari- 
ous authorities.  In  the  tables  of  physical  constants  by  Landolt, 
Bomstein  and  Meyerhoflfer,  specific  heat  under  constant  pressure  is 
given  as  0.5929  for  temperatures  varying  from  18  deg.  to  208  deg. 
cent.  In  the  same  reference,  values  of  0.5915  at  a  pressure  of  1  atmo- 
sphere and  of  0.6919  at  a  pressure  of  30  atmospheres  are  authorized 
by  Lussana.  The  same  authorities,  together  with  other  physical 
chemists,  unite  in  assigning  an  average  value  of  1.315  for  the  ratio 
of  specific  heats  at  constant  pressure  and  constant  volimie.  Another 
set  of  values  is  given  by  Kent  in  his  Mechanical  Engineer's  Pocket 
Book,  this  being  in  the  form  given  below  and  also  treated  at  greater 
length  in  the  appendix,  in  which  the  effect  of  varying  temperatures 
is  provided  for.  The  value  of  the  ratio  as  fixed  by  these  specific 
heats  is  1.235  to  1.24.  Another  value  of  the  ratio  conmionly  used 
by  gas  men  and  employed  in  the  paper  published  in  The  Journal  above 
mentioned  is  1.266.  Considerable  uncertainty  arises  by  reason  of 
these  discrepancies  among  authorities  on  this  question,  and  final 
conclusions  must  of  necessity  be  judged  according  to  the  values  em- 
ployed in  the  preliminary  work.  It  has  been  decided  to  use  the  values 
given  by  Mr.  Kent. 

8  Fig.  1  is  a  graphical  representation  of  the  PV  values  given  in 
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Table  1.  A  study  of  thie  sheet  shows  an  appreciable  variation  from 
the  perfect  gas,  since  for  the  latter  the  PV  values  would  lie  on  hori- 
zontal lines,  this  prckiuct  being  constant  for  constant  temperature. 
Since  the  values  are  plotted  on  a  base  line  representing  pressure  it  is 
clear  that  with  pressure  increasing  to  a  point  far  beyond  those  com- 
mon in  practice,  the  volume  diminishes  more  rapidly  than  would 
the  volimae  of  the  perfect  gas.  This  indicates  at  once  that  in  the 
more  familiar  process  of  expansion  with  lowered  pressure  the  volume 
takes  on  values  proportionately  greater  than  would  the  perfect 
gas,  thus  giving  an  expansion  curve  on  the  usual  pressure-volume 
co-ordinates  which  lies  above  the  standard  perfect  gas  isothermal,  if 


TABLE  1     PHYSICAL  CONSTANTS  FOR  METHANE  GAS* 


PrenurM 

Temperatures 

Meters 

Lb. 

14.7 

29.5 

40.6 

60.1 

79.8 

100.1"  C. 

of 

per 

58.5 

85.1 

105.1 

140.5 

176.0 

212.2°  F. 

Mercury 

8q.  In. 

518.0 

545.0 

566.0 

600.0 

636.0 

672«»  F.  abs. 

30 

580 

2580 

2745 

2880 

3100 

•  •  •  • 

•  •  •  ■ 

40 

773.2 

2515 

2685 

2830 

3060 

3290 

3505 

60 

1160 

2400 

2590 

2735 

2095 

3230 

3460 

80 

1646.4 

2315 

2515 

2675 

2950 

3195 

3440 

100 

1033 

2275 

2480 

2640 

2936 

3180 

3435 

.  120 

2820 

2245 

2465 

2635 

2925 

3180 

3440 

140 

2706.2 

2260 

2480 

2655 

2940 

3190 

3460 

160 

3092.8 

2300 

2510 

2685 

2975 

3220 

3490 

180 

3479 

2360 

2560 

2730 

3015 

3260 

3525 

200 

3866 

2425 

2615 

2780 

3065 

3305 

3575 

220 

4253 

2510 

2690 

2840 

3125 

3360 

3625 

^  By    Landolt,   Bdmstein   and   Meyerhoffer.     Determinations    by   Amagat.     Values  of   PV, 
volume  relative. 


a  common  initial  high  pressure  point  is  taken  for  reference.    This  is 
shown  to  scale  in  Fig.  4. 

9  The  specific  heat  values  are  in  the  form  (a +60-  The  specific 
heat  values  for  constant  pressure  and  constant  volume  are  expressed 
in  the  same  manner,  the  quantity  a  in  the  above  expression  diflfering 
by  a  fixed  amount  for  the  two  cases.  It  is  probable  that  the  values 
thus  given  are  slightly  in  error  because  of  this  constant  diflference, 
since  this  represents  the  work  done  during  a  constant  pressure  change 
accompanying  one  degree  change  in  temperature,  and  the  change  of 
volume  for  such  a  constant  pressure  change  is  shown  in  Fig.  5  to  be 
represented  by  a  curve  rather  than  by  a  straight  line.  The  error 
involved  is  extremely  small  and  it  would  not  seem  expedient  to  go 
back  of  the  records  in  this  connection  at  the  present  time.  It 
should  be  said,  however,  that  the  uncertainty  as  to  the  values  of 
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specific  heat  is  a  matter  of  far  greater  importance  in  the  actual  hand- 
ling of  natural  gas  than  it  is  in  connection  with  a  discussion  of  pure 
methane.  Natural  gas,  as  has  been  stated  before,  carries  many 
other  elements,  these  often  being  actual  particles  of  liquid,  and  any 
attempt  to  use  measuring  devices  which  involve  a  knowledge  of 
specific  heat  values  is  subject  to  serious  and  uncertain  error. 

10  The  form  in  which  the  tabular  data  for  values  of  PF  occurs 
necessitates  a  somewhat  complicated  method  for  reducing  the  quan- 
tities to  a  standard  basis.  The  volumes  are  given  on  a  relative  basis, 
making  it  necessary  to  deduce  from  the  values  given,  the  values  of 
PV  at  standard  atmospheric  pressure  and  at  the  temperature  of 
freezing  water,  in  order  to  determine  the  mass  of  the  gas  dealt  with 
and  make  it  possible  to  express  values  on  the  basis  of  unit  weight. 
In  carrying  out  this  process  a  difficulty  was  encountered  because  of 
the  fact  that  the  values  given  are  for  high  pressures  only.  This  made 
it  necessary  to  extend  the  curves  in  Fig.  1  outside  the  limits  of  the 
observation  values  and  take  therefrom  values  pertaining  to  a  lower 
pressure.  The  points  indicated  in  Fig.  1  representing  the  regular 
observations  are  so  well  distributed,  however,  that  no  hesitation  is 
felt  in  continuing  the  curves  to  a  point  where  values  for  the  pressure 
of  150  lb.  are  measured.  Cross  curves  for  constant  pressure  were 
then  constructed  as  shown  Fig.  2,  values  of  PV  being  plotted  on  a 
basis  of  temperature.  These  curves  develop  in  a  very  consistent 
manner  so  that,  as  before,  no  hesitation  is  felt  in  extending  them  the 
short  distance  necessary  in  order  to  establish  a  set  of  values  at  32  deg. 
fahr. 

11  With  the  set  of  values  of  PF  established  in  Fig.  2  for  pres- 
sures of  150  lb.  to  2000  lb.,  the  single  constant  temperature  curve 
shown  in  Fig.  3  is  drawn  on  a  scale  double  that  employed  in  Fig.  1. 
The  points  which  established  this  curve  are  seen  to  conform  perfectly 
to  the  law  of  change  and  the  curve  is  extended  to  the  standard  pres- 
sure of  14.7  lb.  per  sq.  in.  Since  the  density  of  methane  at  this 
pressure  and  temperature  is  well  established  at  0.04464  lb.  per  cu.  ft., 
the  PV  value  of  2690  gives  0.05674  lb.  of  gas  for  the  weight  which 
was  used  by  the  experimenter  in  his  work.  Knowledge  of  this 
weight  now  makes  it  possible  to  express  the  volumes  in  absolute 
units,  although  the  general  accuracy  of  the  various  quantities  which 
result  from  a  comparative  study  of  the  data  does  not  depend  upon  a 
knowledge  of  the  absolute  weight.  While  it  is  true  that  the  exten- 
sion of  curves  outside  of  the  observed  values  taken  in  successive 
steps  on  these  three  preliminary  diagrams  is  subject  to  some  error. 
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it  is  true,  nevertheless,  that  the  curves  thus  extended  are  of  slight 
curvature  and  of  a  character  well  established,  both  by  the  actual 
points  fixed  from  the  given  data  and  by  a  general  knowledge  of  the 
character  of  values  under  consideration,  and  it  is  not  believed  that 
sensible  error  results  from  this  method  of  extrapolation. 

12  The  next  step  is  the  laying  off  of  the  isothermal  curves  in 
Fig.  4.  Of  these  curves  those  for  temperatures  of  212  deg.  fahr.  and 
L05  deg.  fahr.  respectively  are  at  the  original  temperatures  of  ob- 
servation. The  third  one  at  32  deg.  fahr.  is  established  by  the  ex- 
tiension  of  curves  in  previous  diagrams  already  referred  to.  Com- 
parison of  the  '212  deg.  curve  with  an  equilateral  hyperbola  drawn 
from  the  point  of  highest  pressure  on  the  curve  shows  that  there  is  a 
noticeable  variation.  The  gas  fails  to  conform  to  Boyle's  law  by  an 
amount  which  is  of  significance  when  a  considerable  range  of  pressures 
is  involved.  As  shown  by  the  calculations  in  the  appendix,  a 
calculation  of  the  equivalent  volume  at  atmospheric  pressure,  for  a 
quantity  of  gas  flowing  in  a  line  under  300  lb.  absolute  pressure,  if 
made  in  accordance  with  Boyle's  law,  produces  an  error  of  4  per  cent. 
This  is  an  item  of  considerable  significance  when  large  quantities  of 
gas  are  being  handled  and  it  is  much  more  than  the  observational 
error  considered  as  permissible  in  engineering  work.  Expressed 
mathematically  by  an  equation  of  the  form  PF"  =  constant.  These 
isothermal  curves  give  a  value  of  n  of  approximately  0.99. 

13  Cross  curves  from  the  isothermals  of  Fig.  4  give  the  two  series 
of  constant  pressure  and  constant  volume  lines  of  Fig.  5.  Since  all 
of  the  work  with  natural  gas  is  carried  on  at  temperatures  between 
32  d^.  and  212  deg.,  it  is  not  necessary  to  go  outside  of  the  limits 
set  by  the  three  points  for  each  of  the  curves  drawn  on  Fig.  5.  These 
curves  have  been  extended  to  their  intersections  with  the  tempera- 
ture axis,  but  these  extensions  indicate  simply  the  general  behavior 
of  the  gas  under  the  assumption  that  the  laws  of  change  within  the 
indicated  temperature  limits  would  remain  constant,  and  they 
are  not  employed  for  any  subsequent  calculations.  It  will  be  ob- 
served that  these  lines  are  slightly  curved,  with  both  pressure  and 
volume  diminishing  more  rapidly  than  would  perfect  gas  under  the 
diminishing  temperature.  A  perfect  gas  would  give  straight  lines 
passing  through  the  zero  of  coordinates  in  all  of  these  cases.  As  a 
matter  of  general  interest  the  following  equations  of  relationship 
between  temperature  and  pressure  at  constant  volume,  and  between 
temperatiu-e  and  volume  under  constant  pressure  have  been  deter- 
mined.    In  doing  this  a  right  line  has  been  drawn  in  place  of  the 
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curve  in  each  case,  this  line  being  so  placed  as  to  pass  through  the 
points  fixed  for  32  deg.  and  212  deg. 

Equation  for  Constant  Pressure 


p  = 

501b., 

r-    75.4  F 

p  = 

100  lb., 

r  «  152.5  F 

p  = 

200  lb., 

r  =  280  F+50 

p  = 

300  lb.. 

r  =  427  F+50 

p  = 

400  lb.. 

r  =  539  F+80 

p  = 

5001b., 

r  =  584  F+150 

Equi 

ltion  for  Constant  Volc 

V  = 

2,     T 

=  2.87  P+40 

F  = 

4,     T 

=  6.51  P-50 

V  = 

6,     T 

=  8.80P 

F  = 

8,     T 

=  12.0  P 

V  = 

10,     T 

=  15.2  P 

14  In  the  determination  of  the  exponent  in  the  equation  repre- 
senting an  adiabatic  expansion,  the  temperature-entropy  method 
has  been  resorted  to.  It  is  assumed  that  one  pound  of  the  gas  at  a 
temperature  of  32  deg.  fahr.  is  heated  at  constant  volume  to  some 
higher  temperature,  numerical  calculations  being  made  for  212  deg. 
and  105  deg.  respectively.  From  this  maximum  temperature  in 
each  case  the  gas  is  assumed  to  expand  adiabatically  until  its  pressure 
has  fallen  to  the  original  pressure.  The  temperature  existing  at  the 
end  of  the  expansion  is  found  by  assuming  that  the  gas  starts  again 
from  32  deg.,  being  heated  under  constant  pressure  until  the  entropy 
increment  equals  that  found  for  the  first  calculation  under  constant 
volume.  This  combination  of  processes  is  shown  in  the  left  hand 
portion  of  Fig.  6,  where  the  adiabatic  expansions  are  represented  by 
the  vertical  constant  entropy  lines  A — B  and  C — D,  At  the  initial 
32  deg.  point  the  volume  may  be  assumed  at  any  desired  value,  the 
pressure  being  found  for  any  volume  from  data  on  density  at  32  deg. 
or  from  Fig.  6,  when  a  fixed  weight  of  gas  is  under  consideration. 
On  the  right  hand  portion  of  Fig.  6  four  isothermal  curves  at  the 
temperatures  fixed  by  the  entropy  calculation  have  been  drawn,  and 
adiabatics  drawn  in  accordance  with  the  expansion  between  the  two 
pairs  of  isothermals.  The  adiabatics  A — B  and  C — D  are  thus  estab- 
Ished  by  assuming  the  initial  volume  of  gas  to  be  2  cu.  ft.  per  lb., 
and  the  adiabatics  A' — B'  and  C — D'  are  established  by  assuming 
the  initial  volume  to  be  4  cu.  ft.  per  lb.  As  noted  in  the  table  of 
values  on  Fig.  6,  the  values  of  the  exponent  n  are  close  to  1.17. 
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Small  variations  from  this  value  are  of  no  significance,  although  the 
small  value  pertaining  to  the  high  pressure  and  temperature  may 
indicate  Eiome  variation  in  this  direction.  A  complete  investiga- 
tion of  this  characteristic  of  the  gas  would  include  many  more  de- 
terminations than  these  which  are  recorded,  but  it  is  not  the  purpose 
of  the  writer  at  this  time  to  fix  nimierical  values  for  extreme  condi- 
tions. Elnough  is  given  to  establish  the  fact  that  the  exponent  has  a 
value  markedly  below  the  ratio  of  specific  heat.    In  much  of  the 

work  in  which  this  quantity  enters  it  is  in  the  form  of .    Using 

n 

a  value  of  1.17  in  this  combination  the  value  becomes  0.145,  while  a 
value  of  1.235  would  give  0  19.  A  value  of  exponent  1.266,  com- 
monly employed  in  natural  gas  calculations,  would  give  this  com- 
bination form  a  value  of  0.21.  From  this  it  is  seen  that  in  the  form 
in  which  this  quantity  enters  into  much  of  the  engineering  work 
the  use  of  specific  heat  ratios  involves  an  error  of  30  to  50  per  cent. 
15  These  laws  and  coefficients  pertaining  to  methane  as  a 
single  gas  indicate  the  necessity  for  more  extended  work  upon  this 
and  other  hydro-carbon  gases  which  are  of  importance  in  the  in- 
dustries. Important  experiments  are  already  under  way  which  are 
likely  to  throw  additional  light  on  the  behavior  of  natural  gas 
flowing  through  orifices,  and  many  others  should  be  undertaken  in 
our  laboratories  for  the  determination  of  specific  heat  and  other 
direct  factors.  Probably  the  most  serious  problem  is  that  of  measure- 
ment of  volumes.  Business  men  are  no  longer  satisfied  with  results 
involving  errors  of  3  or  4  per  cent.  Tabulations  of  correction  factors 
for  the  purpose  of  modifying  results  obtained  by  the  use  of  the  simple 
laws  of  Boyle  and  Gay  Lussac  should  be  compiled,  but  this  should 
not  be  done  on  the  basis  of  the  inco  mplete  data  now  existing,  even  if 
methane  were  the  only  gas  involved.  The  work  represented  in  this 
paper  is  but  the  beginning,  and  its  prime  function  is  to  give  emphasis 
to  the  need  for  scientific  investigation  of  the  actual  gas  employed  in 
conunerce. 

APPENDIX 

Calculation  to  Change  from  PV  Relative  Values  to  Specific  Volumes 

16  By  the  sucoeBsive  steps  indicated  in  Figs.  1,  2  and  3  the  value  of  PK  at 
14.7  lb.  pel  sq.  in.  and  32  deg.  fahr.  is  found  to  be  2690.  At  this  standard  pressure 
and  temperature  the  weight  of  methane  per  cu.  ft.  is  0.04464  lb.  From  the  figures 
thevefore 
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PV  -2690 

2690 


14.7X144 


=  1.271  units 


If  now  we  assume  that  the  unit  is  the  cubic  foot, 

Weight  of  gas  »  1.271  X0.04464  -  0.05674  lb. 

17  It  is  dear  that  any  other  unit  of  volume,  such  as  the  liter,  could  be 
assumed  and  a  different  weight  found,  but  the  only  purpoee  of  deriving  a  weight 
is  to  express  volume  quantities  on  a  specific  basis. 

18  With  this  base  established  the  isothermal  curve  is  derived  as  follows. 
At  the  temperature  of  565  deg.  absolute  or  105  deg.  fahr.  from  Figs.  1  and  2, 
the  values  of  PV  are  read 

At  20  lb.  pressure,  PV  =  3054 
At  100  lb.  pressure,  PV  =  3028 
At  200  lb.  pressure,     PV  -  2992 

19  It  follows,  then,  that 

3054 
F at  20 lb.,  =  ,,,     ^    ^  ^^^^,  =  19.06  cu.  ft. 
'       144X20X0.05674 

for  1  lb.  weight,  and  similarly  for  all  desired  pressures  and  temperatures. 

Variations  fbom  Botle'b  Law 

20  The  equation  of  the  isothermal  curves  in  Fig.  4  is  found  as  follows: 
For  the  curve  at  672  deg.  abs. 

When  P  =  600  lb.,     V  =    0.72  cu.  ft. 
P  -    20  lb.,     V  =  22.15  cu.  ft. 

21  For  an  equation  of  the  usual  form,  written  for  two  points  on  a  pol3rtn>ine 
curve 

PiFi"'  «  PiFt" 
From  this 

log  Pi -log  P, 
log  F,-log  Fi 

Using  values  on  curve  for  672  deg., 

^      log  600 -log  20 
log  22.15 -log  0.72 
=  0,992 

22  For  different  ranges  of  pressure  and  temperature  the  value  varies  from 
about  0.98  to  0.995.  What  the  variations  may  mean  to  the  practical  gas  man  is 
shown  in  the  following  calculation :  Suppose  an  amount  of  gas  is  sold  by  measme- 
ment  in  a  pipe  line  imder  a  static  pressure  of  300  lb.  absolute,  the  amount  being 
such  that  an  actual  volume  of  1,000,000  cu.  ft.  passes  the  measuring  mechanism. 
Under  the  usual  contract  the  price  is  fixed  per  cubic  foot  at  some  stated  pressure 
at  or  near  atmospheric.  We  will  assume  this  to  be  14.7  lb.,  and  that  the  tem- 
perature at  the  measuring  point  is  the  same  as  the  standard.  With  the  usual 
method  of  calculating  equivalent  volume  we  would  have 
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300 
Volume  at  14.7  -  1,000,000  X:^=  20,410,000  cu.  ft. 

14.7 

With  correct  values  taken  from  isothermal  for  32  deg.  fahr., 

Volume  at  14.7  =  1, 000,000  Xv^-=  21,270,000  cu.  ft. 

1 .053 

Error  =  100  (  1  -  — ^-  )  =  4.03  per  cent. 
V        21270/ 

At  rate  of  18  cents  per  thousand  cu.  ft.  this  means  a  loss  of 

0.18X-^^f^^X0.0403  -  $16.43 

23  It  may  be  noted  in  passing  that  in  purchasing  gas  measured  at  high 
pressure,  and  selling  it  at  a  measurement  made  at  low  pressure,  there  is  a  gain 
in  volume  to  the  handling  company,  if  Boyle's  Law  is  applied  in  the  calculation  of 
equivalent  vohunes. 

Sfbcitic  Heat  and  Calculation  op  Entropy 

24  Discrepancies  among  authorities  as  to  values  of  specific  heat  and  of  the 
ratio  of  the  two  standard  specific  heats  have  been  noted  in  the  paper.  The  values 
given  by  Kent  are: 

P'or  constant  pressure,  0.608+0.0000748  t 
and 

For  constant  volume,  0.491+0.0000748  t, 
these  being  in  centigrade  units.    Changing  to  the  fahrenheit  scale,  0.0000748 
becomes  0.00004155.    At  150  deg.  fahr.  the  values^become  0.6142  and   0.4972 
respectively,  and  the  ratio  1.235. 

25  In  calculating  entropy  we  have,  designating  entropy  by  E,  and  increase 
in  entropy  by  AE: 

dH 
AE 


But 

Hence 

and 


dH^{Sp.m.)dt 

=  (0.491  +0.00004155  0  d  t 

t  B  (T— 492),  it  beuig  temperature  above  freezing. 

dH  =  (0.491+0.00004155  T -0.00004 155 X 492)  d< 

T 

r 

AE  =  (0.491-0.00004155X492) 

-  0.4706  loge  -^  +0.00004155  (T-To) 
Taking  values  for  the  gas  being  heated  from  32  deg.  to  212  deg.  fahr.  we  have 
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^E  =  0.4706  loge  ^+0.00004155  (672-492) 

=  0.1543 
For  the  heating  process  at  constant  pressure,  where  AE  must  be  the  same, 

T 
0.1543  =  0.5876  loge  tt^ +0.00004155  (7-5492) 

26  No  direct  solution  for  T  is  feasible,  but  by  assuming  successive  valoes  of 
T  and  solving  for  AE  a  series  of  points  was  found  to  establish  a  curve  from  wfaidi 
it  is  found  that  634  deg.  is  the  temperature  which  gives  a  value  of  0.1543  for  AJ?. 

DISCUSSION 

Cabl  Smerling  called  attention  to  an  interesting  point  in  con- 
nection with  the  heavier  ends  to  the  deposit  in  the  pipe  lines.  He  had 
been  at  work  on  a  proposition  of  using  those  ends  for  the  liquefying 
of  gas,  for  gas  production  in  town  plants  through  the  middle  west  and 
referred  to  one  at  Sibley,  la.,  which  uses  liquefied  gas  at  a  Bonnet 
gravity  of  86  per  cent.  His  company  had  made  a  special  distilling 
process  for  this  gasoline  which  was  a  casing  head  or  common  gas  pro- 
cess. In  distilling  this  product,  they  have  been  able  to  reduce  the 
precipitate  or  residue  on  a  cold  process  to  approximately  8  per  cent, 
where  with  the  old  process  of  using  casing  head  gasoline  at  86 
Bonnet,  there  would  have  been  a  residue  of  possibly  30  per  cent;  the 
latter  would  necessitate  the  emptying  of  the  drip  tanks  weekly,  whereas 
with  the  new  process  it  had  not  been  done  inside  of  four  months.  He 
mentioned  another  plant  in  Pleasantville,  la.,  where  a  similar  plan 
has  been  used.  The  Sibley  plant  is  a  pipe  line  system  of  about 
ten  miles. 

The  Author,  in  repljdng,  said  that  the  troubles  from  condensa- 
tion referred  to  are  not  very  serious  so  far  as  transmission  is  concerned. 
He  stated  that  in  the  transmission  of  natural  gas  by  compressors,  it 
is  not  at  all  uncommon  to  have  the  liquid  of  condensation  dripping 
out.  By  this  it  is  not  meant  that  methane  ^sls  changes  to  gasoline, 
but  other  gases,  most  of  them  of  the  paraffine  group,  which  are  pres- 
ent in  the  natural  gas,  will  liquify  under  certain  conditions.  He 
stated  that  certain  chemical  changes  are  going  on  continually,  it 
having  been  found  in  laboratory  work  that  the  chemical  values  are 
changing  back  and  forth,  either  under  heat  treatment  or  under  the 
varjring  pressure  treatment. 

Natural  gas  in  the  mid-continental  field  differs  so  widely  in  compo- 
sition that  certain  wells  are  said  to  yield  "casing-head"  gas,  and  from 
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this  gas  the  production  of  gasoline  has  developed  into  a  business  of 
considerable  magnitude.  The  element  undergoing  real  change  is 
C^S^,  this  being  broken  up  so  that  a  portion  of  it  reappears  as  CH^ 
in  the  gas  remaining,  wliile  another  portion  is  liquefied  and  so  appears 
as  a  unit  higher  up  in  the  series. 

In  the  gas  as  it  is  transported  in  the  lines,  there  are  considerable 
quantities  of  C^He  and  possibly  still  heavier  vapors,  so  that  variations 
from  perfect  gas  laws  become  noticeable.  In  certain  trial  determina- 
tions^ a  variation  of  10  per  cent  from  Boyle's  law  has  been  observed 
within  pressure  limits  conmion  in  practice. 
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THE  CLINKERING  OF  COAL 

By  Lionxl  8.  Masks,  Cambbidgs,  Mass. 
Member  of  the  Sodety 

The  specifications  for  coal  in  general  use  at  the  present  time 
are  irrational  because  they  include  some  items  which  are  not  of  im- 
portance and  do  not  include  others  which  are  of  great  importance. 

2  The  useful  items  in  modem  specifications  are  the  heat  of  com- 
bustion of  the  coal  and  its  water  and  ash  content.  A  knowledge  of 
the  water  and  ash  content  is  necessary  to  permit  calculation  of  the 
cost  of  handling  inert  matter  when  firing  the  coal  and  when  disposing 
of  the  ashpit  refuse.  In  addition,  the  amount  of  moisture  in  the 
coal  when  fired  must  be  known  to  permit  calculation  of  the  heat  lost 
in  vaporizing  it.  The  volatile  content  of  coal  has  an  indirect  interest 
in  indicating  its  general  natiu*e  but  does  not  give  any  definite  in- 
formation about  burning  qualities.  The  sulphur  content  has  gen- 
erally been  included  in  coal  specifications  with  clinkering,  spontane- 
ous combustion  or  corrosion  in  view.  The  connection  of  sulphur 
with  clinkering  or  with  spontaneous  combustion  of  the  coal  is  not 
definitely  substantiated  by  experience  or  by  special  experiment, 
while  it  is  certain  that  the  sulphur  fumes  do  not  attack  metals  under 
the  conditions  of  boiler  operation. 

3  The  important  things  about  which  specifications  give  no  in- 
formation are  (a)  as  to  the  burning  qualities  of  the  coal  (free  burning 
or  dead,  caking  or  non-caking,  etc.)  and  (b)  the  clinkering  charac- 
teristics of  the  ash. 

4  There  is  a  growing  feeling  among  large  coal  users  that  the  very 
important  matter  of  clinkering  ought  to  be  taken  care  of  in  some  way 
when  making  contracts  for  coal,  and  it  is  frequently  suggested  that 
specifications  ought  to  include  the  melting  temperature  of  the  ash 
as  this  has  generally  been  assumed  to  determine  the  amount  of  clinker 
formed.  A  number  of  investigations  have  been  made,  or  are  being 
made  on  this  subject,  and  much  valuable  information  should  now  be 
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available.  It  is  in  the  hope  of  bringing  out  this  information  tiitt 
this  paper,  embodying  the  results  of  certain  teste  by  the  writer, 
is  presented. 

5  Before  the  subject  of  clinkering  can  be  put  upon  a  satisfactoi}' 
basis,  two  kinds  of  measiu^raent  are  necessary;  (a)  the  determination 
of  the  extent  to  which  the  clinkering  of  a  given  coal  is  objectionable 
in  actual  use,  and  (fr)  the  determination  by  a  laboratory  test  of  some 
characteristic  of  the  ash  which  indicates  the  objectiouableness  of  the 
clinkering. 

6  The  important  fact  about   clinkering  is  not   so   much  the 
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total  weight  or  volume  of  clinker  formed,  as  the  kind  of  clinker. 
Some  clinkers  give  very  little  trouble  and  are  not  puirticularly  ob- 
jectionable even  when  present  in  large  amount.  This  is  especially 
true  of  such  clinkers  as  are  non-adherent,  easily  broken  up  and  easily 
removed.  On  the  other  hand,  a  small  quantity  of  clinker  which 
forms  a  pasty  mass  with  the  surrounding  coal,  or  which  runs  on  to  the 
grate  and  freezes  there  as  a  strongly  adherent  but  thin  sheet,  gives  a 
very  great  deal  of  trouble  and  diminishes  both  the  capacity  and  effi- 
ciency of  a  boiler  considerably. 

7  It  is  probable  that  the  only  reliable  basis  at  present  for  de- 
termining the  " objectionableness"  of  the  clinker,  is  the  judgment  of 
fireroom  observers.  The  writer  has  attempted  to  get  a  quantitative 
measurement  by  sifting  the  ashpit  refuse  into  a  number  of  selected 
sizes.  In  tests  made  with  a  Murphy  stoker  equipped  with  the  usuiU 
ciinker-breaker,  the  coals  which  gave  most  trouble  were  found  to 
have  the  lowest  percentage  of  smallest  size  clinker  (less  than  1  in.), 


and  the  highest  percentage  of  the  largest  size  clinker  (greater 
than  2  in.)>  The  differences  between  the  percentages  of  the 
different  eises  for  good  and  poor  coals  is  but  small,  so  that  the  method 
cannot  be  relied  on.  These  observations  have,  however,  been  used 
to  confirm  the  judgment  of  the  fireroom  observers. 

8  The  only  kind  of  laboratory  test  on  coal  ash  which  would  seem 
to  be  of  any  real  value  in  indicating  the  probable  extent  and  character 
of  the  clinkerii^  of  a  coal  in  actual  use,  is  one  in  which  the  ash  is 
subjected  to  such  temperature  as  will  cause  it  to  melt  either  wholly 
or  in  part.  A  number  of  attempts  have  been  made  to  determine  the 
melting  temperature  of  an  ash  from  its  chemical  analysis,  but  none 
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of  these  attempts  has  hern  satisfactory,  nor  ilu<^  it  seeiii  probable 
(as  pointed  out  earlier  by  the  writer')  that  this  method  will  ever  be 
avfulable  in  view  of  the  great  romplpxityof  the  chemical  constitution 
of  coal  ash. 

9  That  valuable  indications  may  hv  (ibtained  froiTi  a  kn()wl«lge 
of  the  iron  and  sulphur  content  of  the  coal  or  of  its  ash,  h  suggested 
by  some  recent  tests  of  Palinenburg*  which,  as  [tointcd  out  by  Ber- 
gwyn,*  appear  to  show  the  following  results: 

a  An  ash  containing  loss  than  10  per  cent  of  iron  oxide 
(FeaOa)  does  not  fuse  at  a  temperature  below  2550  deg. 
fahr.;  an  ash  containiiij;  more  than  20  per  cent  does  not 
fuse  at  a  temperature  aliove  2550  dcg.  fahr.;  for  an  ash 
containing  between  10  and  20  per  cent  the  fusing  tem- 
perature varies  widely. 

'Engineering  Newi,  D«c.  8,  1910. 

'JoumtJ  of  Indiutrial  and  Enginoeting  Chemistrr,  April  1914. 

•Joornal  of  Indiufarial  and  En^eering  Cbemietry,  Augoet  1814. 
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A  coal  containmg  leea  than  1  per  cent  of  aulphur  does  not 
fuse  at  a  temperature  below  2550  deg.  fahr.;  a  coal  coit- 
tainii^  more  than  2  per  cent  does  not  fuse  at  a  tempoi- 
ture  above  2550  deg.  fabr.;  for  a  coal  containing  betweoi 
1  and  2  per  cent  the  fusing  temperature  varies  widely. 

A  coal  containing  less  than  3  per  cent  of  iron  oxide  pltu 
sulphur  does  not  fuse  below  2550  deg.  fahr.,  and  a  ood 
contuning  more  than  3  per  cent  does  not  fuse  above  2550 
deg.  fahr. 
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The  observations  on  which  these  conclusions  are  based,  are  plotted 
in  Figs.  1,  2  and  3. 

10  The  determination  of  melting  temperatures  of  coal  ash  it 
attended  with  many  difficulties,  the  most  important  of  which  is  in 
the  definition  of  the  melting  temperature.  When  a  coal  asb  is 
heated  slowly,  that  one  of  its  constituents  which  is  the  most  fumble 
will  be  the  first  to  melt.  Its  effect  upon  the  rest  of  the  ash  will 
depend  upon  three  factors:  (o)  the  amount  of  that  constituent; 
(ft)  its  viscosity  when  melted;  and  (c)  its  chemical  reaction  on  the 
remaining  constituents.  If  there  is  much  of  this  constituent  tlw 
ash  will  become  Quid  to  an  extent  which  depends  upon  its  viscon^- 
If  the  molten  part  is  small  in  amount  but  very  fluid,  it  may  separate 
from  the  rest.    With  certain  constituents,  a  eutectic  may  be  fonned 
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whose  melting  temperature  has  but  little  relation  to  the  melting  tem- 
peratures of  the  constituents. 

11  The  best  method  of  determining  the  extent  to  which  melting 
has  gone  on  at  any  given  temperature,  is  probaby  that  which  has 
been  used  so  successfully  by  the  Geophysical  Laboratory  at  Wash- 
ington. 'In  this  method  a  small  mass  of  the  ash  is  kept  at  the  desired 
temperature  for  a  time  sufficient  to  insure  that  the  melting  cor- 
responding to  that  temperature  is  complete.  The  melt  is  then 
quenched  and  a  thin  section  of  it  is  examined  under  the  microscope. 
The  following  tests  (Table  1)  which  were  made  for  the  writer 
through  the  kindness  of  Dr.  Arthur  L.  Day,  director  of  the  labora- 
tory, indicate  the  kind  of  information  which  is  obtainable  in  this 
manner.    The  melting  and  quenching  took  place  in  contact  with  air. 

TABLE  1  FUSION  TESTS  AT  THE  GEOPHYSICAL  LABOBATORY. 

Ash  No.  1,  Fbb.  3,  1014. 


Temp.  (deg.  oent.) 

Time.  Hr. 

Condition  of  Charge 

1800 
1800 
1400 
IfiOO 

H 

1 

H 
H 

Original  not  changed  but  for  trace  of  glaas 
Original  not  changed  but  for  trace  of  glaaa 
76  per  cent  (viaoous) 
90  per  cent  glaas  (quite  fluid) 

Ash  No.  2.  Fbb.  10, 1014. 

1800 
1800 
1400 
1600 

H 
1 

H 
H 

Original  not  changed  but  for  trace  of  glaas 
Original  not  changed  but  for  trace  of  glaas 
90  per  oent  glaas  (viscous) 
All  glass  (quite  fluid) 

12  This  method,  while  it  is  probably  the  best  available  for 
actual  determination  of  the  extent  to  which  melting  has  occurred  at 
any  given  temperature,  may  not  be  the  most  valuable  for  the  de- 
termination of  the  clinkering  characteiistics  of  an  ash. 

13  There  is  another  factor  of  great  importance  in  connection 
with  the  behavior  of  molten  coal  ash,  namely,  its  viscosity.  A  satis- 
factory laboratory  test  for  clinkering  should  indicate  viscosity  as  well 
as  melting  temperature.  The  only  method  which  has  been  used  to 
any  extent  for  this  purpose,  is  really  an  imperfect  method  of  de- 
termining the  temperature  at  which  the  material  has  a  standard 
viscosity.  This  is  accomplished  by  heating  the  material  in  the  form 
of  a  Seger  cone  of  standard  dimensions,  at  a  standard  rate,  until 
it  has  bent  to  some  standardized  final  form.  The  cone  has  usually 
been  set  up  vertically.  The  rate  of  rise  of  temperature  is  usually 
taken  as  2  deg.  cent,  (or  4  deg.  fahr.)  per  minute,  and  the  melting 
temperature  is  taken  as  that  at  which  the  tip  of  the  cone  touches  the 


ISE    CUNKERINO   OF  COAL 


i^ 


11 

II 


J- 
l-i; 


I 
i 


I  I  ■  I  I  I il; 

■<  m  b  Q  ig  k  O  b  g 


LIONBL  8.   MABKS 


809 


The  temperature  in  the  Meker  furnace  was  read  by  a 
Le  Chatelier  pyrometer  which  showed  close  agreement 
both  with  the  Fery  pyrometer  and  with  the  indications  of 
Seger  cones.  Table  3  gives  the  melting  temperatures 
observed  in  the  two  furnaces.  The  cones  were  in  all 
cases  vertical.  The  dates  are  those  on  which  the  coal 
(from  which  the  ash  sample  was  obtained)  was  burned 
under  a  boiler  as  described  later.  It  will  be  seen  that 
the  temperature  difference  ranged  from  120  deg.  to  255 
deg.  cent.  (260  deg.  to  459  deg.  fahr.).  It  should  be 
noted  also  that  even  the  order  of  fusibility  was  changed 
in  some  cases  when  the  atmosphere  is  changed,  and  that 
the  lower  the  fusing  temperature  in  an  oxidizing  at- 


^  3    INFLUENCE  OF  ATMOSPHERE  ON  THE  MELTING  TEMPERATURE  OF 

ASH  CONES 


Melunq  Tsmperaturb  Deo. 

Cent. 

Date 

Reducing  Atmosphere 

Oxidiung  Atmosphere 

Difference  Deg  Cent. 

Feb.     3 

1560 

1430 

130 

4 

1580 

1410 

170 

5 

1580 

1410 

170 

6 

1605 

1390 

215 

10 

1620 

1380 

240 

13 

1635 

1440 

195 

Mch.  3 

1505 

1440 

155 

5 

1620 

1365 

255 

11 

1580 

1400 

180 

13 

1610 

1445 

165 

17 

1620 

1500 

120 

mosphere  the  greater  is  the  increase  in  fusing  temper- 
ature when  changing  to  a  reducing  atmosphere. 

There  can  be  no  question  as  to  which  of  these  two  tem- 
peratures should  be  accepted  since  the  atmosphere  in  a 
boiler  furnace  is  always  oxidizing.  It  is  of  prime  impor- 
tance that  the  cone  should  be  surrounded  by  an  oxidizing 
atmosphere.  In  Table  2  the  results  from  the  laboratory 
Boston  B  were  obtained  in  a  carbon  tube  resistance  fur- 
nace  and  presumably,  therefore,  in  a  reducing  atmosphere. 
This  would  account  for  the  consistently  high  results  from 
that  laboratory. 
Size  of  Cone.  The  size  of  cone  has  an  influence  which  is 
different  for  different  materials.  With  Seger  cones  the 
difference  is  negligible.     For  example,  a  No.  16  Seger 
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cone  (17  mm.  base,  70  mm.  high)  placed  horizontally, 
has  a  melting  temperature  (initial  and  final  bending) 
of  1355  to  1410  deg.  cent.;  when  molded  into  the  standard 
size  of  Seger  cones  of  higher  fusing  temperature  (8  mm. 
base,  30  mm.  high),  the  result  is  1355  to  1420  deg.  cent. 
The  size  of  cone  adopted  in  the  writer's  tests  was  11  ram. 
base  and  52  mm.  high.  The  ash  of  March  24  testt^i 
horizontally  in  a  cone  of  this  size  gave  melting  tempera- 
ture 1425-1450  deg.  cent.;  in  a  13  mm.  base,  57  ram. 
high  cone,  the  temperature  was  1400-1430  deg.  cent.  .\s 
K  to  be  expected,  the  larger  cones  show  a  lower  melting 
t<«nperature  but  the  difference  is  not  great. 


TABLE  *    30!:^  2>VK  i»F  I'OSITION  OF  CONE  ON  MELTING  TEMPERATIRE 


Ttan 


MklLriNU  TKMPKRATirRE  DkO.  CenT. 

VertioHl  Coup  horizontal  Cone 


Differonce 
Deg.  C«nt. 


« 

1430 
1410 

1306 
1400 

35 

10 

i 

1410 

1400 

10 

1 

1390 

1380 

10 

11 

i;iso 

1370 

10 

* 

»: 

1440 

1395 

45 

* 

1440 

1420 
1370 

20 
5 

UM) 

1380 

20 

»• 

1145 

1395 

50 

1  «iM>' 

1470 
t;toO 

1  \:*i 

1450 

i:^) 

1420 

20 
5l» 
30 

.^*o£?*'n'«  of  i\*fu\  The  melting  temperature  (complete 
:viuim>;^  o(  u  horizontal  cone,  is  always  less  than  for  a 
wiiu'^i  roiu\  as  shown  by  Table  4.  The  difference  varies 
vvn-^dorublv  anil  is  less  with  the  more  fluid  melt^.  The 
sviu*."*  ol*  Miirch  n  or  February  10  showed  a  particulariy 
th»ul  luoU. 

\.h«iM  ♦:'  titndtr.  The  ash  is  usually  mixed  with  a  10  pr 
is^nx  ^»Uilio!i  of  dextrin  before  mohling  into  conw.  It 
%vr4.x  Kuiiid.  hi»\vi»Yer,  that  water  alone  was  satisfactor>'  if 
\,W  ^^»lu•^^  ait'  not  ilried  much  before  putting  in  the  fur- 
i»,iv>-  riu'  ort\*i't  of  Hilding  dextrin  is  generally  negligible. 
Uui  'isiMU'iuiu-s  it  increases  the  apparent  fusing 
U'^niH'ifiUnv  v^vmpU'te  bending)  by  as  much  as  10  deg. 
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The  Rate  of  Heating  Ike  Cones  has  a  marked  effect  on  the 
apparent  fuung  temperature.  Any  increase  in  the  rate 
reaults  in  increased  lag  of  the  pyrometer  (I*  Chatelier 
type  with  porcelain  tube),  and  causes  an  apparent  de- 
crease in  the  melting  temperature.  Tests  on  the  ash  for 
February  4  and  February  6  showed  melting  tempera- 
tures (complete  bending)  which  were  40  deg.  and  35  deg. 
cent,  respectively  lower,  with  6  d^.  cent,  increase  per 
minute,  than  with  2  deg.  cent,  increase  per  minute. 

The  Location  of  the  Cone  in  the  furnace  ia  important;  it 
should  be  as  close  to  the  pyrometric  element  as  possible. 


Pio.  5    AsBANOEMBNT  or  Appabatus  used  in  Tests 

The  temperature  at  the  front  of  a  No.  29  Meker  furnace 
was  found  to  Ix-  al)out  20  deg.  cent,  lower  than  that  in 
the  middle  of  the  muffle.  An  additional  door  plate  re- 
duced this  difference. 
g  The  Cone  nmsl  be  Supported  on  materia!  which  is  unaffected 
by  the  highest  temperature  reached  and  which  does  not 
react  chemically  on  the  ash  cones.  Plates  of  fused  quartz 
have  proved  very  satisfactory  in  the  writer's  tests. 
They  have  to  be  supported  in  such  a  way  as  to  permit 
circulation  of  the  gases  below  them  so  that  they  shall 
have  the  same  temperature  as  the  rest  of  the  muffle. 

19  Another  point  of  importance  is  the  complete  incineration  of 
he  ash  before  it  is  made  into  a  cone.  An  appreciable  amount  of 
»rbon  remaining  unbumed  tCTids  to  increase  the  apparent  fusing 
«mperature. 

20  The  arrangement  of  apparatus  finally  used  in  the  writer's 
neets  is  shown  in  Fig.  5.     Holes  were  made  in  the  back  of  the  furnace 
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for  the  insertion  of  the  pyrometer,  and  in  front  for  observation  and 
for  the  insertion  of  a  quartz  tube  through  which  a  stream  of  air  was 
introduced  into  the  muffle  to  ensure  an  oxidizing  atmosphere.  The 
furnace  was  heated  rapidly  to  within  about  200  deg.  cent,  of  the 
expected  fusing  temperatm^e  and  the  rate  was  then  reduced  to  2 
deg.  cent,  per  min.,  and  was  kept  there.  The  observation  hole  was 
plugged  up  except  when  in  use.  Observations  were  made  through 
very  dark  blue  glass  at  23^  min.  intervals.  The  horizontal  cones 
were  supported  only  so  far  as  was  necessary,  for  balance. 

21  In  order  to  find  out  whether  fusing  temperatures  as  deter- 
mined by  the  method  outlined  above,  have  any  relation  to  the 
amount  of  clinker  trouble  experienced  in  burning  the  coal,  a  series 
of  tests  was  carried  out  on  a  boiler  equipped  with  a  Murphy  Stoker 
at  the  L  Street  plant  of  the  Edison  Electric  Illuminating  Company 
of  Boston.  Fourteen  tests  were  made,  each  of  24  hours  duration, 
with  10  different  coals;  5  of  the  tests  were  made  with  one  coal,  and 

1  test  with  each  of  the  9  remaining  coals.  The  conditions  of  all 
these  tests  were  kept  the  same  as  far  as  possible.  Each  test 
started  at  7  a.m.  and  a  load  of  from  150  to  175  per  cent  of  the 
rated  load  was  maintained  until  5  p.m.  when  forced  draft  was  put 
on  and  the  capacity  kept  at  200  to  250  per  cent  of  rated  load  for 

2  hours;  the  capacity  was  then  reduced  to  150  to  175  per  cent  till 
11  p.m.  when  the  fire  was  banked  until  7  a.m. 

22  Table  5  gives  the  results  of  tests  of  the  ash  and  a  statement 
of  the  extent  of  the  clinkering  for  each  of  these  tests. 

23  It  will  be  seen  that  there  is  a  general  relation  between  the 
two  but  that  it  is  not  definite  enough  to  be  of  much  practical  use. 
The  coals  giving  the  three  lowest  fusing  temperatures  (February  10. 
March  5,  April  8)  are  also  those  giving  the  maximum  clinker  trouble. 
Those  ashes  with  a  final  fusing  temperature  of  1400  deg.  cent.  (2552 
deg.  fahr.)  or  higher,  gave  little  trouble,  but  the  ash  of  February  6, 
which  melted  at  1380  deg.  cent.  (2516  deg.  fahr.)  gave  little  trouble, 
while  those  of  February  13  and  March  13  which  melted  at  1395  deg. 
cent.  (2543  deg.  fahr.)  gave  much  trouble.  The  most  troublesome 
clinkers  (February  10,  March  5  and  April  8)  had  final  melting  tem- 
peratures of  1370  to  1375  deg.  cent.  (2498  to  2507  deg.  fahr.)  which  is 
practically  the  same  as  the  temperature  for  the  good  coal  of  Feb- 
ruary 6.  It  would  appear  then,  that  the  final  melting  temperature 
cannot  be  taken  as  a  criterion  in  the  range  from  1380  to  1400  deg. 
cent.  (2516  to  2552  deg.  fahr.)  and  the  inference  is  that  the  uncertain 
region  extends  over  a  still  wider  temperature  range.     It  is  probably 
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ue  that  final  fusing  temperatures  below  1350  deg.  cent.  (2462  deg. 
iir.)  show  a  coal  which  would  give  clinker  trouble  under  the  con- 
itionsof  theL  Street  Station,  and  that  temperatures  above  1420  deg. 
snt.  (2588  deg.  fahr.)  indicate  a  coal  comparatively  free  from  such 
x>uble,  but  further  investigation  would  be  necessary  to  establish 
lat  fact.  The  important  thing,  however,  from  the  point  of  view  of 
>al  specifications,  is  that  the  tests  of  the  ash  of  February  3,  4,  5 
id  6y  when  the  regular  station  coal  was  used  which  gave  a 
linimum  of  clinker  trouble,  yield  results  which  fall  in  the  doubtful 

TABLE  5    MELTING  TEMPERATURE  OF  ASH  AND  FIRE  ROOM  RECORD  OF 

CLINKERING 


Mbltinq  Tbmperaturks 

Dbo.  Cent.  (Fahh.) 

Amount  and  Character 

Date 

of  Clinker 

Initial  and  Final  Bending 

Range 

fb.     3 

1350-1395(2462-2543) 

45  (81) 

Light 

4 

1360-1400  (2480-2552) 

40(72) 

Light 

6 

1360-1400  (2480-2552) 

40(72) 

Light 

6 

1340-1380(2444-2516) 

40(72) 

Light 

10 

1360-1375(2480-2507) 

16  (27) 

Hard,  excessive;  50  per  cent  of  grate 

13 

1350-1305  (2462-2543) 

45  (81) 

Excessive  to  moderate;  large  clinker 

ar.   3 

1370-1420  (2408-2588) 

50(90) 

Not  much  but  very  hard  and  isolated 

5 

1350-1370(2462-2498) 

20(36) 

Excessive;  75  per  cent  of  grate 

11 

1355-1380 (2471-2516) 

26  (45) 

Heavy 

13 

1340-1395(2444-2543) 

55(99) 

Heavy 

17 

1430-1480(2606-2696) 

50(90) 

Light 

24 

1420-1450  (2588-2642) 

30(54) 

Veiy  litUe 

26 

>1500  (     >  2732) 

Light,  hard 

(>r.    8 

1335-1370  (2435-2498) 

35(63) 

Excessive,  very  hard,  18  to  20  in.  in  V 
and  thick 

^on  and  would  therefore  be  rejected  in  coal  specifications  based  on 
ising  temperatures  alone.  Tests  made  at  the  New  York  Ekiison 
Company's  laboratory  on  the  ash  of  the  coal  of  February  3  (see  Table 
)y  gave  a  mean  fusing  temperature  of  1245  deg.  cent.  (2272  deg. 
ihr.)  which  Mr.  J.  P.  Sparrow  reports,  from  the  experience  of  the 
lew  York  Edison  Company,  "would  indicate  serious  trouble  from 
inker  in  commercial  service."  This  remark  applies  to  combustion 
a  a  Taylor  stoker.  It  may  also  be  noted  that  the  tests  (Table  2) 
F  Boston  A  laboratory,  on  the  coals  of  February  3.  and  10,  gave  the 
une  melting  temperature  although  the  former  coal  is  found  to 
ive  negligible  and  the  latter  excessive  clinkering  in  actual  use. 

24  Additional  indications  of  the  liability  to  clinker  trouble  may 
e  obtained  from  the  range  of  temperature  during  bending  and  from 
le  appearance  of  the  bent  cone.  The  cones  of  the  ash  which  gave 
lost  trouble  had  a  very  fluid  constituent  which  ran  down  to  the  tip 
r  the  cone  and  also  upon  the  supporting  plate  and  gave  the  ap- 
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pearance  shown  in  Fig.  6;  those  giving  least  trouble  were  as  in  Fig.  7. 
It  would  api^ear  that  the  most  fusible  constituents  will  separate 
from  the  rest  of  the  cone  when  it  is  very  fluid,  leaving  a  skeleton 
which  does  not  bend  until  its  own  fusing  temperature  is  reached; 
that  is,  with  the  kind  of  ash  which  gives  most  trouble,  the  Seger 
cone  method  fails  as  a  result  of  the  separation  of  the  more  fusible 
from  the  less  fusible  constituents. 

25    It  is  possible  to  accept  the  appearance  of  the  bent  cone  as  a 
partial  indication  of  the  clinkering  behavior,  and  it  may  be  possible 


Fio.  6    Fused  Gone  with  Vekt  Fio.  7    Normal  Fused  Cone 

Fluid  Constituent 

to  predict  the  behavior  of  an  ash  from  that  indication  combined 
with  the  fusing  temperature.  The  range  of  temperature  daring 
bending  may  also  possibly  be  used.  The  range  varies  from  15  deg. 
to  55  deg.  cent,  in  the  tests  given  in  Table  4;  in  other  tests  by  the 
writer  it  has  amounted  to  as  much  as  140  deg.  cent.  There  seems 
to  be  a  very  close  relation  between  this  range  and  the  viscosity  of 
the  melted  cone.  The  ash  cones  of  February  10  and  March  5  show 
the  smallest  range  and  they  also  show  greater  fluidity  (Fig.  6)  than 
any  of  the  other  cones.  It  should  be  noted,  however,  that  there  is  a 
liability  to  error  in  observing  the  initial  and  final  bending  tempera- 
tures, which  is  not  less  than  10  deg.  cent,  so  that  an  observed  range 
of  temperature  of  30  deg.  may  actually  be  anywhere  from  10  deg.  to 
50  deg.  cent.;  it  is  necessary  to  make  several  determinations  in 
order  to  get  the  range  with  reasonable  certainty.  The  appearance 
of  the  melted  cone  is  consequently  more  valuable  than  the  range 
of  fusing  temperature. 

26  The  investigations  of  the  writer  seem  to  show  that  under  the 
conditions  of  combustion  at  the  L  Street  plant  of  the  Edison  Electrie 
Illuminating  Company  of  Boston  a  coal  with  a  fusing  temperature 
(final  bending)  below  about  1400  deg.  cent.  (2550  deg.  fahr.)  will 
probably  give  trouble  if  the  ash  has  a  fluid  constituent;  whereas,  it 
will  not  give  trouble  above  about  1380  deg.  cent.  (2516  deg.  fahr.) 
if  the  ash  is  viscous.  This  conclusion  would  require  further  in- 
vestigation with  many  other  coals  before  it  could  be  accepted  even 
for  this  particular  plant;  naturally  it  cannot  be  applied  to  plants 
with  different  operating  conditions. 
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27  It  may  be  interesting  to  note  here  the  conditions  reached  by 
other  investigators  as  to  permissible  fusing  temperatures.  Mr.  J.  P. 
Sparrow  in  a  report  to  the  Association  of  Edison  Illuminating  Com- 
panies, September,  1914,  states  as  a  result  of  boiler  tests  with  a 
Taylor  stoker,  using  13  different  coals: 

It  will  be  seen  that  the  critical  point  of  ash  fusion  lies  between  2400 
deg.  and  2500  deg.  fahr.  All  coals  where  ash  fusion  temperatures  are 
above  2500  deg.  fahr.  can  be  classed  as  non-clinkering,  those  below 
2400  deg.  fahr.  as  clinkering;  using  2450  deg.  therefore  as  a  standard, 
there  is  an  allowable  margin  of  50  deg.  fahr.  above  and  below  standard 
to  cover  possible  errors  in  testing. 

28  Most  of  his  boiler  tests  lasted  120  hours.  The  ash  fusion 
tests  were  conducted  under  conditions  very  similar  to  those  used  by 
the  writer.  The  fusing  temperature  is  the  middle  of  the  range  from 
initial  to  final  bending  of  the  cones.  It  should  be  pointed  out  that 
the  fusing  temperatures  obtained  in  Mr.  Sparrow's  laboratory 
average  about  260  deg.  fahr.  less  than  the  temperatures  obtained 
for  the  same  ash  in  the  writer's  laboratory  (see  Table  2). 

29  Mr.  E.  J.  Constan*  as  a  result  of  his  investigations,  finds  that 
the  melting  point  of  coal  ash  varies  from  1150  deg.  cent.  (2202  deg. 
fahr.)  to  1700  deg.  cent.  (3092  deg.  fahr.)  and  recommends  the  fol- 
lowing ash  melting  temperatures;  for  boiler  coals,  above  1400  deg. 
cent.  (2552  deg.  fahr.);  for  locomotive  and  producer  plants,  above 
1500  deg.  cent.  (2732  deg.  fahr.). 

DISCUSSION 

F.  C.  HuBLKY-  (written).  The  author  states  that  a  satisfactory 
laboratory  test  for  olinkerin^  should  indicate  viscosity  as  well  as 
melting  temperature.  It  would  probably  be  well  to  go  further  and 
state  that  such  a  test  should  indi(*atc  viscosity  at  any  temperature 
throughout  the  softening  range*,  and  should  moreover,  be  of  such  a 
positive  and  definite  nature  that  results  from  the  same  sample  but 
from  different  laboratories  will  agree  closoly.  If  these*  requirements 
are  not  fulfilled  and  if  the  personal  judgment  of  the  experimenter 
enters  into  the  determination  of  an  arbitrary  end  point  called  the 
melting  temperature,  and  a  specification  is  based  on  this  figure,  this 
specification  alone  will  not  protect  the  buyer  from  clinkering  trouble, 
nor  will  it  be  acceptable  from  the  seller's  standpoint. 

'Jour.  Gas  Lighting,  CXXIV,  572. 
^P.  O.  Box  202,  Cynwyd,  Pa. 
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In  searching  for  a  form  of  test  more  definite  than  the  various  cone 
methods,  the  writer  finally  adopted  a  test  in  which  the  collapse,  due 
to  softening,  of  an  ash  cylinder,  under  a  slight  vertical  pressure,  is- 
plotted  against  increasing  temperature  to  form  a  curve,  the  shape 
and  extent  of  which  present  a  complete  picture  of  the  nature  and 
position  of  the  softening  range  of  the  ash  under  test.  The  ash 
cylinder  is  formed  without  the  use  of  a  binder,  from  the  completely 
incinerated  pulverized  ash,  in  a  press  exerting  30,000  lb.  per  sq.  in. 

After  experimentation  in  the  construction  of  various  designs  of 
an  instrument  to  carry  out  the  proposed  fusion  tests,  the  form  shown 
in  Fig.  8  was  adopted  as  the  best  suited  mechanically  to  the  purpose. 
A  test  pellet  W  is  held  centrally  in  the  furnace  A  by  carbon  rod> 
C  and  D,  which  are  ordinary  arc  lamp  carbons  1/2  in.  in  diameter. 
Rod  D  is  held  by  clamp  E  to  the  bottom  of  the  furnace  body,  while  to*] 
C  and  weights  L  and  N  are  free  to  move  vertically,  the  weights  beinp 
designed  in  this  particular  instrument  so  that  a  pressure  of  1.5  lb.  per 
sq.  in.  is  exerted  on  the  pellet.  The  rod  C  is  held  on  the  center  line 
of  the  instrument  by  four  guide  wheels  as  shown  and  a  silk  cord  pass- 
ing over  the  pulley  S  connects  this  rod  with  a  counter  weight  P.  At- 
tached to  this  pulley  is  a  pointer  t^  which  indicates  on  the  scale  on 
plate  U.  The  pulleys  are  1  in.  in  diameter  and  the  pointer  6  in.  long, 
so  that  any  vertical  movement  of  the  road  C  due  to  softening  of  the 
test  pellet  is  magnified  twelve  times  on  the  scale,  the  total  collapse 
of  a  pellet  5/8  in.  in  height  being  indicated  by  a  movement  of  the 
pointer  over  7  1/2  units  on  the  scale.  The  several  parts  of  the  in- 
strument are  supported  on  two  1  1/2  in.  diameter  rods,  fixed  in  a 
heavy  cast  iron  base.  This  construction  is  considered  necessary  to 
obtain  proper  rigidity  of  the  instrument. 

Tn  experiments  carried  out  by  the  writer,  a  gas-heated  fumaoe 
was  used.  Eight  tests,  including  making  of  pellets,  were  performed 
in  3  1/2  hours,  averaging  -26  min.  per  test,  which  compares  favorably 
with  the  time  required  to  make  a  proximate  analysis  or  a  B.t.u.  de- 
tr»rmination  on  fuel.  During  this  performance  the  carbon  rods  were 
reduced  from  1/2  in.  in  diameter  to  3/8  in.  in  diameter  at  the  pellet. 
Frequent  replacement  of  these  rods  may  be  made  since  their  cost  is 
negligible. 

Tn  making  a  test,  with  the  ash  pellet  and  carbons  in  a  central 
poHi'tion  vertically,  and  the  pointer  adjusted  midway  between  zero  and 
1.00  on  the  scale,  the  furnace  is  gradually  heated  at  the  rate  of  from 
50  to  100  deg.  fahr.  per  minute  and  simultaneous  temperature  and 
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scale  readings  are  made  at  1/2  minute  intervals.  As  the  heat  is  in- 
creased, negative  movement  of  the  pointer  will  indicate  carbon  ex- 
pansion up  to  a  temperature  where  first  softening  of  the  ash  pellet  is 
indicated  by  a  positive  movement  of  the  pointer.  The  experiment  ib 
continued  till  final  collapse  of  the  pellet  is  indicated  on  the  scale. 
The  results  of  readings  if  plotted,  the  temperatures  as  abscissae  and 
the  pointer  movement  as  ordinates,  produce  a  curve,  an  ordinate  of 
which  at  any  point  is  a  measure  of  the  relative  rate  of  softening  of 
the  ash  pellet  at  that  temperature. 

Length  of  the  softening  range,  and  its  position  on  the  temperature 
scale  in  relation  to  the  working  temperature  range  of  a  boiler  fire,  a.« 
well  as  the  increasing  rate  of  softening,  whether  gradual  throughout 
the  range  (indicating  high  viscosity),  or  very  slight  for  most  of  the 
range  followed  by  a  sudden  collapse,  are  the  factors  in  the  fusiometer 
results  which  must  be  considered  in  predicting  the  probable  clinker- 
ing  action  of  a  coal  in  a  boiler  fire. 

A  long  range  ash  with  a  slow  but  steady  increase  in  softness,  in- 
dicated by  a  gently  sloping  curve,  is  productive  of  the  close  gummy 
clinker  of  high  viscosity.  Provided  the  softening  range  coincides  ap- 
proximately with  the  working  temperature  range  of  the  boiler,  this 
type  of  ash  fusion  produces  the  greatest  losses  from  clinker  forma- 
tion in  a  boiler  fire.  This  refers  more  particularly  to  stokers  in 
which  the  fires  are  cleaned  at  regular  intervals  by  a  dropping  of  the 
back  grates. 

The  other  type  of  ash  fusion  is  a  short  range  spongy  porous  forma- 
tion  of  low  viscosity,  which,  if  it  does  not  occur  too  low  on  the  tem- 
perature scale,  can  be  handled  with  ease  in  the  boiler  fires.  Prom  a 
comparison  of  boiler-house  results  with  a  large  number  of  tests  made, 
the  fusiometer  curve  for  this  type  appears  to  be  distinguished  by  a 
most  decided  downward  dip  in  the  curve  just  prior  to  final  softening. 

The  "fusing  point"  of  a  substance  is  misleading  and  indetermin- 
ate, while  the  "fusing  range"  can  be  determined  with  exactitude. 
However,  for  purposes  of  comparison,  an  arbitrary  point  in  the  fusing 
range  of  an  ash  may  be  selected  and  called  the  "fusing  point"  For 
this  point,  in  the  case  of  the  fusiometer  results,  the  writer  suggests 
the  temperature  at  which  the  pellet  has  collapsed  to  one-half  its 
original  height.  It  must  be  noted,  however,  that,  while  this  arbitrary 
temperature  is  of  value  in  grading  coals  as  to  their  probable  clinker- 
ing  tendency,  the  loss  by  clinker  formation  in  the  boiler  fires  can  be 
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predicted  only  by  the  shape,  length  and  position  of  the  fusion  curve, 
which  in  turn  indicates  the  nature  of  the  fusion. 

The  following  illustratioiiB  show  curves  developed  from  a  num- 
ber of  aah  tests,  using  this  instrument,  together  with  boiler-house  re- 
ports in  regard  to  the  nature  and  extent  of  clinker  formed  under 
actual  operating  conditions.  In  Fig.  9  and  10,  the  coals  represented 
were  burned  in  Taylor  iStokers  with  Bust  boilers  operating  only 
slightly  above  rating. 

Test  6S83,  Fig.  9 :  "This  coal  burned  freely  with  a  long  flame,  the 
only  undesirable  point  being  the  formation  of  large  clinkers  which 
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did  not,  however,  cause  a  serious  amount  of  trouble."  The  dip  in 
curves  No.  1  and  2  appears  to  indicate  low  viscosity  of  the  melt  and 
the  formation  of  a  porous  clinker  easily  broken  up  and  removed  from 
the  firebox. 

Test  7101,  Fig.  9;  "Proved  bo  troublesome  on  aroount  of  clinker 
formation,  that  the  remaining  cars  of  this  sliipmeut  were  rejected. 
Required  45  min.  to  clean  fires  after  six  hours  running,"  From  the 
shape  of  curves  No.  '-i  and  No.  4  and  the  nature  of  the  final  pellet 
fusion,  this  ash  has  a  long  fusing  range,  a  liigli  vis(«sity  throughout 
the  range  and  finally  forms  a  close  gummy  clinker,  diffioiilt  to  re- 
move from  the  firebox. 
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These  two  samples  illustrate  the  wide  vamtion,  in  viBCOsitj  of 
melt,  between  ashes  fusing  at  approximately  the  same  tempentore. 
and  the  futility  of  using  only  the  relative  ash  "fueiug  points"  to 
grade  coals  as  to  their  probable  freedom  from  clinkeTing  trouble. 
without  considering  also,  viscosity  and  length  of  softening  range. 

In  Fig  10,  the  fuels  represented  were  consumed  at  approximately 
180  per  cent  of  boiler  rating. 

Test  7891 :  "Clinkered  severely  when  forced.  One  cleaning  re- 
quired 25  min,  and  another  45  min,  to  perform." 


Fia.  10    Ash   Ftsion   Tk 

Test  TifOO:  "Burned  free  and  fast  and  did  not  clinker.  With 
cual  of  this  quality  we  could  reduce  our  present  number  of  cleanings 
to  four  instead  of  six,  and  a  possibility  of  three  per  twenty-four 
hours." 

Test  7725 :  "Similar  to  Test  7900,  requiring  very  little  labor  at 
fire  cleaning  periods,  other  than  the  dumping  of  the  back  grates." 

The  curves  for  calcium  sulphate  and  red  oxide  of  iron,  Fig.  11. 
are  interesting,  since  their  shapes  represent  the  two  extremes  of  coil 
ash  fusion.  Of  the  total  number  of  ash  samples  tested  by  this  method, 
a  large  percentage  of  those  melting  between  2100  and  3500  deg.  fahr. 
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show  indications  in  Tuying  degree  of  the  dip  in  the  calcium  sulphate 
curve.  Also,  a  coal  afih  producing  a  fusion  curve  similar  to  that  of 
calcium  aulphate  fusion,  shows  a  low  viscosity  of  melt  and  will  pro- 
duce R  porous  brittle  clinker  easily  broken  up  and  removed  from  the 
firebox,  while  an  ash  producing  a  curve  similar  to  ferric  oxide,  in- 
dicates high  Tiseosity  and  the  production  of  a  tough  gummy  clinker 
difBeuIt  to  break  up  and  remove  from  the  firebox. 

The  first  fype  of  fusion,  while  causing  no  excessive  delay  at  elean- 
ing  periods,  is  productive  of  dirty  fire  and  a  high  percentage  loss  of 
carbon  in  the  ash  pits.     The  second  type  not  only  causes  delay  at 


cleaning  periods,  but  increases  the  wear  on  the  grate  bars  and  brick- 
work, in  addition  to  cutting  down  the  capacity  and  efficiency  of  the 
boiler  as  a  whole.  One  of  the  effects  of  this  type  of  fusion  is  to  arch 
over  the  back  grates  on  a  stoker,  preventing  the  admission  of  air 
necessary  to  economically  bum  down  a  fire  preparatory  to  cleaning. 

The  expansion  of  a  pellet  of  calcium  sulphate  between  2100  and 
3350  deg.  fahr.,  or  prior  to  the  melting  point,  would  indicate  the 
evolution  and  release  of  a  gas  between  these  temperatures.  The  writer 
ie  still  seeking  an  explanation  of  this  occurrence,  since  this  curve  was 
reproduced  a  number  of  times  both  in  shape  and  position  on  the  tcm- 
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perature  scak,  first  in  the  preeence  of  reducing  agent«  and  later  vith 
the  carbon  rods  covered  with  platinum  ferrules  and  with  an  eicm 
of  air  in  the  fnrnaee  gases. 

Fig.  12,  showing  fusiomet«r  teste  on  a  3-car  shipment  of  coil 
from  a  certain  mine,  illustrates  a  number  of  important  points  bear- 
ing on  the  clinker  problem.  Curves  1  and  3  show  the  accuracy  which 
may  be  obtained  on  duplicate  samples  from  the  same  ash.  The  writn 
believes  that  if  complet«  incineration  and  thorough  pulverizing  and 
mixing  of  the  ash  sample  occurs  previous  to  testing,  the  accaruj 
shown  in  these  two  curves  and  in  some  of  the  previous  illustrstioiis 
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may  be  obtained  in  each  case.  It  follows,  therefore,  that  two  different 
laboratories,  both  using  this  method,  could  be  expected  to  show  a  cor- 
respondingly close  agreement  in  results  obtained,  a  circumstance  whidi 
appears  to  be  conspicuously  lacking  where  modifications  of  the  Seg« 
cone  method  are  used.  This  is  an  important  point  if  the  clinkering 
characteristic  of  fuel  is  to  be  regulated  by  a  specification  based  on 
the  method  of  determination  of  softening  temperature. 

Fig,  12  also  illustrates  that  coal  from  three  cars  from  the  eame 
mine,  although  showing  the  most  remarkable  uniformity  as  to  proxi- 
mate analysis,  sulphur  content  and  heating  value,  will  vary  con- 
siderably as  to  fusibility  of  ash.    It  has  been  found  at  times  that  the 
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ih  in  the  roof  or  large  partings  in  a  vein  will  vary  considerably  in 
isibility  with  the  true  ash  of  the  coal^  but  in  this  case  it  would 
ppear,  from  the  uniformly  low  ash  obtained  in  each  car^  thai  in  this 
nn  or  mine  the  true  ash  itself  varied  in  fusibility. 

As  actually  tested^  these  three  cars  were  used  in  Taylor  Stokers 
iih  Bust  boilers  operating  at  1<80  per  cent  of  rated  capacity.  At 
lis  rate,  fuel  bed  temperatures  as  high  as  2800  deg.  fahr.,  with  an 
verage  of  over  2700  deg.  fahr.,  have  been  observed  with  the  Fery 
Radiation  Pyrometer.  The  boiler  room  reported  as  follows:  '^This 
3al  proved  to  be  unsatisfactory  inasmuch  as  it  clinkered  to  a  trouble- 
>me  extent.  Coal  used  in  Test  7^73  appeared  to  make  a  much 
arder  clinker  than  that  from  either  of  the  other  cars.'*  It  would 
ppear  therefore  that,  knowing  the  approximate  fuel  bed  temperatures 
nder  which  this  coal  was  to  be  consumed,  the  degree  of  probable 
linker  trouble  in  using  this  fuel  under  these  load  conditions  could 
ave  been  predicted  from  the  curves  in  Fig.  12.  The  fact  that  a 
orous  easily  removed  clinker  was  not  formed  (as  would  be  ordinarily 
idicated  by  the  dip  in  the  curves  previous  to  melting)  is  probably 
ue  to  the  high  fuel  bed  temperature  at  which  this  fuel  was  con- 
iimed,  a  temperature  far  above  the  final  melting  temperature  of  any 
ne  of  these  ash  samples.  In  other  words,  had  fuels  represented  by 
urves  3  and  4  been  consumed  at  fuel  bed  temperatures  of  2500  deg. 
Bihr.  or  imder,  a  porous  easily  removed  clinker  would  probably  have 
een  formed.  The  same  can  be  said  of  fuel  represented  by  curves 
and  2  for  fuel  bed  temperatures  of  2300  deg.  fahr.  or  under.  For 
(abcock  &  Wilcox  boilers  with  Rouey  Stokers,  2500  deg.  fahr.  cor- 
esponds  to  a  load  of  approximately  1>50  per  cent  of  rating  and  2300 
eg.  to  110  per  cent  of  rating. 

It  has  often  been  noted,  in  a  boiler  room,  that  in  burning  a  fuel 
^hich  produced  a  not  too  troublesome  cliuker,  if  for  one  reason  or 
nother  the  fire  is  not  thoroughly  cleaned  at  one  fire  cleaning  period, 
be  clinker  not  removed  at  this  period  will  give  excessive  trouble  in 
emoval  at  the  next  succeeding  period. 

Basing  an  opinion  on  the  form  of  test  here  described,  the  writer 
uggests  the  following  specification :  The  pellet  shall  not  have  col- 
apsed,  due  to  softening,  to  more  than  one-half  of  its  original  height 
,t  a  temperature  T,  and,  in  addition,  sliall  not  show  a  collapse  of 
Qore  than  one-eighth  of  its  original  height  due  to  softening  at  a 
emperature  300  deg.  fahr.  under  temperature  T,    The  first  part  of 
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this  specification  wiU  limit  the  final  fusion,  while  the  second  part 
is  intended  to  control  viscosity  and  avoid  a  sloping  curve. 

Referring  to  Fig.  10,  the  position  of  the  line  A-A  or  the  fixing 
of  temperature  T  must  vary  for  plant  conditions.  It  is  obvious  that 
the  buying  field  for  steam  coal  will  be  restricted  or  broadened  acoord- 
ing  as  the  temperature  T  is  raised  or  lowered,  so  that  the  fixing  of 
this  temperature  must  be  governed  by  the  value  which  a  plant  man- 
agement places  on  loss  of  boiler  capacity,  and  risk  of  steam  failure 
against  the  saving  made  in  purchasing  the  cheaper  fuel. 

Oscar  W.  Palmenberg^  (written).  Taking  into  consideration 
the  views  of  the  author,  I  wish  to  call  attention  to  a  method  which, 
although  differing  in  certain  details  from  his,  has  suggested  itself  to 
me  from  the  satisfactory  results  obtained  when  comparing  laboratoiy 
tests  with  results  obtained  in  practice.  I  do  not  think  all  the  tests 
conducted  in  a  laboratory  are  absolute  whether  made  by  the  method  I 
will  describe,  or  by  others,  for  the  reason  that  it  is  difficult  to  overcome 
some  of  the  causes  which  influence  pyrometric  work  of  this  nature. 
The  tests  give  an  approximation  as  to  what  may  be  expected  of  a  coal 
ash  when  exposed  to  various  degrees  of  heat. 

I  use  a  gas  muffle  furnace  heated  with  a  double  blast  Meker  burner, 
and  by  tliis  means  can  attain  temperatures  ranging  as  high  as  3000 
deg.  fahr.  The  rate  of  heating  is  imder  good  control  and  the  tem- 
peratures required  can  be  obtained  conveniently.  The  muffle  is  uni- 
formly heated,  the  flame  passing  around  it,  and  has  a  door  with  a 
small  opening  for  observation.  The  temperature  readings  are  made 
with  an  optical  pyrometer  which  is  standardized  in  the  usual  way  with 
an  aniyl  acetate  flame  every  time  before  making  a  fusing  test,  care 
being  taken  to  have  conditions  as  nearly  constant  as  possible.  The 
use  of  an  optical  pyrometer  suggests  itself  under  these  conditions  be- 
cause observations  are  made  into  a  hollow  dark  body  heated  from  the 
outside,  giving  a  true  black  body  radiation. 

The  coal  ash  whicli  has  been  burned  free  of  carbon  and  heated 
to  insure  oxidation  of  the  iron,  is  made  into  a  round  thin  cone  weigh- 
ing one  gram  or  less.  This  form  is  placed  in  a  vertical  position  upon 
8  thin  piece  of  Battersea  fireclay  and  set  in  the  middle  of  the  mujfHe. 
After  heating  the  furnace,  the  blast  is  applied  rapidly  at  first  until  the 
temperature  is  nearly  that  at  which  the  form  begins  to.  bend.  Then 
the  heat  is  regulated  carefully  and  readings  made  every  5  min.  or 

^50  EaHt  4l8t  8t.,  New  York  City. 
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oftener,  depending  upon  the  rate  of  heating.  Care  must  be  taken  to 
have  the  heating  carried  on  slowly.  As  soon  as  the  cone  shows  signs  of 
bending  the  temperature  is  noted  and  the  operation  continued  until 
the  cone  has  completely  bent  over  and  touched  the  plate,  the  tem- 
perature at  which  the  point  touches  the  plate  being  called  the  fusing 
temperature. 

The  writer  has  made  a  large  number  of  fusing  tests  by  this  method 
which  he  carries  out  as  part  of  the  routine  work  in  connection  with 
coal  analysed,  and  from  the  observations  made  by  those  using  the  coals 
tested  the  figures  obtained  bear  out  in  most  every  case  the  action  of 
the  ooal  in  service. 

Fusing  temperature  tests  on  coal  ash  are  of  the  greatest  impor- 
tance. It  may  be  true  that  the  fusing  test  does  not  at  times  agree 
with  results  as  obtained  in  practice.  This  may  be  said  of  any  other 
kind  of  laboratory  test,  but  when  a  practical  test  is  at  variance  with  a 
laboratory  test,  the  cause  may  usually  be  found  and  accounted  for. 
The  laboratory  test  gives  an  important  clue  of  the  value  of  a  coal  for 
certain  furnace  conditions  which  cannot  otherwise  be  readily  and  con- 
veniently ascertained. 

In  regard  to  the  author's  statement  in  par.  15  relative  to  the 
separation  of  the  more  fusible  constituents,  thereby  leaving  a  skeleton 
which  fuses  at  a  higher  temperature,  this  difficulty  does  not  seem  to 
present  itself  when  the  cones  are  made  long  and  thin,  at  least  not  to 
the  extent  of  interfering  with  the  tests.  If  the  ash  is  thoroughly 
ground  and  mixed,  a  complete  fusion  of  the  whole  mass  should  take 
place.  Furthermore,  making  the  ash  into  a  long  and  thin  form  tends 
to  help  it  retain  its  shape  during  the  whole  time  of  heating  and  gives 
tests  that  can  be  duplicated  to  a  fair  degree  of  accuracy.  With  most 
coals  the  weight  and  height  of  the  form  does  not  make  much  differ- 
ence, but  it  is  good  practice  to  have  a  standard  size  so  that  the  results 
may  be  compared. 

Whether  a  small  amount  of  carbon  left  in  the  ash  has  any  appre- 
ciable effect  upon  the  fusing  temperature  will  depend  upon  the  condi- 
tions of  the  test  and  the  nature  of  the  coal  ash.  I  have  found  that 
as  much  as  10  per  cent  carbon  has  no  effect.  If  much  iron  is  present 
the  carbon  may  influence  the  test,  but  as  a  rule  all  the  carbon  will 
have  burned  off  before  fusion  takes  place.  It  is  advisable  to  have  no 
carbon  present  in  the  cone  so  that  no  reduction  of  the  Fe^Os  can  take 
place  and  raise  the  fusing  temperature. 

Mr.  Hubley's  findings  regarding  the  relation  of  the  fusing  test  to 


826 


THE   CUNKERING   OF  COAL 


the  iron  oxide  and  sulphur  bear  out  in  a  general  way  further  invei- 
tigations  by  the  writer  which  showed  that  high  iron  and  high  snlphur 
coals  give  a  low  fusing  ash,  but  low  iron  and  low  sulphur  coalfi  do  not 
necessarily  produce  a  high  fusing  ash.  The  tests  referred  to  were 
made  on  Pennsylvania  coals  and  as  the  coals  all  bear  a  certain  relt- 
tion  to  each  other,  there  would  naturally  be  a  corresponding  relation 
in  the  fusing  tests.  When  coals  from  various  sources  are  tested  the 
findings  are  very  different,  so  that  the  iron  or  sulphur  content  does 
not  always  give  an  indication  of  the  fusing  temperature  of  the  ash. 
The  writer  has  recently  tested  the  ash  of  a  Texas  coal  with  an  iron 
oxide  (FcjOj)  content  of  10.76  per  cent  and  this  coal  had  a  fusing 
temperature  of  only  2138  deg.  fahr. 

As  a  further  illustration  of  the  variable  influence  of  iron  oxide  and 
sulphur.  Table  6  might  be  of  interest : 

TABLE  6    FUSING  TEMPERATURES  OF  PENNSYLVANIA  COALS 


Coal  A 

WJk-              PW%                         v% 

CoalB 

T^                 rv^                        V? 

Fu8.  Temp.  F. 

Fua.  Temp.  F 

Fe,0, 

S 

Fe/), 

8 

1 

33.97 

2.80 

2^^     2390 
2408     ^^^ 

1 

33.31 

2.51 

2280 

2 

21.23 

1.74 

^^     2453 
2480     ^^ 

2 

29.82 

2.30 

2282 

3 

42.68 

2.96 

2*^     ?^fi4 
2300     ^^ 

3 

37.28 

2.69 

2262 

4 

38.48 

2.60 

^^     2417 
2426 

4 

86.17 

2.60 

2228 

5 

37.76 

2.15 

2426     ^^ 

6 

31.40 

2.41 

2246 

6 

41.40 

2.44 

2228 

2300     2270 

6 

36.09 

2.67 

2288 

2282 

7 

42.95 

2.40 

2246 

2.46 

8 
Mean 

35.41 

2.37 
2.51 

2291 

Mean 

35.92 

2388 

35  05 

2265 

These  determinations  were  made  on  two  coals  A  and  B  both  from 
Cambria  Coimty,  Pa.,  mined  from  the  B  Vein,  the  mines  being  about 
50  miles  apart.  The  A  coals  represent  samples  taken  from  the  face 
of  the  vein  at  various  parts  of  the  mine,  while  the  B  coals  represent 
samples  taken  from  deliveries.  The  samples  represent  a  composite  of 
5  car  shipments  from  consecutive  weekly  deliveries.  This  coal  is 
prepared  in  a  careful  manner  at  the  mine  and  is  noted  for  its  unifonn 
quality.  The  coal  is  carried  on  a  picking  belt  before  being  dumped 
into  the  railroad  cars. 
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By  comparing  the  results  from  these  two  coals,  it  may  be  seen 
that  A  has  an  ash  fusing  temperature  more  than  100  deg.  higher  than 
B  although  its  Fe^Oj  is  somewhat  higher  and  its  sulphur  about  the 
same.  The  variations  between  the  individual  tests  are  interesting. 
There  seems  to  be  no  strict  relation  of  the  iron  and  sulphur  to  the 
fusing  test  in  either  case.  The  results  on  A  coal  show  plainly  the 
variations  obtained  on  samples  taken  from  the  face  of  the  vein, 
whereas  tlie  average  samples  obtained  of  B  coal  shipments  show  few 
variations.  The  B  coal  samples,  being  obtained  from  a  larger  bulk, 
give  a  more  uniform  mixture  of  the  ash  constituents.  These  fusion 
tests  cover  a  period  of  many  months  and  therefore  the  various  deter- 
minations were  made  under  different  conditions. 

In  Table  7  are  a  series  of  results  of  tests  on  ash  samples  before 
and  after  fusing. 


TABLE  7     FUSING  TEMPERATURES  OF  ASH  SAMPLES 


Coal  B  (previous  table) 


Fe^a  (aah) 

Fe^s  (cone) 

Fus.  Temp.  F. 

1 

33.31 

30.81 

2280 

2 

29.82 

30.81 

2282 

4 

35.17 

30.42 

2228 

6 

36.09 
Other  coals. 

36.85 

2288 

1 

35.ttl 

34.00 

2273 

2 

17.02 

19.76 

2426 

3 

4.98 

6.66 

2732 

4 

15.63 

19.02 

2444 

5 

32.84 

35.61 

2300 

From  these  results  it  will  he  seen  t)iat  there  is  an  increase  of  FcaOg 
in  the  fused  cone.  The  probable  explanatiun  is  that  these  coal  ashes 
lose  some  of  their  constituents  during  heating  and  the  proportion  of 
the  iron  is  thereby  increased.  The  volatile  constituents  may  be  00 jj 
from  the  carbonates  and  HgO  from  water  of  combination  in  the 
silicates.  The  ash  samples  were  subjected  to  heating  with  a  blast 
flame  in  a  flat  silica  dish,  prior  to  being  made  into  fusing  cones,  the 
object  being  to  assure  complete  oxidation  of  the  iron. 

To  show  the  accuracy  with  which  fusing  tests  may  be  made,  in 
Table  8  are  given  a  few  duplicate  determinations  and  Seger  cone 
tests  from  a  number  of  tests  made  in  routine  work : 
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TABLE  8    8EGER  CONE  TESTS 

Lab.  No.  1012    a  2390  Bun  Sept.  30 

b  2408  Bim  Oct  1 

Lab.  No.  4253    a  2408  Bun  Apr.  24 

b  2408  Bun  May  6 
Lab.  No.  4310    a  2372  Apr.  28 

b  2378  ICaj  6 

8  2534  Soger  cone  No.  13    Should  be  2516 
Lab.  No.  3445    a  2520  Sept.  15 

b  2500  Sept.  16 

Lab.  No.  3447    a  2530  Bun  Sept.  15 

b  2535  Bun  Sept  16 

Lab.  No.  3448    a  2520  Bun  Sept  15 

b  2525  Bun  Sept  16 

Lab.  No.  4363        2444  day.    Bun  May  14     (bent  in  4  min^  firia- 

tion  of  temp.  18  deg. 
fabr.) 

Lab.  No.  4364        2246  Clay.    Bun  May  14 

Seger  cone  No.  18    2732  Should  be  2732    Bun  May  14 

Miaiwre  of  coals 

Coal  A    2560  deg.  fahr. 

Coal  B    2520  deg.  fahr. 

Mixture  ^  A  and  >^  B 2520  deg.  fahr. 

Mixture  ^  A  and  f^  B 2530  deg.  fahr. 

Mixture  ^  A  and  ^  B 2520  deg.  fahr. 

Professor  Marks  deserves  much  praise  for  the  splendid  and  con- 
vincing manner  in  which  he  has  brought  to  our  notice  the  variable 
conditions  met  with  in  the  work  of  obtaining  the  fusing  temperature 
of  coal  ash.  Research  of  this  nature  is  boimd  to  lead  in  the  near 
future  to  the  selection  of  a  standard  method  for  this  important  and 
valuable  work. 

0.  P.  Hood*  (written).  The  purchaser  of  coal  desires  a  laboratoiy 
treatment  of  a  small  sample  which  will  indicate  the  results  that  can 
be  expected  in  actual  practice,  and  laboratory  methods  should  work 
towards  this  end,  although  there  will  always  be  lack  of  agreement 
with  commercial  results  imtil  furnaces  and  the  treatment  of  fires  are 
as  carefully  standardized  as  are  the  laboratory  methods.  Calorimetric 
determinations  have  been  of  great  value,  but  the  potential  ability  of 
the  coal  thus  disclosed  is  not  made  available  in  the  furnace  because 
of  numerous  unfavorable  factors.    These  factors  each  require  careful 

^Chief  Mechanical  Engineer,  U.  S.  Bureau  of  Mines,  Pittsburgh,  Pa. 
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study  and  will  some  day  find  their  place  in  coal  spedficationsy  the 
matter  of  clinkering  being  one  of  the  most  important.  If  the  serious- 
ness of  the  clinker  difficulty  holds  some  definite  relation  to  the  fusing 
temperature,  then  a  laboratory  determination  of  fusibility  becomes 
desirable.  It  cannot  as  yet  be  said  that  such  a  relation  is  established 
although  the  assumption  seems  reasonable.  Some  coals  with  a  low 
fusing  temperature  of  the  ash  give  no  trouble  with  clinkering.  Some 
coals  with  a  high  fusing  temperature  give  trouble  under  certain 
methods  of  handling.  There  is  practically  no  knowledge  available 
as  to  the  relation  between  laboratory  results  and  clinker  formation 
under  furnace  conditions. 

The  IJ.  S.  Bureau  of  Mines  has  consistently  opposed  the  use  of 
fusing-temperature  tests  in  the  purchase  of  coal  under  specifications 
by  the  Grovemment  imtil  a  thorough  investigation  of  the  subject 
should  disclose  the  relation  between  these  laboratory  tests  and  actual 
furnace  conditions  and  clinker  troubles.  It  was  realized  that  the  re- 
sults obtained  for  fusing  temperature  under  different  conditions  of 
rate  of  heating,  oxidation,  and  reduction  would  vary  greatly,  and  that 
an  extended  investigation  with  a  view  to  standardizing  the  laboratory 
test  was  necessary  before  a  comparison  with  actual  clinkering  tests  in 
commercial  furnaces  could  be  undertaken.  Such  an  investigation  has 
been  conducted  in  the  Pittsburgh  Laboratory  of  the  U.  S.  Bureau  of 
Mines  by  A.  P.  Fieldner  and  A.  E.  Hall,  whose  conclusions  from  the 
work  done  before  July  1,  1914,  are  stated  as  follows: 

'TThe  growing  use  of  the  fusing  temperature  of  ash  in  coal  speci- 
fications renders  it  necessary  to  so  standardize  the  method  of  making 
the  laboratory  test  that  the  results  of  various  chemists  may  be  directly 
comparable.  A  complex  mixture  of  oxides  and  silicates  like  coal 
ash  has  no  definite  melting  point.  On  heating  a  sample  of  coal 
ash  it  first  cinters,  then  gradually  softens  into  a  more  or  less  viscous 
slag.  Hence  in  assigning  a  'fusing'  or  softening  temperature  we  can 
only  take  some  point  or  temperature  range  where  the  material  reaches 
a  certain  stage  of  softening  or  degree  of  fiuidity.  The  temperature 
at  which  the  visible  softening  takes  place  is  aflEected  by  a  number  of 
factors: 

1  Oxidizing  or  reducing  atmosphere 

2  Fineness  of  ash 

3  Shape  of  test  piece 

4  Rate  of  heating. 

The  effect  of  these  factors  on  the  softening  of  ash  molded  into 
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small  pyramids  similar  to  Segar  cones,  has  been  studied,  and  the  t^ 
suits  prepared  for  publication. 

It  is  evident  from  the  results  obtained  thus  far  that  yariationg  in 
the  conditions  under  which  laboratory  tests  are  made  may  cause  Tarit- 
tions  in  the  so-called  fusing  temperature  of  several  hundred  deg.  cent; 
and  that  the  fusing  temperature  of  the  ignited  ash  of  a  coal  ia  not  the 
only  factor  in  the  clinkering  properties  of  the  coal/' 

Contrary  to  the  author's  results  on  the  eflfect  of  oxidizing  and  re- 
ducing atmospheres,  Fieldner  and  Hall  do  not  conclude  that  the 
fusing  temperature  in  reducing  atmospheres  is  always  higher  than  in 
oxidizing  atmospheres.  Their  investigation,  which  covered  over  Mi 
different  coals,  showed  in  some  cases  higher  results  in  reducing  at 
mospheres  and  in  other  cases  lower  results.  The  difference  varied 
with  the  composition  of  the  ash  and  the  extent  of  reduction  that  took 
place  in  the  test  furnace.  Furthermore,  they  do  not  conclude  that 
the  test  should  necessarily  be  made  in  an  oxidizing  atmosphere.  Con 
ditions  in  the  fuel  bed  are  variable.  There  are  local  spots  where  ash 
forms  in  the  presence  of  reducing  agents.  Incandescent  carbon,  CO, 
hydrogen  and  hydrocarbon  gases  are  good  reducing  agents.  The  pos- 
sibility of  clinker  formation  under  reducing  conditions  must  then*- 
fore  be  considered.  Keeping  this  in  mind,  the  Bureau  is  making  fur- 
ther investigations  of  the  slagging  of  ash  imder  the  various  possibW 
fuel-bed  conditions.  The  first  step  in  this  work  is  now  beiog 
prepared  for  publication. 

After  a  consistent  laboratory  method  is  devised  whereby  different 
laboratories  can  obtain  comparable  results  there  yet  remains  the  cor- 
relation of  these  results  with  actual  experience  in  the  furnace  to  de- 
termine the  value  of  their  inclusion  in  coal  specifications. 

E.  B.  RicKETTs  (written).  The  value  of  coal  clinkering  and  ash 
fusion  data  to  the  power  plant  manager  lies  in  its  effect  on  the 
efficiency  and  capacity  of  the  boiler  plant.  To  determine  this  effect 
a  series  of  tests  was  made  by  the  New  York  Edison  Company  in  the 
spring  of  1914  on  a  650  h.p.  Babcock  &  Wilcox  boiler  fired  by  a  Taylor 
stoker.  The  boiler  output  was  maintained  at  about  825  h.p.  through- 
out the  test,  except  for  one  hour  when  the  boiler  was  forced  to  be- 
tween 1250  and  1700  h.p.  The  boiler  was  cleaned  before  each  test 
and  the  conditions  were  maintained  as  nearly  constant  as  pcwsible 
throughout  the  tests,  most  of  which  wore  of  120  hr.  duration.  Test? 
were  made  of  13  coals  having  ash  fusion  temperatures  varying  from 
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S825  to  8ft50  deg.  fahr.,  and  the  results  are  indicated  by  the  curve  in 
Fig.  13.  It  will  be  seen  that  this  curve  eoosiats  of  two  diecontinuoua 
lines  with  a  critical  zone  between  23?5  and  ftiSO  deg.  fahr. 
Ijovering  the  fusion  point  from  2d75  deg.  to  2225  deg.  or  raising  it 
from  3460  to  2850  deg.  has  no  effect  on  the  efficiency,  thus  leaving 
a  zone  of  uncertainty  of  about  15  deg.  where  the  cUnkering  effect  is 
doubtful.  This  critical  zone  covers  the  errors  in  testing  and  differ- 
ences in  fire  conditions.  The  curve  probably  covers  all  ordinary  oper- 
ating conditions  for  Taylor  stokers,  but  it  is  easily  possible  that  the 
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critical  zone  for  another  type  of  stoker  may  be  at  a  different  part  of 
the  curve. 

Applying  the  results  uf  the  above  teste,  the  following  method  uf 
deterDiiniiig  coal  values  has  been  evolved;  Taking  any  ooal,  the 
(■oat  and  aiwlysia  of  which  is  known,  as  a  standard,  the  relative  value 
of  any  other  coal  of  kiiowu  c-onipoKitioii  can  be  (ktermined  by  the 
following  formula: 

A  =  B.t.u.  per  lb.  standard  coal  multiplied  by  efficiency  from 

curve 
B  =  B.tu.  per  lb.  other  coal  X  multiplied  by  efficiency  from 
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C  ^=  Cost  per  ton  of  coal  of  transportation  to  the  bunkers  and 
difiposal  of  refuse  for  each  per  cent  of  ash 

j^  _  (per  cent  ash  in  coal  X  —  per  cent  ash  in  standard  coal)  X  C 

Cost  per  ton  of  standard  coal  in  bunkers 


={x-}x 


Value  of  coal  X  in  per  cent  of  standard  coal  =  ^  "X  f  X  ItX) 

This  method  of  coal  valuation  differs  from  those  heretofore  proposed 
in  that  the  burning  qualities  of  the  coal  are  given  proper  weight  and 
the  detrimental  effect  of  high  ash  is  properly  discounted. 

The  method  used  for  determining  ash  f ushion  temperatures  differs 
somewhat  from  that  described  by  the  author  and  is  illustrated  by 
Fig.  14.  About  2  lb.  of  coal  are  coked  in  a  crucible  in  a  gas  furnace 
for  about  an  hour  after  which  the  lump  of  coke  is  broken  up  and  a 
stream  of  compressed  air  is  fed  in  near  the  bottom  of  the  crucible  for 
from  2  to  3  hr.  imtil  the  coke  is  all  reduced  to  ash.  When  burning 
the  coke  down,  care  is  taken  to  keep  the  temperature  below  1500  deg. 
fahr.  to  prevent  premature  fusion.  The  ash  is  then  tested^  a  small 
amoimt  at  a  time^  with  oxygen  to  make  sure  that  all  the  carbon  is  con- 
sumed. It  is  of  vital  importance  that  no  carbon  be  left  in  the  ash, 
as  a  small  trace  may  cause  results  several  hundred  degrees  too  high. 
The  carbon-free  ash  is  moistened  with  a  little  water  and  moulded  in 
a  paper  cone  2  1/2  in.  long  and  1/2  in.  base,  which  is  dried  for  5  or 
6  hours.  It  is  then  fused  in  a  muffle  furnace  without  removing  the 
paper  in  which  it  was  moulded,  being  placed  so  that  it  overhangs  the 
point  of  support  about  1  1/2  in.  The  point  of  fusion  is  taken  when 
the  cone  reaches  a  45  deg.  position  and  is  read  on  a  Wanner  optical 
pyrometer. 

The  question  of  correct  melting  point  is  one  of  minor  importance 
so  long  as  the  results  obtained  are  consistent.  With  the  above  de- 
scribed method  the  same  sample  of  coal  can  be  checked  within  a  few 
degrees  and  the  behavior  in  the  fire  room  of  several  hundred  cargoes 
of  coal  from  25  different  sources  on  which  ash  fusion  tests  have  been 
made  has  consistently  confirmed  the  results  given  in  the  test  curve. 

L 

P.  F.  Walker.    I  wish  to  call  attention  to  conditions  under  which 

coal  may  give  trouble,  depending  very  largely  upon  the  method  of 

handling.    I  have  in  mind  a  situation  where  I  had  trouble  in  the  use 

of  a  coal  with  a  very  large  amount  of  ash,  on  both  hand  fired  grate? 

and  with  stokers.     We  found,  however,  that  the  firemen  might  be 
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taught  to  handle  their  fires  so  that  the  difiBculties  are  vastly  different 
in  the  one  ease  from  those  in  the  other. 

BoGER  DeWolf.  In  the  early  part  of  Professor  Marks'  paptr 
a  non-adhering  clinker  was  referred  to.  If  an  ash  does  melt  and  form 
a  non-adhering  clinker,  it  gives  very  little  trouble,  as  there  is  a  ven 
great  difference  between  various  coals  in  this  regard.  I  would  likt- 
to  know  if  any  work  has  been  done  that  would  indicate  a  method  <>f 
determining  the  adherent  qualities  of  the  clinker. 

The  Author.  Mr.  Ricketts,  in  referring  to  the  work  of  the  New 
York  Edison  Company,  showed  a  curve  of  fusing  temperatures,  and 
their  relations  to  clinkering  troubles.  His  own  investigations  would, 
apparently,  give  just  about  the  same  results,  but  with  this  difference: 
He  had  exchanged  samples  of  ash  with  the  New  York  Edison  Labora- 
tory, and  his  fusing  temperatures  came  out  consistently  about  200 
deg.  higher  than  theirs.  He  had  calibrated  his  pyrometer  by  the  melt- 
ing point  of  nickel  and  by  the  use  of  Seger  cones,  and  he  felt  sure 
of  his  pyrometric  work.  The  company  also  felt  sure  of  its  pyrometric 
work.  Though  the  author  and  the  New  York  Edison  ('o.  had  both 
come  to  the  same  conclusions,  they  are  based  on  the  indications  of 
pyrometers  which  are  strongly  discordant. 

F.  C.  HuBLEY.  Speaking  of  this  matter  of  discordant  results  be- 
tween the  New  York  Edison  Company  and  Professor  Marks,  a  rather 
interesting  coincidence  exists  in  this  connection.  The  company  has 
Taylor  stokers,  forced  draft,  and  very  troublesome  peak  loads,  a  mill- 
load  in  other  words,  and  has  specified  2700  deg.  as  the  so-called  fusing 
point  of  the  ash.  If  you  take  the  difference  between  Professor  Marks' 
figures,  I  believe  he  stated  260  deg.,  and  the  average  acceptable  figure 
of  2450  specified  by  the  New  York  Edison  Company,  you  will  obtain 
a  figure  of  2700  deg.  fahr.  I  have  personally  measured  the  fuel  bed 
temperature  in  Taylor  stokers  with  a  radiation  pyrometer,  with  200 
per  cent  radiation,  and  for  temperature  of  2700  fahr.  It  would  ap- 
pear, therefore,  as  though  the  New  York  Edison  Company  have  either 
misjudged  the  temperature  of  their  fuel  bed,  or  have  been  in  error 
in  the  figures  obtained  in  the  laboratory. 
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By  F.  W.  Dean,  Boston,  Mass. 
Member  of  the  Society 

When  the  water  of  a  stream  or  river  is  diverted  for  any  purpose 
it  usually  happens  that  damages  for  loss  of  power  must  be  paid  to 
any  mills  having  a  water  power  plant  located  below  the  pomt  of 
diversion.  Such  cases  are  frequently  heard  before  a  commission 
of  three  appointed  by  the  court,  one  being  an  engineer,  one  a  business 
man  and  one  a  lawyer.  Counsel  are  employed  by  both  sides,  the 
hearings  often  cover  long  periods,  and  the  legal  expenses  are  great. 
Similarly  much  engineering  talent  is  employed  with  a  corresponding 
expense.  Many  questions  of  an  engineering  character  are  discussed, 
and  the  testimony  of  engineers  on  opposite  sides  is  widely  divergent, 
as  is  usually  the  case  in  the  testimony  of  experts,  and  somewhat  to 
their  discredit.  It  is  the  purpose  of  this  paper  to  discuss  some  of  the 
questions  about  which  such  testimony  differs. 

THE  DETERMINATION  OF  THE  VAXT7E  OF  WATER  POWER 

2  It  is  now  generally  understood  that  the  determination  of  the 
value  of  water  power  takes  into  consideration  the  cost  of  making 
power  by  steam  which  may  be  spoken  of  as  the  standard  for  com- 
parison. This  value  is  the  capitalization  of  the  annual  saving  by  the 
use  of  water  power.  On  the  one  hand  the  power  required  to  operate 
the  mill  can  be  made  by  the  best  adapted  steam  plant,  and  on  the 
other  hand  by  the  water  power  combined  with  a  proper  steam  plant 
to  produce  uniform  power  throughout  the  year.  In  the  first  case 
the  annual  costs  of  operation  are  those  of  a  steam  plant,  and  in  the 
second  they  are  those  of  a  combined  water  and  steam  plant.  The 
costs  may  be  tabulated  in  a  general  way  as  in  Table  1. 

3  If  the  amoimt  of  the  first  column  exceeds  that  of  the  sum 
of  the  second  and  third,  the  water  power  has  value,  but  if  it  is  less, 
the  water  power  has  no  value.  It  is  a  matter  for  careful  considera- 
tion how  much  saving  by  the  use  of  water  will  justify  its  use,  for  there 
are  some  inconveniences  in  the  use  of  such  power. 
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RATE   OF   CAPITALIZATION 

4  The  theory  in  a  water  power  damage  case  is  that  the  award 
shall  be  such  that  the  interest  thereof  shall  be  sufficient  to  equal 
fully  the  extra  expense  caused  by  the  diversion.  This  rate  is  usually 
taken  at  5  per  cent,  but  is  a  subject  of  argument.  As  interest  rates 
have  a  downward  tendency  it  will  be  seen  that  there  is  ground  for 
argument  on  this  point.     It  is  obvious  that  the  rate  has  a  great 


TABLE  1 

GENERAL  COSTS  OF 

POWER  BY  STEAM  AND 

BY  WATER 

« 

Annual  Costs  of  Power 
by  a  St«an)  Plant 

Annual  Costs  or  Power  bt  Wath 
Combined  with  Steam  SinmciKrr 

FOB  A  UnIFOBM  PoWXB 

Water  Power 
Plant 

AuxiUary 
Strani  Plant 

iTIUtffRSb  .....      - ' 

Interest 

Depreciation 

Insurance 

Taxes 
Attendance 

Interast 

Depredation . 
Trmiranoe .  ,  . 

Depredation 
Insurance 

Tbzim --.-,..., 

Taxw 

Attendjuioe t . . . , 

Attendanee 

Fuel 

Fud 

Supplies 

Supplies 

Supplies 

influence  on  the  award.     For  instance,  if  an  award  was  $200,000  on  a 
5  per  cent  basis,  it  would  be  $250,000  on  a  4  per  cent  basis. 

5  In  the  case  of  an  undeveloped  power  a  higher  rate  of  capitaliza- 
tion, say  12  per  cent  or  more,  may  be  used  as  a  means  of  scaling  do\^ii 
the  value,  when  estimated  in  some  detail,  and  as  representing  the 
necessary  profit  of  an  enterprise. 

THE   PROPER   DEVELOPMENT   OF  A   WATER   POWER 

6  Water  powers  are  seldom  developed  to  the  power  of  the  wet 
months,  pulp  grinding  being  the  only  case  of  full  development  that 
I  know  of.  It  is  customary  to  develop  to  the  average  power  of  the 
eighth  or  ninth  month  of  the  year  when  the  stream  flows  are  ar- 
ranged in  the  order  of  wetness. 

7  A  water  power  produced  by  the  unassisted  natural  flow  of  the 
stream  is  of  very  little  value  when  developed  to  the  customary  ex- 
tent. This  is  shown  by  Table  2  which  gives  in  the  first  column  the 
average  yield  of  the  Sudbury  River  in  Massachusetts  for  37  years 
month  by  month  in  the  order  of  wetness,  in  cu.  ft.  per  second  per 
sq.  mi.  of  watershed.  It  will  be  seen  that  the  largest  yield  is  many 
times  the  smallest,  and  when  it  is  considered  that  these  are  averages, 
that  the  smallest  of  any  year  is  negative,  and  the  largest  of  any  year 
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much  larger  than  the  maxhnum  here  given,  it  is  clear  that  such  a 
stream  is  a  poor  power  producer.  Yet  this  is  representative  in  a 
general  way  of  all  streams.  Water  sheds  differ  in  precipitation 
and  in  other  respects  so  that  the  yields  differ  in  particular  from  those 
of  the  Sudbury  as  shown  by  the  yields  of  two  other  Massachusetts 
rivers  which  are  given  in  columns  3  and  4  of  the  table. 

TABLE  2    AVERAGE  YIELD  OP  WATERSHED 


YiSLDB  IN  Cubic  Pbet  per  Second  per  8q.  Mi. 

OP  Watershed 


Months  in  Order  of 
WetneflB 


Sudbury  River, 

Avorase  of 

37  Years 


Nashua  River, 

Average  of 

15  Years 


little  Westfield 

River,  Average 

of  6  Years 


1 

Dfyest 

2iiddryest 

3rd  dryest 

4th  dryest 

5th  diyest 

6th  diyest 

7th  dryest 

8th  dryest 

0th  diyest 

10th  dryest 

11th  dryctH 

Wettest 


0.137 
0.232 
0.386 
0.540 
0.707 
0.920 


1 
1 
2 
2 
3 
4 


150 
574 
,1S8 
746 
518 
776 


0.330 
0.492 
0.633 
0.802 
0.939 
1.106 
1.319 
1.718 
2.283 
2.764 
3.542 
4.654 


0.22 
0.37 
0.47 
0.81 
1.00 
1.37 
1.64 
2.59 
3.24 
4.32 
5.42 
7.21 


8  It  fre(|uently  happens  that  areas  are  available  in  the  water 
sheds  that  can  be  dammed,  and  overflowed  in  the  wet  months  so 
as  to  be  used  to  make  up  to  some  extent  the  deficiency  in  the  dryer 
months.  This  is  usually  done  and  is  a  saving  feature  of  water  power 
development  of  great  importance,  but  probably  in  no  case  results  in  a 
uniform  power.  In  a  certain  case  which  I  investigated  the  results 
for  the  average  and  dryest  years  were  as  given  in  Table  3. 

9  In  these  cases,  even  in  the  smallest  development,  the  installa- 
tion of  a  steam  plant  is  necessary.  In  such  developments  as  those 
at  Niagara  and  Keokuk,  steam  plants  are  not  necessary  because  the 
power  required  for  a  long  time  will  be  below  the  minimum  flow,  and 
especially  at  Nia{^ra  which  for  scenic  reasons,  will  probably  never 
be  developed  to  use  the  minimum  flow. 

METHOD   OP  ESTIMATING  AVERAGE   YIELDS 

10  In  treating  a  water  power  problem  for  almost  any  purpose 
it  is  necessary  to  have  a  systematic  arrangement  of  the  yields  of  the 
stream  and  the  most  convenient  and  effective  one  is  that  of  monthly 
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yields  in  the  order  of  wetness  or  dryness.  The  calendar  order  is 
without  significance  as  the  dryest  month  of  a  year  may  be,  in  Massa- 
chusetts  at  least,  either  January,  February,  July,  August,  September, 
or  October.  No  matter  when  it  occurs  it  produces  the  same  effect  on 
power,  and  therefore  the  proper  method  of  obtaining  a  table  of  yields 
in  the  order  of  wetness  or  dryness  from  a  table  of  monthly  yields 
as  they  are  reported  from  observations,  is,  first,  to  make  a  column 

TABLE  3     RESULTS  FOR  AVERAGE  AND  DRYEST  YEARS 


Month 

Horaepowera 

Baaed  on  the 

Natural  Flow 

of  the  River 

Horsepowers 

of  6000  h.p. 

Development 

Using  Storage 

Horsepowers 

of  7600  h.p. 

Development 

Using  Storage 

of  10.000  h.  p. 
Development 
Using  Storsge 

A 

B 

A 

B 

^  ;  B 

A 

B 

Do'Mt 

2nd 

3rd 

4th 

6th 

6th 

7th 

8th 

9th 

10th 

11th 

Wettest 

1340 

2260 

3860 

4690 

6100 

6000 

7200 

9360 

11200 

13600 

16800 

27700 

130 
909 
1904 
2247 
2466 
29S3 
4466 
6364 
7699 
9127 
9213 
20457 

4400 
6000 
6000 
6000 
6000 
6000 
6000 
6000 
6000 
6000 
6000 
6000 

130 
909 
1904 
4623 
6000 
6000 
6000 
6000 
6000 
6000 
6000 
6000 

1340 
2260 
3860 
7600 
7500 
7600 
7600 
7600 
7600 
7600 
7600 
7600 

130 
909 
1904 
2247 
2466 
6276 
7600 
7600 
7600 
7600 
7600 
7600 

1340 

2250 

3860 

4600 

5100 

9000 

10000 

10000 

10000 

10000 

10000 

10000 

lao 

909 

1904 

2947 

2466 

2863 

4465 

8879 

10000 

10000 

10000 

10000 

A— Results  for  the  average  year. 

B*"  Results  for  th^  dryctft  year.  • 

composed  of  the  yields  of  the  dryest  month  of  each  year,  the  average 
of  which  is  the  average  yield  for  the  dryest  month  of  the  period 
covered  by  the  observations.  The  average  yield  for  the  second 
dryest  month  of  the  period  is  the  average  of  the  second  dryest 
months  of  all  of  the  reported  monthly  yields,  and  similarly  for  all  of 
the  remaining  months. 


PROPER  AUXILIARY  ENGINE  TO   INSTALL 

11  Investigation  shows  that  the  most  economical  en^e  to 
install  depends  upon  the  power  to  be  made  up  to  produce  a  steady 
power.  Between  certain  limits  of  power  the  most  economical 
engine  is  the  simple  non-condensing  type.  Beyond  this  and  up  to  a 
certain  other  power  the  simple  condensing  engine  should  be  used,  and 
still  further  the  compound  condensing  engine  is  necessary.  Similar 
arguments  apply  to  condensing  and  non-condensmg  steam  turbines. 
The  points  to  be  considered  in  determining  the  economy  are  those 
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producing  the  greatest  net  economy  as  made  up  of  fixed  charges  and 
costs  of  operation. 

12  In  any  table  containing  the  monthly  deficiencies  of  a  water 
power  it  will  be  seen  that  the  make-up  steam  powers  vary  between 
wide  limits.  Here  there  is  a  chance  to  exercise  judgment  as  to  the 
best  type  of  engine  to  install  and  also  its  size.  In  every  such  case  an 
engine  should  be  used  that  will  be  well  overloaded  in  the  dryest 
average  month,  and  much  underloaded  in  the  wetter  months,  and 
the  requirements  of  the  months  of  the  dryest  year  should  also  be 
considered.  Here  enter  also  the  considerations  of  the  preceding 
paragraph. 

KIND   OF   COAL 

13  The  kind  of  coal  to  be  considered  in  any  case  is  not  neces- 
sarily the  kind  that  is  used  at  the  mill,  but  should  be  the  normal  coal 
of  the  district.  This  is  nearly  always  a  bituminous  coal,  but  the  coal 
actually  used  is  often  a  mixture  of  bituminous  and  fine  anthracite. 
The  latter  must  be  more  or  less  temporary,  and  should  not  be  con- 
sidered normal  to  the  district  unless  the  location  is  near  an  anthracite 
field,  or  near  a  main  line  of  transportation  from  such  a  field. 

ECONOMY  OF  STEAM  PLANTS 

14  In  damage  cases  a  great  deal  of  testimony  is  given  con- 
cerning the  economy  of  steam  plants.  It  is  well  known  that  the 
economies  of  such  plants  are  very  variable  and  differ  from  each 
other.  In  some  cases  great  care  is  taken  to  have  good  plants  care- 
fully operated,  while  in  others  they  are  neglected  and  incompetent 
men  are  employed,  but  such  plants  as  the  latter  should  not  be  taken 
as  criteria  for  basing  an  award  for  damages.  There  is  a  great  dif- 
ference in  the  same  boiler  if  fired  by  different  men.  Firemen  can  be, 
and  many  are,  educated  to  fire  properly,  and  if  steam  users  realized 
what  great  savings  in  coal  can  be  made  by  proper  firing  they  would 
insist  upon  their  firemen  being  taught.  It  is  being  recognized  that 
greater  skill  is  required  in  boiler  rooms  than  in  engine  rooms.  Devices 
are  on  the  market  for  showing  the  firemen  how  the  chemistry  of  com- 
bustion is  proceeding,  and  how  much  steam  the  boilers  are  furnishing. 
Prices  are  sometimes  awarded  for  the  best  firing,  and  the  economy 
is  being  watched  in  many  places.  Proper  supervision  should  be 
given  in  all  places.  There  are  often  waste  steam  and  hot  water,  the 
heat  of  which  can  be,  to  some  extent,  returned  to  the  boilers,  causing 
a  saving  of  as  much  as  15  per  cent  of  coal  in  some  cases.    In  addition 
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to  this  a  saving  of  5  to  10  per  cent  can  be  made  by  a  Green's  econ- 
omizer which  extracts  heat  from  the  gases  which  leave  the  boilers 
and  gives  it  to  the  feedwater. 

15  In  the  case  of  engines  there  are  non-condensing  and  con- 
densing engines  and  turbines,  and  they  can  be  simple  or  compound. 
In  addition  there  are  steam  engines  that  are  being  devised  which  are 
likely  to  surpass  in  economy  any  that  are  now  on  the  marketi  and 
these  improved  engines  are  on  the  verge  of  being  introduced.  In 
addition  superheated  steam  is  being  introduced  and  may  be  at  any 
time  installed  in  mills  that  are  damaged  by  loss  of  water.  By  its 
use  it  is  easy  to  save  10  per  cent  of  coal  without  any  accompanying 
disadvantages.  The  advantage  of  using  better  condensing  ap- 
paratus is  being  realized  and  such  apparatus  is  being  introduced  with 
improved  economy. 

16  The  simple  non-condensing  engine,  the  exhaust  steam  of 
which  is  utilized  for  mill  processes,  forms  the  most  economical 
steam  plant,  and  this  is  generally  understood. 

17  These  considerations  bear  upon  the  testimony  that  may  be  given 
in  cases  such  as  are  under  consideration.  If  a  mill  is  using  a  waste- 
ful plant  it  is  obvious  that  the  damages  should  not  be  based  upon 
the  performance  of  such  a  plant,  and  due  consideration  should  be 
given  to  the  possibility  of  improvement  which  might  take  place 
at  any  time.  If  an  award  is  based  upon  a  wasteful  plant  it  would 
manifestly  be  too  great  for  an  economical  one,  and  on  general  prin- 
ciples it  is  best  always  to  keep  in  mind  the  possibilities  of  the  future. 

18  Another  feature  of  damage  cases  is  that  of  allowing  for  the 
variable  loads  that  auxiliary  engines  carry,  as  already  mentioned, 
but  it  should  be  borne  in  mind  that  recent  engines  are  not  as  wasteful 
with  such  loads  as  were  engines  made  20  years  ago.  However  this 
may  be,  there  is  considerable  uncertainty  in  estimates  of  the  coal 
used  with  variable  loads. 

THE  USE  OP  EXISTING  ENGINES  AND  BOILERS  TO  SUPPLY  POWER  LOST 

BY  DIVERSION 

19  It  often  happens  in  damage  cases  that  the  power  to  be  made 
up  month  by  month  is  sufficiently  small  to  be  assumed  by  the  existing 
engine  in  the  plant.  It  is  beneficial  to  both  sides  of  the  controversy 
if  this  is  so.  The  main  engine  is  likely  to  be,  or  should  be,  of  an 
economical  type  for  the  work  and  would  in  every  way  be  more 
satisfactory  to  the  damaged  party  by  itself  than  in  connection  with 
an  additional  engine.     If  an  additional  engine  is  put  in,  the  award 
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will  be  larger,  but  the  recipient  will  have  a  more  complicated,  ex- 
pensive and  wasteful  plant,  and  he  will  be  likely  to  abandon  it  in  a 
short  time.  If  the  existing  engine  cannot  carry  the  additional  load 
another  should  be  added.  If  an  expert  seeks  only  to  obtain  the 
highest  award  for  his  client  he  will  probably  advocate  an  additional 
engine. 

20  The  same  remarks  apply  to  boilers.  In  many  cases  the  ex- 
isting boiler  plant  is  ample  to  carry  the  additional  load,  and  the  same 
is  true  of  the  usual  force  of  firemen,  and,  in  fact,  they  seldom  know 
that  there  is  an  additional  load.  In  such  cases  it  is  surely  better  that 
the  existing  boiler  plant  should  carry  the  additional  load  if  it  can 
properly,  but  if  it  cannot,  the  award  should  contemplate  an  addition. 

THE  EFFICIENCY  OF   WATERWHEELS 

21  The  maximum  efficiency  of  waterwheels,  which  are  new  and 
clean,  has  been  found  to  be  nearly,  if  not  quite,  85  per  cent,  and  is 
quite  certain  to  be  83  or  84  per  cent.  Wheels  are  generally  so  made 
that  the  maximum  efficiency  is  at  70  to  85  per  cent  gate  opening  on 
account  of  the  probability  that  the  gate  will  not  be  wide  open  as  a 
general  thing.  In  practice  it  is  impossible  to  keep  wheels  clean. 
They  become  rusty,  coated  with  dirt,  and  more  or  less  clogged  with 
debris.  As  the  supply  of  water  in  most  cases  is  variable  and  small  at 
times,  the  usual  position  of  the  gates  is  likely  to  be  at  such  a  point 
that  the  average  efficiency  will  not  be  over  75  per  cent.  The  gate 
opening  which  corresponds  to  this  efficiency  is  from  45  per  cent  to 
55  per  cent. 

22  Testimony  is  often  given  to  the  effect  that  the  average  effi- 
ciency of  waterwheels  is  as  much  as  80  per  cent,  and  this  is  used  in 
estimating  the  power  lost,  while  an  examination  of  efficiency  curves, 
and  contemplation  of  the  conditions  to  which  wheels  are  subject, 
show  that  such  an  efficiency  under  the  conditions  is  impossible.  In 
my  opinion  the  average  efficiency  used  in  water  power  damage 
ca.ses  should  be  taken  at  not  more  than  75  per  cent. 

23  It  is  evident  that  steam  engines  are  more  easily  under  ob- 
servation than  waterwheels,  that  it  is  easier  to  keep  them  in  proper 
condition,  to  record  their  power  and  economy,  and  by  more  exact 
methods. 

THE   FRICTION   OF  WATERWHEEL  GEARS  AND   SHAFTS 

24  When  waterwheels  are  tested  the  friction  brake  is  applied 
directly  to  the  wheel  shafts.    In  the  case  of  vertical  wheels  the  power 
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is  transmitted  through  bevel  gears,  the  friction  of  which  has  been 
shown  by  Professor  Allen's  tests  to  be  from  3  to  4  per  cent.  The 
shaft  of  a  horizontal  waterwheel,  and  the  horizontal  shaft  driven 
through  the  gears  of  a  vertical  wheel,  correspond  with  the  shaft  of 
an  engine,  and  these  considerations  enable  powers  from  the  two 
types  of  wheels  and  from  steam  engines  to  be  compared.  The  deliv- 
ered power,  from  horizontal  shafts  for  wheels  and  engines  will  com- 
pare about  as  follows,  the  power  from  the  engine  being  referred  to  the 
indicated  power: 

Average  Average 

Power  Power  Average 

Delivered  Delivered  Power 

Gross               by  Shaft  by  Horizontal  I.h.p.              Defivered 

Water           of  Horizontal  Shaft  of  of  Steam           by  Engine 

Power,                Wheel,  Vertical  Wheel,  Engine,                Shaft, 

Per  Cent            Per  Cent  Per  Cent  Per  Cent            Per  Cent 

100                     75  72  100                     92 

DEVELOPED  AND   UNDEVELOPED   POWERS 

25  In  the  case  of  a  developed  power  the  problem  of  determining 
a  proper  award  is  comparatively  definite.  The  cost  of  the  de- 
velopment and  the  power  used  are  known,  as  well  as  many  other 
particulars.  In  the  case  of  an  undeveloped  power  we  are  in  the  dark 
about  most  of  the  matters  concerned.  Supposititious  cases  can  be 
assumed,  but  almost  everything  is  guesswork,  and  the  award  is  a 
guess.  The  price  for  which  an  undeveloped  power  will  be  sold 
depends  upon  ''getting  together''  and  little  else.  A  man  who  has 
such  a  power  to  sell  dislikes  to  let  slip  an  opportunity  for  a  sale,  and 
for  this  reason  good  bargains  for  the  piu'chaser  are  sometimes  made. 
If,  however,  a  would-be  piu'chaser  has  a  definite  program  ahead  it  is 
possible  to  determine  what  he  can  afford  to  pay. 

26  A  knowledge  of  the  costs  of  such  powers  is,  of  course,  very 
valuable,  but  such  information  is  difficult  to  obtain. 

THE    VALUE   OF   WATER   FOR   NON-POWER   PURPOSES 

27  This  is  one  of  the  most  difficult  matters  to  determine.  The 
most  obvious  method  is  to  ascertain  the  annual  saving  by  the  use  of 
such  water  rather  than  to  purchase  it  from  a  public  supply  and  capi- 
talize it.  This  method  will  give  such  a  great  value  for  lost  water  that 
it  would  always  be  strenuously  objected  to  by  the  other  side.  Some- 
times a  plant  can  be  moved  to  another  source  of  supply,  for  it  isn't 
always  nece^ary  for  a  plant  to  remain  in  the  same  place,  although 
it  usually  is.    Driven  wells  can  sometimes  be  resorted  to,  but  what- 
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ever  is  done  the  award  must  be  suj£cient  to  yield  by  interest  the  extra 
annual  cost  of  providing  a  make-up  supply  equal  to  that  lost  by  diver- 
sion. 

28  The  determination  of  the  value  of  water  for  non-power 
purposes  does  not  usually  come  from  the  diversion  of  water,  for  when 
this  occurs  it  is  common  to  give  a  manufacturer  as  much  water  as  he 
needs  for  such  purposes,  as  for  boilers,  paper  washing,  dye  houses, 
etc.  Sometimes  the  question  arises  as  to  how  much  shall  be  paid  to 
the  owner  of  a  source  of  supply  for  a  quantity  of  water,  or  how  the 
price  shall  be  readjusted. 

DISCUSSION 

Jay  M.  Whitman/  in  a  written  discussion,  commented  on  some 
of  the  statements  in  the  paper,  as  follows : 

Under  par.  17,  the  author  expects  the  condonining  party  to  take 
advantage  of  the  investment  made  by  the  mill  owner.  In  par.  18  he 
treats  of  variable  loads,  and  does  not  give  to  them  the  range  of 
efficiency  which  I  think  is  due  them. 

Under  par.  19,  the  author  fails  to  remember  that  the  market  value 
alone  must  control.  Under  par.  20,  the  condemning  party  should  pay 
its  pro  rata  of  operating  costs  in  the  mill. 

Finally^  in  all  condemnation  of  water  powers,  local  considerations 
must  control  and  the  loss  in  market  value  must  determine  the  result. 

^607  BoUitt  Bldg.,  Philadelphia,  Pa. 
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The  phenomena  of  carburizing  iron  and  of  hardening  it  by  quench- 
ing have  been  known  for  many  centuries,  yet  the  explanation  of 
hardening  steel  has  not  yet  been  given  to  the  satisfaction  of  all. 
Many  theories  have  been  advanced  and  each  has  its  adherents,  but 
one  can  scarcely  say  that  any  generally  accepted  theory  or  explana- 
tion exists.  As  recently  as  this  year,  two  very  interesting  new 
theories  were  advanced  at  the  May  meeting  of  the  Iron  and  Steel 
Institute  of  Great  Britain. 

2  In  what  follows  we  are  not  so  much  interested  in  the  theories 
as  in  the  practice  of  the  art  of  hardening  and  tempering  tool  steel 
and  we  shall  confine  our  attentions  to  carbon  steels,  together  with 
some  consideration  of  so-called  special  steels  containing  various 
alloys,  usually  below  3  per  cent.  We  shall  not  discuss  high-speed 
steels,  nor  the  many  low-carbon  alloy  steels,  primarily  of  value  on 
account  of  their  tensile  qualities,  but  also,  in  many  cases  of  limited 
value  for  tools,  especially  those  used  for  hot  work.  In  this  way  only 
can  we  hold  either  the  paper  or  the  discussion  withui  reasonable 
limits.  We  shall  consider  the  subject,  also,  from  the  basis  of  soimd 
well-worked  materials  and  shall  not  consider  the  influence  of  defects, 
such  as  pipes,  seams,  bursts,  laps,  burning,  etc.  The  hardening 
operation  itself  will  give  sufficient  scope  for  our  thought  and  atten- 
tion. 

3  Tool  steels  are  included  within  the  range  of  0.60  to  1.50  per 
cent  carbon,  but  not  less  than  90  per  cent  of  them  fall  within  carbon 

^Halcomb  Steel  Go. 
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limits  of  0.75  to  1.35  per  cent.  They  are  usually  made  by  the  very 
old  crucible  process  or  the  very  new  electric  processes,  and  just  now 
there  is  considerable  discussion  as  to  the  relative  merits  of  these 
methods.  As  the  writers  are  among  the  few  men  in  the  world  who 
have  had  practical  experience  with  both  processes,  we  will  refram 
from  discussing  their  respective  merits  at  the  present  time  to  leave  a 
free  field  for  partisans.  It  is  hardly  necessary  to  remaik  that  no 
mere  process  is  a  guarantee  of  quality;  it  takes  brains,  plus  a  process, 
to  succeed  in  almost  any  line  of  manufacture.  This  is  particularly 
true  ot  tool  steel,  which  is  subjected  to  so  many  operations  between 
the  melting  and  the  selling  stage. 

4  Carbon  forms  at  least  one  definite  compound  with  iron, 
FcaC,  known  as  cementite.  This  is  the  hardest  constituent  in  steel. 
Cementite  exists  in  annealed  steel  associated  with  a  perfectly  definite 
quantity  of  iron,  or  ferrite,  as  it  is  metallographically  known.  This 
definite  relation  between  ferrite  and  cementite  yields  the  constituent 
pearlite,  in  which  the  cementite  and  ferrite  may  exist  in  a  laminated 
or  a  granular  condition.  This  aggregate  contains  a  definite  per- 
centage of  carbon,  0.89  per  cent,  and  steel  containing  0.89  per  cent 
carbon  in  its  normal  condition,  is  found  to  consist  of  nothing  but 
pearlite  when  examined  microscopically. 

5  In  steel  containing  less  than  0.89  carbon  the  cementite  asso- 
ciates with  sufficient  ferrite  to  form  pearlite,  and  leaves  the  excess 
ferrite  free  in  distinct  microscopic  grains  or  crystals.  On  the  other 
hand,  if  the  steel  contains  above  0.89  carbon,  there  is  more  cementite 
present  than  can  become  associated  with  ferrite,  and  the  excess 
being  imable  to  find  a  partner,  so  to  speak,  exists  in  separate  particles, 
either  granular  or  in  a  more  or  less  perfect  net  work  surrounding  the 
pearlite. 

6  The  definite  percentage  of  carbon  which  yields  a  full  pearUtic 
structure  in  the  annealed  or  natural  condition  is  known  as  the 
eutectoid  composition.  Steels  of  lesser  carbon  are  called  hypo- 
eutectoid,  and  steels  of  higher  carbon  are  called  hyper-eutectoid  steels. 
We  are  indebted  to  Professor  Howe  for  these  names. 

7  When  carbon  steel  is  heated  above  a  certain  temperature,  a 
change  takes  place  in  the  constitution  of  the  steel.  This  tempera- 
ture is  known  as  the  carbon  change  point,  critical  temperature,  or, 
preferably  as  the  decalesccnce  point.  When  this  temperatme  is 
reached  the  pearlite  becomes  austenite,  a  solid  solution  of  iron  carbide 
in  iron.  This  change  occurs  at  a  nearly  constant  temperature,  but 
in  case  of  hypo-eutectoid  steels,  the  austenite  first  formed  above 
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the  decalescenoe  point  acts  as  a  solvent  for  the  excess  ferrite.  In 
other  words,  at  a  somewhat  higher  temperature  than  the  decalescence 
point,  we  obtain  a  homogeneous  solid  solution  of  sll  the  cementite 
in  all  the  ferrite.  This  is  the  best  condition  for  hardening  a  low- 
carbon  tool  steel  and  accounts  for  the  practice  of  heating  low-carbon 
steels  hotter  than  hyper-eutectoid  steels  for  hardening. 

8  The  excess  cementite  of  hyper-eutectoid  steels  is  not  readily 
soluble  in  the  austenite  first  formed  from  the  pearlite  and  it  requires 
a  high  temperature  to  complete  the  solution  of  the  excess  cementite. 
Practically  considered,  nothing  is  gained  by  doing  so. 

9  Steels  quenched  quickly  from  above  the  decalescence  tem- 
perature retain  the  carbon  more  or  less  perfectly  in  the  condition  of 
solid  solution  that  existed  above  the  decalescence  point.  The 
structural  name  for  the  quenched  product  is  martensite.  Hypo- 
eutectoid  steels,  hardened,  may  show  either  all  martensite  or  martens- 
ite and  ferrite.  Hyper-eutectoid  steel  should  show  martensite  and 
cementite.  The  martensite  of  eutectoid  steels  has  been  called 
hardenite  by  Professor  Arnold. 

10  Just  as  in  the  change  of  ice  to  water  or  of  water  to  ice,  there 
is  an  evolution  or  absorption  of  heat,  so  is  there  an  absorption  or 
evolution  of  heat  in  steel  on  passing  through  its  critical  range.  There 
are  several  methods  of  determining  this  change  point,  but  as  these 
methods  are  so  well  known,  we  will  omit  detailed  descriptions  of  the 
o()erations  involved. 

11  The  position  of  this  critical  temperature  is  fairly  constant 
in  all  straight  carbon  tool  steels,  but  is  affected  to  a  variable  degree 
by  the  addition  of  allojrs.  Just  as  the  addition  of  salt  to  water  lowers 
the  temperature  at  which  the  solution  freezes,  so  the  addition  of 
alloys  lowers  the  freezing  point  of  steel  and  frequently  lowers  the 
position  of  the  critical  temperatures.  The  addition  of  10  per  cent 
of  nickel  to  a  1.00  per  cent  carbon  steel,  or  of  4  per  cent  of  manganese, 
for  example,  lowers  the  critical  point  to  such  an  amount  that  steels 
of  these  types  are  martensitic  at  ordinary  temperature,  even  after 
slow  cooling. 

12  The  determination  of  critical  temperatures  has  materially 
assisted  in  the  solution  of  many  metallurgical  problems.  So  far  as 
we  are  concerned  in  this  paper,  however,  it  is  sufficient  that  for  the 
practical  hardening  of  tool  steels  this  critical  temperature  must  be 
exceeded  by  a  fairly  good  margin,  at  least  25  deg.  to  50  deg.  fahr., 
depending  on  the  size,  shape,  mass  and  composition. 

13  On  heating  steel  through  its  critical  range  changes  occur 
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other  than  those  noted.  Steel  is  strongly  magnetic  below  the  critical 
range,  but  loses  its  magnetism  within  and  above.  The  electrical 
resistance  for  hard  steel  increases  with  the  temperature  up  to  the 
critical  point  in  a  curve  which  is  nearly  a  straight  line.  On  passing 
through  the  resistance  increases  abruptly,  and  after  having  passed 
through,  the  increase  per  degree  rise  in  temperature  is  very  much  less 
than  in  either  of  the  other  two  cases.  The  specific  volume  of  a 
hardened  steel  is  approximately  0.01  greater  than  in  its  annealed 
condition.  These  marked  changes  in  physical  characteristics  oc- 
curring at  definite  temperatures  are  indicative  of  the  disturbances 
going  on  in  the  steel  and  occur  at  the  temperature  at  which  carbide 
carbon  goes  into  solution  on  heating,  or  dissolved  carbon  is  pre- 
cipitated from  solution  on  cooling. 

14  Of  great  practical  importance  to  the  hardener,  however,  are 
the  volume  changes,  both  expansion  and  contraction,  which  occur 
during  the  critical  ranges  of  temperature.  The  permanent  changes 
in  dimensions  which  steel  undergoes  in  hardening  are  of  the  utmost 
interest  to  the  hardener  and  associated  with  these  changes  is  the 
problem  of  hardening  cracks. 

15  Le  Chatelier^  has  studied  the  phenomena  of  expansion  or 
dilatation  by  accurate  scientific  methods  and  has  divided  the  changes 
into  three  zones  of  temperature:  (a)  changes  at  temperatures  below 
that  at  which  allotropic  transformation  begins;  (b)  changes  at  tem- 
peratures above  that  at  which  allotropic  transformation  occurs; 
and  (c)  changes  occuring  within  the  critical  range  itself.  During  the 
first  of  these  periods  from  0  deg.  to  700  deg.  cent.,  iron  and  steel 
expand  nearly  equally,  the  amount  of  carbon  exerting  little  influence. 
For  any  iron  or  steel,  however,  the  amount  or  rate  of  dilatation  in- 
creases with  the  temperature.  Below  100  deg.  cent,  the  dilatation  is 
about  0.000011  in.,  while  between  600  deg.  and  700  deg.  cent,  it 
increases  to  0.0000165  in.  per  deg.  cent.  Above  the  critical  range, 
however,  the  coefficient  of  dilatation  varies  directly  with  the  carbon 
and  is  nearly  twice  as  great  for  a  1.20  carbon  steel  as  for  a  0.05  carbon 
iron.  The  changes  taking  place  at  Aci  (decalescence  point)  and  ilfi, 
(recalescence  point)  Le  Chatelier  has  not  been  able  to  study  so 
satisfactorily.  He  has  found,  however,  that  the  dilatation  which 
increases  directly  with  the  temperature  up  to  Aci,  suddenly  stops 
and  that  instead  of  an  expansion,  a  marked  contraction  takes  place. 

16  On  cooling  steel  from  high  temperatures,  these  changes  in 
dimensions  are  reversed,  although  they  are  not  quantitatively  equal, 

^Contribution  k  1 'Etude  des  Alliages,  p.  386. 
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nor  do  they  occur  at  the  same  temperatures.  It  is  an  axiom  that  heat 
expands  and  that  cold  contracts;  but  with  steel  there  is  a  certain 
critical  temperature  at  which  an  abnormal  behavior  is  noticed,  namely 
a  sudden  shrinkage  on  heating  and  an  expansion  on  cooling.  The 
expansion  of  steel  in  heating  to  750  deg.  cent,  is  about  }i  in.  per  ft., 
and  when  we  recall  that,  in  quenching,  a  corresponding  contraction 
attempts  to  take  place  suddenly,  it  is  little  wonder  that  strains  are 
set  up  that  may  exceed  the  ultimate  strength  of  the  steel. 

RELATION   OF  ABOVE  TO   OVER-HEATING 

17  What  is  the  relation  of  the  above  to  over-heating,  i.e.,  heat- 
ing above  that  temperature  at  which  it  is  necessary  to  harden? 
After  passing  through  the  critical  range,  the  expansion  takes  place 
at  its  ma?rimum  rate.  When  steel  is  heated  in  such  a  maimer  it 
assumes  the  shape  corresponding  to  the  maximum  temperature  and 
on  cooling  the  whole  piece  tends  to  return  to,  or  near,  its  original 
size.  In  so  doing,  the  outer,  or  first  cooled,  portion  is  hardened  first 
and  forms  a  hard,  brittle,  unyielding  shell,  and  the  strains  set  up 
by  the  slower  cooling  interior  may  either  (a)  fracture  the  shell  pro- 
ducing external  cracks,  especially  if  the  shell  be  uneven  in  thickness, 
or  (b)  burst  the  piece  at  the  center  if  the  shell  is  of  even  thickness  and 
strength.  This  latter  occurrence  is  accompanied  by  a  peculiar 
appearance  of  the  fracture  and  frequently  and  wrongly  called  pipe. 

TIME   OF   HEATING 

18  Too  much  stress  cannot  be  laid  on  the  fact  that  there  is  a 
correct  length  of  time  for  heating  and  that  this  time  of  heating  is  as 
important  as  the  temperature  to  which  heated.  There  are  at  least 
two  dangers  which  must  be  avoided. 

19  First,  if  the  heating  be  too  fast,  a  uniform  temperature  does 
not  exist  throughout  the  mass  being  heated.  For  example,  a  die 
block  heated  too  quickly  may  exhibit  the  following  conditions:  The 
outer  portions  may  be  above  Aci,  and  expanding  at  the  maximum 
rate;  the  mtermediate  portions  may  be  in  the  transformation  range 
and  contracting;  while  the  inner  portion,  which  is  below  Aci,  is 
slowly  expanding  at  the  characteristic  rate  below  Aci,  What 
wonder  that  steel  fractures  under  such  conditions? 

20  Second,  grain  size  depends  among  other  variables  upon 
(a)  temperature  above  Aci,  and  (6)  time  above  Aci.  If  heating 
be  of  such  a  character  that  the  piece  is  held  above  Aci^  for  an  ab- 
normally long  time,  the  crystals  may  have  grown  to  such  an  extent 
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that  on  quenchmg,  abnormal  fp*ain  size  is  retained  and  the  result  is 
a  weak,  if  not  cracked,  piece. 

21  Quick  heating  in  a  furnace  which  is  considerably  hotter 
than  the  correct  hardening  temperature  is  extremely  bad  practice. 
The  difSiculty  is  that  the  thin  parts,  comers,  and  edges  are  liable  to 
attain  an  overheated  temperature  before  the  larger  portions  of  the 
piece  attain  the  correct  hardening  temperature,  and  this  overheating 
of  the  thin  parts  produces  large  grain  size,  abnormal  expansion  and 
tends  to  produce  cracks. 

SPEED  OF   QX7ENGHING 

22  If  a  sample  of  steel  be  cooled  slowly  from  above  Aci,  the 
solid  solution  which  has  been  formed  breaks  up  and  precipitates  its 
cementite  and  ferrite  and  we  have  then  an  annealed  steel.  If  the 
cooling  on  the  contrary  be  rapid,  the  solid  solution  is  not  given  the 
time  necessary  to  permit  the  complete  dissociation  into  cementite 
and  pearlite  and  we  find  formed  the  intermediate  breakdown  of 
austenite,  known  as  martensite.  If  the  cooling  be  intermediate  in 
its  speed  between  extremely  slow  and  extremely  fast,  we  find  inter- 
mediate microconstituents,  troostite  or  sorbite.  The  correct  con- 
stituent, however,  in  a  hardened  steel  is  martensite,  and  to  form  this 
martensite  the  material  must  be  cooled  quickly. 

23  There  are  several  degrees  of  "quickness"  which  at  once 
suggest  themselves.  There  is,  however,  a  critical  rate  of  cooling 
through  the  range  which  must  be  attained  before  the  piece  will  be 
hardened. 

24  On  quenching  it  is  clear  that  the  surfaces  of  the  section  are 
cooled  and  hardened  first.  If  the  mass  being  cooled  is  of  considerable 
size,  different  degrees  of  hardness  are  noticed  from  the  outside  to  the 
middle.  This  can  be  illustrated  by  the  following  two  examples, 
which,  however,  are  not  tool  steels  (Table  1). 

25  Bars  of  the  analysis  shown,  3J^  in.  sq.  by  18  in.  long,  were 
quenched  from  indicated  temperatures.  A  transverse  section  J4  hi. 
thick  was  sawed  from  the  middle  and  brinell  hardness  tests  made  at 
equidistant  points  on  its  surface.  It  will  be  noted  that  in  each  in- 
stance the  comers,  or  thinnest  poitions  were  the  hardest.  Next  in 
hardness  were  the  edges  and  the  decrease  in  hardness  was  quite 
uniform  to  the  center  of  the  bar. 

26  The  cooling  medium  used,  its  temperature,  and  condition 
also  affect  the  rate  of  cooling.     Benedicks^  has  investigated  this 
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subject  and  arrived  at  conclusions  of  extreme  interest.  He  found 
that  in  order  that  a  liquid  present  in  large  bulk  may  exhibit  a  good 
quenching  power  it  is  necessary: 

a    That  it  should  possess  a  high  latent  heat  of  vaporization 

b    That  it  be  maintained  at  a  temperature  low  enough  to 

avoid  too  abimdant  formation  of  vapor 

27    High  specific  heat,  low  viscosity  and  large  heat  conductivity 

aU  act,  it  is  true,  in  the  direction  of  quick  cooling,  but  the  influence  of 


TABLE  1    PENETRATION  OF  HARDNESS 

1 

2 

3 

4 

6 

6 

7 

1 

411 

360 

321 

314 

321 

360 

411 

ZH  in-  aQ-  by  18  in.;  water, 

2 

369 

316 

207 

281 

207 

318 

400 

1600  deg.  fahr.  H  in.  traoa- 

3 

337 

283 

283 

280 

283 

205 

340 

verae  section  from  middle  of 

4 

330 

283 

280 

280 

280 

283 

335 

length.     C.  0.20,   Si,  0.00, 

6 

337 

278 

283 

280 

285 

208 

340 

Mn.  0.65,  P,  0.01,  S,  0.01, 

6 

360 

301 

207 

281 

207 

301 

380 

Ni,  3.47 

7 

411 

360 

337 

317 

337 

380 

420 

1 

2 

3 

4 

5 

6 

7 

1 

350 

353 

337 

317 

337 

353 

350 

3K  in.  aq.  by  18in.:oU.  1675 

2 

360 

335 

325 

320 

323 

327 

350 

deg.  fahr.  H  in.  transverM 

3 

328 

330 

320 

320 

320 

327 

328 

section     from     middle     of 

4 

325 

320 

316 

314 

316 

320 

325 

length.     C,  0.40.  Si,  0.14, 

6 

328 

325 

320 

317 

320 

325 

328 

Mn,  0.74,  P,  0.015.  8.  0.014, 

6 

360 

327 

323 

310 

323 

327 

350 

Cr,  1.18.  V,  0.17 

7 

360 

360 

328 

325 

328 

350 

!     362 

■ 

the  two  factors  last  mentioned  appears  to  be  of  a  different  and  lesser 
grade  than  the  heat  of  vapor  formation. 

28  The  authors  have  devoted  considerable  time  to  investigating 
numerous  commercial  media  which  are  in  use  in  typical  hardening 
plants  of  the  country  at  the  present  time.  The  results  given  are 
only  a  small  portion  of  those  actually  obtained,  but  they  are  typical. 

29  In  attacking  the  problem,  the  following  method  was  adopted :  A 
test  piece  of  the  dimensions  shown  in  Fig.  1  was  machined  from  a  solid 
bar,  and  a  hole  drilled  through  the  neck  to  within  an  equal  distance  from 
each  side  and  bottom  of  the  test  piece.  Into  this  hole  a  calibrated 
platinum-rhodium  couple  was  inserted  and  the  leads  connected  to  a 
calibrated  galvanometer.  The  test  piece  was  then  immersed  in  a 
lead  pot,  also  containing  a  thermo-KK)uple,  to  the  point  Ay  and  the 
lead  pot  was  maintained  at  a  temperature  of  1200  deg.  fahr.  When 
the  couple  inside  the  test  piece  was  at  1200  deg.  fahr.,  and  the  couple 
in  the  lead  pot  read  1200  deg.  fahr.,  the  test  piece  was  removed  and 
quenched  to  the  point  £  in  25  gal.  of  the  quenching  medium  under 


852 


FACTOBS  IN  HABDBmNG  T0OI>  8TEEI. 


:'Mn: 


i^rn 


x^ 


V  i^rpi 


CQ-^- 


.1. 


.-y_jr 


Eh 


o 

n 

g 

5J5 


00 
H 


Eh 
CO 
M 


1^-./  ->> 


JOHN  A.    UATHBWB  AND   HOWARD  J.   STAOQ,   JR.  853 

mfflderation.  At  the  start  the  quenching  medium  was  maintained 
.  room  temperature.  The  time  in  seconds  that  it  took  the  test 
ece  to  fall  from  a  temperature  of  1200  deg.  fahr.,  to  a  temperature 
'  700  deg.  fahr.,  was  noted  by  the  aid  of  a  stop-watch.  It  is  clear 
lat  immersing  the  test  piece  in  the  quenching  medium  raised  the 
mperature  of  the  medium.  The  test  piece  was  then  replaced  in 
te  lead,  heated  to  1200  deg.  fahr.,  quenched,  in  the  medium  at 


TIME  m  SEConos  timi 

QuxNcmNo  PowxR  or  LiQinos 
Fio.  2    Stbaoubi  Citt  Watb  no.  3    Brink  Solutions 

lis  higher  temperature  and  the  time  again  taken  with  the  stop- 
atch.  These  operations  were  continued  until  the  quenching  media, 
I  the  case  of  oils,  bad  attained  a  temperature  of  about  250  deg.  fahr. 
lie  results  obtained,  time  in  seconds,  for  a  fall  from  1200  deg.  fahr. 
)  700  deg.  fahr.,  were  plotted  against  the  temperature  of  the  quench- 
ig  medium  and  a  series  of  curves  as  shown  in  Figs.  2  to  14  inclusive 
ere  obtained. 

30  A  consideration  of  the  results  is  interesting.  City  water 
Fig.  2)  has  a  fiurly  constant  quenching  rate  up  to  a  temperature  of 
X)  deg.  fahr.,  where  it  begins  to  fall  off.  At  125  deg.  fahr.,  the  slope 
very  marked.  Brine  solutions  (Fig.  3)  have  both  a  quicker  rate 
F  cooling  and  are  more  effective  at  higher  temperatures  than  water, 
lie  curve  does  not  begin  to  fall  off  seriously  until  a  temperature  m 
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the  neighborhood  of  150  d^.  fahr. 
deg.  fahr.  cooled  the  test  piece  in  6C 
it  in  55  sec. 

31  As  is  well  known  the  oils  are  i 
than  water  or  brine  solutions,  but  thi 
more  constant  rate  of  cooling  at  big 
brine. 

32  The  curves  shown  in^Figs. 
oils  somewhat  similar  to  cylinder  oilf 


Tm.  16  Fio.  16 

Bkinell  HABDmss  or  Test  Pieces  atteb  Quenchiko 

interesting  in  that   they   have  slower    quenching  abilities  at  low 
temperatures  than  at  higher  temperatures. 

33  A  comparison  of  curves  in  Figs.  5  and  6  show  the  variation 
in  quenching  power  of  the  same  oil  due  to  continued  service.  The 
differences  in  quenching  rates  may  well  account  for  different  results 
from  the  same  steel  in  different  shops,  or  in  the  same  shop  due  to 
E  of  oil  used. 


JO&N   A.   kLLTHinrS   AND   HOWARD  J.    STAOG,   JR.  859 

HABONESB   AB   A7FECTED    BY   UABS 

34  It  has  been  known  for  some  time  that  different  masses  of  the 
same  material  on  being  quenched  under  like  conditions  gave  varying 
physical  properties,  but  it  is  only  within  recent  years  that  the  quanti- 
tative effect  has  been  measured.  The  authors  give  here  a  few 
results,  which,  although  obtained  several  years  ago,  are  printed  for 
the  first  time. 
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7iO.  17  Fio.  18 

Brinell  Hakdniss  or  Test  Pieces  avteb  Quenchino 

35  Test  pieces  4  in.  long  were  made  from  the  same  ii^ot  in  sizes 
increasing  K  in.  in  both  breadth  and  thickness.  The  smallest  was 
H  in.  square  and  the  largest  3^  in.  square.  Three  ingots  of  different 
type  analyses  were  chosen  and  a  series  of  test  pieces  made  from  each. 
The  teat  pieces  were  heated  in  a  semi-muffle  furnace  to  a.  constant 
temperature  for  each  type  of  material,  quenched,  and  the  Brinell 
hardness  test  made.  Each  series  was  then  drawn  to  600  deg.  fahr. 
in  a  salt  bath  and  brinell  tests  again  taken  and  then  reheated  to 
1200  deg.  fahr.  in  a  salt  bath  and  brinell  hardness  tests  again  run. 
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The  results  are  graphically  shown,  brinell  hardness  plotted  agunst 
test  piece  size  (Figs.  15  to  18  inclusive.) 

36  It  will  be  noted  that  the  smaller  the  sample  the  greater  Hit 
figure  of  hardness,  indicating  that  the  smaller  sections  are  cooled 
with  greater  rapidity  than  the  larger,  and  hence  more  hardness  is 
developed.  The  same  agencies  are  at  work  in  tool  steel.  The 
larger  the  mass  the  smaller  the  depth  of  hardness  when  qucDched 
under  similar  conditions. 

37  Benedicks'  has  shown  that  for  steel  of  constant  mass,  tbe 
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higher  the  temperature,  the  greater  the  rate  of  cooling.     Two  ■ 
results  will  be  sufficient  to  cite. 

Weiifat  ol  Specimf  D  Def .  Cent.  Quencb-  CooUoc  Tim* 

in  Gram*  ina  Temperature  SeaiDda 

12.3 S45 4.43 

12.3 703 5.73 


38  These  results  confirm  our  experience  that  in  order  to  produce 
the  same  amount  of  hardness  in  a  small  and  large  section  it  is  neces- 
sary to  heat  the  larger  section  hotter  than  the  smaller.  A  commercial 
application  of  this  phenomenon  will  perhaps  be  interesting.  The 
authors  were  recently  confronted  with  the  problem  of  findii^  out  the 
correct  temperature  for  hardening  tools  made  from  the  same  steel  in 
sizes  varying  from  W  in.   diameter  to  ^  in.  diameter.     The  tem- 
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perature-6use  curve  shown  was  finally  adopted  (Fig.  19).  In  other 
words,  a  A  in.  round  will  harden  at  1395  deg.  fahr.,  while  a  ^  in. 
round  bar  should  be  heated  to  1450  deg.  fahr. — ^a  difference  of  55  deg. 
fahr. 

TDCE  AND  DEGREE  OF  DRAWING  TEMPER 

39  After  the  hardening  operation  has  been  safely  performed. 
the  next  important  step  is  that  of  drawing  the  temper.  This  opera- 
tion is  necessary  for  two  important  reasons: 

a  The  relieving  of  abnormal  strains  set  up  due  to  the  quick 
contraction  or  expansion 

b  The  breaking  down  of  the  extremely  hard  and  brittle  struc- 
ture of  the  quenched  steel 

40  The  authors  have  seen  expensive  tools  such  as  broaches, 
dieSy  etc.y  actually  burst  and  fly  apart  due  to  the  fact  that  the  strains 
set  up  in  hardening  were  not  relieved  by  drawing  the  temper  soon 
enough  after  the  hardening  operation.  If  this  paper  can  impress 
upon  its  readers  the  absolute  importance  and  necessity  of  drawing  the 
temper  immediately  after  hardening,  the  authors  feel  it  will  not 
have  been  in  vain. 

41  As  previously  shown  in  a  properly  quenched  and  hardened 
steel  the  hardening  carbon,  i.e.,  that  up  to  0.90  carbon,  exists  in  the 
form  of  carbide  of  iron  FcsC  dissolved  in  iron,  and  the  solution  is 
known  as  martensite.  If  the  steel  is  h3rper-eutectoid,  i.e.,  higher 
than  0.90  carbon,  all  that  up  to  0.90  is  dissolved  and  the  remainder 
exists  as  globules  ot  undissolved  cementite  scattered  throughout  the 
matrix.  The  drawing  of  the  temper  begins  to  break  down  the  true 
martensitic  structure  and  as  the  temperature  increases  there  are 
formed  intermediate  micro-structures  between  martensite  and  pearl- 
ite,  first  troostite,  then  sorbite,  and  finally  pearlite. 

42  Professor  Heyn  has  published  some  valuable  results  on  the 
decrease  of  hardness  on  tempering.  The  results  are  expressed  in 
per  cent  of  the  original  hardness. 

100  deg.  Gent 2.5  per  eent.  400  deg.  Cent 70.0  per  cent. 

200  deg.  Gent 14.0  per  cent.  500  deg.  Cent 87.5  per  cent. 

300  deg.  Cent 41.0  per  cent.  600  deg.  Cent 97.5  per  cent. 

43  Regarding  the  effect  of  time  on  drawing  the  temper  we 
submit  the  following.  Standard  ]/i  in.  round  A.S.T.M.  test  pieces 
were  quenched  from  constant  temperature  into  the  same  medium, 
and  the  temper  drawn  in  same  salt  bath  at  constant  temperature  for 
five  minutes,  fifteen  minutes,  etc. 
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Elastio    '  Maximum  I   Elonga-    I    Reduo- 
limit     !  Strenffth  tion       |       tion 


BrineU 


228.700   I    200.137   ,        2.5  ....  425  1550-00-800  dec  tshr.    Snin. 

201.125       214.562  11.6  45.4      \        300  1550-oil-800  d«8  fahr.  20  mia. 

175.000        183,187  12  49  35    ;        340  1550-otl~800  deff.  fahr.  40iniB. 


44  Each  of  these  results  is  the  average  of  four  closely  agredng 
checks.  A  study  of  the  above  table  shows  that  time  at  the  drawing 
temperature  has  a  marked  effect.  The  act  of  breaking  down  the 
martensite  is  progressive  and  not  sharply  defined.  Both  time  and 
temperature  have  their  effects. 

45  The  greater  the  initial  hardness  of  the  piece,  the  more  marked 
is  the  effect  of  drawing  the  temper.  By  referring  to  Figs.  15  to  18  in- 
clusive the  actual  values  in  brinell  hardness  are  shown.  The  piece  of 
0.25  carbon  nickel,  ^  in.  sq.,  quenched  in  oil,  shows  a  briBell  of  360; 
drawn  to  1200,  a  brinell  of  223.  The  per  cent  decrease  in  hardness 
is  61.  The  piece  3^  in.  sq.,  quenched  shows  a  brinell  of  208;  drawn 
to  1200  deg.  fahr.,  brinell  183,  showing  a  decrease  in  hardness  of 
only  13  per  cent. 

46  Thallner^  states  that  tyro  kinds  of  strains  are  present  in 
hardened  steel :  (a)  those  which  occur  in  steel  of  small  cross  section 
which  hardens  throughout;  (b)  those  which  occur  in  steel  of  largtf 
cross  section  due  to  unequal  change  in  volume  of  the  surface  and 
interior.  The  first  of^^these  also  occurs  in  steel  of  larger  cross  section, 
but  to  the  greatest  degree  on  the  surface.  Thallner  also  classifieB 
steels  as  (a)  those  which  become  shorter  and  (b)  those  which  become 
longer  or  shorter  in  hardening.  The  two  classes  are  not  sharply 
divided.  In  pure  carbon  steels,  the  line  of  demarcation  is  about 
0.90  carbon.  In  steels  which  lengthen,  an  increase  in  both  length 
and  width  may  also  occasionally  be  observed  and  the  larger  cooling 
surfaces  usually  become  convex.  Thallner  cites  five  crucible  steels 
which  he  examined  as  shortening  and  eight  basic  open  hearth  steels, 
as  lengthening. 

47  The  tendency  of  steel  is  to  become  spherical  by  repeated 
quenchings.  Mr.  Law,  working  with  a  square,  piece  of  tool  steel  3H 
in.  by  H  in.  by  3^  in.,  quenched  it  550  times  and  at  the  end  of  this 
work,  the  piece  was  nearly  round  in  cross-section.  The  ratio  of 
length  to  diameter  had  changed  from  3J^:J^  to  less  than  2:1.  ..An 
equally  interesting  observation  by  Mr.  Law  was  that  the  steel  did 
not  lose  carbon  or  change  in  any  way  in  composition. 

»Tool  Steel,  Thallner. 
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48  Professor  Howe  has  this  to  say  in  explanation  of  the  change 
1  shape  which  results  in  hardening  a  round  bar:  ''The  exterior 
rst  cools,  contracts,  becomes  rigid,  its  dimensions  being  determined 
y  the  size  of  the  stiU  comparatively  hot,  expanded,  mobile  interior. 
The  resistance  of  the  interior  to  the  return  of  the  exterior  to  the 
limensions  it  had  before  heating  acts  on  that  exterior  precisely  as  a 
ensile  stress  on  a  body  at  constant  temperature.  If  very  powerful, 
I  strains  it  beyond  its  elastic  limit,  it  takes  a  permanent  set,  is 
permanently  distended.  The  stress  may  exceed  the  ultimate  strength 
f  the  outer  layers,  which  then  crack,  the  piece  breaks  in  hardening. 
[lie  interior  continues  to  contract;  its  adhesion  to  the  now  rigid, 
[istended  exterior  prevents  its  own  complete  return  to  its  initial 
limensions.  It  may  in  its  struggle  to  reach  them  somewhat  compress 
he  exterior,  but  not  enough  to  efface  the  distention  previously 
aused.  The  piece  as  a  whole  remains  somewhat  enlarged,  and  its 
pecific  gravity  is  lowered.  After  the  cooling  has  progressed  slightly 
knd  the  outside  has  contracted  more  than  the  still  comparatively 
low  cooling  and  disproportionately  distended  interior,  it  is  no 
onger  able  to  contain  it  and  at  the  same  time  to  preserve  its  original 
hape.  It  is,  therefore,  shortened  and  bulged  thus  slightly  ap- 
>roaching  the  spherical  shape  in  which  the  minimum  of  exterior  holds 
he  maximum  of  interior;  and  this  distortion  is  not  wholly  effaced 
ny  the  contraction  of  the  interior." 

49  Many  years  ago,  one  of  the  authors  made  several  hundred 
lardening  experiments  and  several  thousand  measurements  to  study 
he  change  of  shape.  The  materials  used  were  cylinders  of  steel  and 
aps.  Crucible  steel  alone  was  examined  and  the  following  variables 
^re  considered:  (a)  the  effect  of  original  form  or  diameter  upon  the 
liameter  after  hardening;  (6)  the  influence  of  carbon  on  change  of 
orm;  (c)  the  influence  of  initial  temperatures  at  quenching;  (d) 
he  influence  of  length  of  time  of  heating;  (e)  the  influence  of  repeated 
lardenhigs,  and  (f)  the  effect  of  annealing  previously  hardened  steels, 
ipon  change  of  shape  in  rehardening.  Obviously  when  plain 
sylinders  of  steel  are  considered,  there  are  four  changes  of 
ihape  possible,  expansion  in  length  and  diameter,  contraction  in 
ength  and  diameter,  expansion  in  length  and  contraction  in  diameter, 
md  contraction  in  length  with  expansion  in  diameter. 

50  Under  the  influence  of  the  variable  conditions  mentioned 
kbove,  all  four  changes  were  actually  produced.  Steel  was  also  found 
lehich  expanded  in  length  on  first  hardening  and  contracted  in- 
lefinitely  thereafter  on  repeated  hardenings.    Another  steel  ex- 
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panded  in  length  on  two  hardenings  and  contracted  on  the  next 
two.  In  a  variable  carbon  series  of  steels  from  0.50  to  1.33  per  cent 
carbon,  the  magnitude  of  the  change  in  length  after  four  hardeningR 
increased  as  the  carbon  increased.  For  the  same  series  it  was  noted 
that  the  volume  changes  were  greater  when  hardening  annealed 
rather  than  unannealed  bars.  The  increase  in  length  is  greater  the 
higher  the  hardening  heat  for  all  carbons.  The  details  of  this  work 
would  take  us  too  far  from  the  purpose  of  our  paper.  The  point  we 
wish  to  emphasize  strongly  is  that  it  is  variable  conditions  that  give 
variable  results.  Hence,  it  is  of  vital  importance  that  steel  be  fur- 
nished uniform,  chemically  as  well  as  physically,  and  it  is  equally 
important  that  the  user  employ  every  possible  refinement  in  the 
handling  of  his  product.  It  is  only  under  var3ring  conditions  of 
heat,  size,  time,  composition,  etc.,  that  the  results  vary.  Constant 
conditions  give  constant  results.  Different  steels  will  not  behave 
alike  in  all  cases,  but  it  is  a  simple  matter  to  determine  under  any 
given  set  of  conditions  how  a  particular  steel  will  behave.  Other 
things  being  equal,  therefore,  the  original  composition,  grain  size, 
condition  of  annealing  and  the  method  of  manufacture  affect  the 
resultii^  changes  in  form  after  hardening.  Above  the  decalesoence 
point,  the  coefficient  of  dilatation  increases  proportionately  with  the 
carbon  and  for  all  carbon  percentages  the  rate  of  dilatation  increases 
with  the  temperature.  Resulting  changes  of  form  are  conditioned 
by  the  original  proportions  of  the  piece  quenched,  by  its  chemical 
composition,  by  the  temperature  from  which  it  is  quenched,  and 
within  certain  limits  by  the  time  of  heating.  Hardness,  brittleness, 
change  of  form  and  liability  to  crack,  generally  speaking,  increase 
with  the  carbon  content  and  the  temperature  and  time  of  heating. 
Nevertheless,  constant  conditions  give  constant  results. 

51  It  cannot  be  overlooked,  however,  that  constant  conditions 
are  not  always  attainable.  The  maker  of  steel  cannot  control  con- 
ditions in  his  customer's  shop  and  the  customer  cannot  control  con- 
ditions in  the  steel  plant  and  the  human  element  must  be  considered 
in  both.  The  properties  we  have  been  describing  are  inherent  prop- 
erties of  carbon  steel,  and  because  of  them  many  a  dispute  has 
arisen  over  tools  lost  in  hardenii^.  The  placing  of  the  exact  re- 
sponsibility is  very  difficult  even  though  it  were  not  true  that  it  is 
human  nature  to  shirk  responsibility. 

52  The  way  to  avoid  such  disputes  would  naturally  be  simplified 
if  a  steel  possessing  all  the  desirable  qualities  of  carbon  tool  steel 
could  be  produced,  omitting  most  of  its  faults  and  eccentricities. 
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A  product  introduced  in  this  country  nearly  ten  years  ago  by  the 
dbmpany  with  which  the  authors  are  associated,  is  perhaps  the  nearest 
approach  to  this  ideal.  Since  we  were,  personally,  in  no  way  re- 
sponsible for  its  development,  we  feel  it  is  not  out  of  place  to  men- 
tion it  here  for  we  consider  it  an  achievement,  next  only  in  importance 
to  the  discovery  of  high-speed  steel  in  the  evolution  of  tool  steel 
metallurgy.  This  product  has  been  so  largely  used  for  nearly  ten 
years  in  America  that  it  is  not  necessary  to  describe  its  peculiar  char- 
acteristic of  undergoing  almost  no  change  in  shape,  no  warping, 
expansion  or  contraction  in  hardening.  It  is  not  so  foolproof  that  it 
cannot  be  injured  by  abusive  treatment,  yet  with  reasonable  care  it 
permitB  the  tool  maker  to  produce  parts  which,  after  hardening,  are 
of  exact  sixe  and  fit,  to  make  threaded  and  threading  tools  to  exact 
standards,  and  to  produce  most  intricate  punches  and  dies  which 
can  be  hardened  with  safety  and  a  minimum  of  risk. 

FURNACES  AND  METHODS  OF  HEATING 

53  Much  has  been  said  regarding  the  superiority  of  gas  furnaces 
over  oil  furnaces  and  vice  versa.  The  fuel  used  is  immaterial  for 
good  practice  so  long  as  the  following  points  are  taken  care  of: 

a  The  furnace  and  hearth  should  be  of  sufficient  size  so  as 
not  to  be  affected  materially  in  temperature  by  the 
intioduction  of  the  parts  to  be  hardened. 

b    The  furnace  should  heat  at  a  uniform  rate. 

c  The  furnace  should  be  of  uniform  temperature  over  its 
entire  hearth. 

d  The  furnace  should  be  run  under  neutral,  or  reducing, 
conditions.  A  good  rough  test  for  this  is  the  introduc- 
tion of  a  piece  of  wood  or  paper  upon  the  hearth.  If  the 
paper,  or  wood,  bpm,  the  atmosphere  is  oxidizing.  If 
they  char,  it  is  reducing  or  neutral. 

e  The  temperature  control  must  be  at  all  times  exact  and  it 
must  be  possible  of  exact  duplication  on  repetition  work. 

54  A  blacksmith's  fire  is  satisfactory  under  good  handling  but 
the  difficulty  is  the  fact  that  for  constant  work  it  is  too  exactii^  on 
the  operator  and  requires  too  many  manipulations  to  secure  uniform 
and  continuous  results. 

IN    CONCLUSION 

55  We  have  endeavored  to  enumerate  the  factors  which  enter 
into  the  every-day  operation  of  hardening  tool  steel.     It  is  the  duty 
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of  the  user  of  steel  to  study  these  u^uenoes  and  through  study  and 
experience^to  properly^weigh  the  many  problems  presented  in  what 
is  frequently  considered  a  simple  operation.  The  various  facUns 
are  not  always  of  equal  importance  and  must  be  considered  in  con- 
nection with  the  size  and  nature  of  the  object  being  hardened  and  the 
duties  expected  of  it  after  hardening.  To  expect  uniformly  good  and 
consistent  results  from  a  hardener  whom  you  have  not  provided 
with  adequate  or  suitable  equipment  is  unreasonable.  When  the 
question  of  good  equipment  in  the  way  of  furnace,  quenching  ar- 
rangements and  media,  pyrometers,  etc.,  has  been  satisfactorily 
taken  care  of,  your  hardener  still  has  plenty  of  variables  to  contend 
with  which  are  beyond  his  control.  We  hope  we  have  made  dear 
what  some  of  the  variables  are  and  have  excited  some  interest  and 
desire  upon  the  part  of  those  responsible  for  hardening  results  to 
study  them  as  they  have  not  studied  them  before.  The  hardener's 
task  is  a  difficult  one  and  if  we  have  presented  herein  any  suggestions 
of  yalue  our  efforts  will  not  have  been  in  vain. 

DISCUSSION 

Heney  M.  Howb  (written).  The  authors  are  particularly  to  be 
congratulated  on  their  ingenious  method  of  determining  the  rate  of 
cooling  of  different  liquids,  a  method  which  can  be  applied  without 
the  use  of  sensitive  instruments.  This  method  must  be  considered 
as  a  very  great  improvement  over  that  of  Benedicks,  by  which  the 
results  standard  up  to  the  present  time  have  been  reached. 

In  pars.  4  and  5  it  should  be  understood  that  the  pearlite  and  the 
excess,  or  pro-eutectoid,  ferrite  or  cementite  are  not  always  recogniz- 
able under  the  microscope.  Steel  which  has  been  hardened  and  then 
heated  to  400  deg.  does  in  a  sense  fit  the  description  given  by  the 
authors,  but  in  point  of  fact  the  pearlite  and  ferrite  or  cementite,  as 
the  case  may  be,  are  all  mixed  up  in  a  state  of  such  a  fine  emulsion 
that  they  cannot  be  recognized  individually.  The  term  ''sorbite'^  is 
applied  to  such  an  emulsion,  whether  it  be  eutectoid  or  hyper-  or 
hypo-eutectoid. 

In  par.  11  it  should  be  understood  that  the  influence  of  manganese 
and  nickel  in  lowering  the  transformation  range  is  primarily  througli 
their  increasing  the  hysteresis.  They  do  indeed  lower  the  trans- 
formation range,  but  only  to  a  relatively  small  extent.  The  observed 
lowering  of  the  recalescence  point  represents  chiefly  hysteresis.  When 
the  decaleseence  points  are  determined,  it  is  found  that  they  have  not 
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been  very  greatly  lowered.  This  is  shown  by  Hopkinson  and  Had- 
fieldy  Journal  Iron  and  Steel  Institute,  1914,  I,  418.  With  carbon 
1.26  and  manganese  13.38,  the  transformation  occurs  between  650 
deg.  and  750  deg.  which  is  not  so  very  much  below  that  in  carbon 
steel  in  which  the  observed  recalescence  commonly  occurs  at  about 
690  deg.  and  under  conditions  of  exact  equilibrium,  that  is  to  say 
when  hysteresis  is  avoided,  at  about  725  deg. 

In  addition  to  the  valuable  researches  by  Le  Chatelier,  cited  in 
par.  15,  there  are  also  very  important  ones  by  Charpy  and  Grenet, 
Bull.  Soc.  d'Incouragement,  Vol.  IT,  1903,  p.  464.  The  most  ac- 
curate measurements  of  all,  however,  are  given  by  Benedicks  in  the 
1914  Vol.  I  of  the  Journal  of  the  Iron  and  Steel  Institute,  p.  407. 

The  results  in  Table  1  giving  the  penetration  of  hardness  are  of 
very  great  value.  It  is  to  be  understood  that  the  hardness  of  the 
comers  and  edges  in  reality  exceeds  that  of  the  interior  of  the  piece 
even  in  a  greater  degree  than  these  numbers  would  indicate,  for  the 
reason  that  when  the  brinell  ball  is  pressed  into  the  specimen  near  its 
edge,  and  more  particularly  near  its  corner,  the  indentation  is  ab- 
normally great  because  of  the  proximity  to  the  side  of  the  piece.  It 
is  evident  that  if  the  brinell  ball  were  applied  at  the  very  edge  there 
would  be  only  a  slight  resistance  to  the  outward  movement  of  the 
metal  on  the  outer  side  of  the  ball. 

The  diagrams  showing  the  influence  of  mass  are  of  extreme  in- 
terest. 

Pigs.  16  to  18,  and  especially  Pigs.  16  and  16,  show  that  our  pre- 
vious belief  as  to  the  completeness  of  annealing  at  600  deg.  cent,  was 
incorrect.  Goerens'^  residts  seemed  to  show  that,  at  least  for  very 
low  carbon  steel,  the  eflEect  of  overstrain  was  removed  almost  com- 
pletely at  600  deg.,  and  it  has  been  thought  that  this  was  also  true 
of  the  hardening  caused  by  rapid  cooling,  but  here  reheating  to  649 
deg.  cent.  (1200  deg.  fahr.)  evidently  left  a  very  important  degree  of 
hardening.  Thus,  with  apparently  no  diflEerence  except  the  cross 
section  of  the  piece,  the  hardness  varies  systematically  from  280  deg. 
in  the  3  1/4  in.  piece  to  352  deg.  in  the  1/2  in.  piece. 

Again,  the  results  in  par.  43,  which  show  that  at  430  deg.  cent. 
(800  deg.  fahr.)  the  tempering  was  very  far  from  reaching  the  maxi- 
mum for  that  temperature  even  after  a  sojourn  of  20  minutes,  dis- 
agree with  the  earlier  and  very  precise  determinations  of  Barus  and 

Kjoerens,  Carnegie  Memoirs,  Iron  and  Steel  Inst,  1911,  III,  Fig.  42,  p.  383. 
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Strouhal/  who  found  that  the  tempering  at  these  temperatureB 
reached  its  maximum  very  quickly^  for  instance^  being  almost  as 
complete  after  1  minute  at  330  deg.  as  after  91  min.  at  330.  deg. 
The  explanation  of  the  discrepancy  is  to  be  awaited  with  great  in- 
terest, and  in  the  connection  two  possibilities  suggest  themselves:  first, 
that  the  high  content  of  the  sluggardizing  elements,  manganese  and 
chromium,  in  the  authors'  steel  may  have  retarded  the  tempering; 
second,  that  the  method  of  Barus  and  Strouhal  may  not  have  re- 
ported the  tempering  as  trust  worthily  as  that  of  the  authors.  Bams 
and  Strouhal  determined  the  degree  of  tempering  by  means  of  the 
thermoelectric  power.  Tempering  is  so  complex  a  matter,  involving 
both  the  re-crystallization  of  amorphous  iron  and  the  chemical 
change  from  gamma  and  perhaps  beta  to  alpha  iron,  as  well  as  the 
precipitation  of  the  cementite  from  its  solution  in  the  martensite,  that 
it  may  not  be  measured  truly  by  this  power.  One  is  tempted  at  first 
to  refer  the  softening  observed  after  the  authors'  20  min.  and  40  min. 
exposures  to  opportunity  for  coalescence  of  the  sorbite;  but  it  seems 
that  the  loss  of  elastic  limit  and  of  hardness  is  too  great  to  be  ac- 
counted for  in  this  way. 

J.  J.  Ralph  wrote  that  he  was  particularly  interested  in  the 
statements  regarding  the  permanent  changes  in  dimensions  produced 
when  steel  is  hardened.  They  agreed  with  some  experiences  of  his 
with  hypo-eutectoid  steel  of  about  0.45  per  cent  carbon.  Hardening 
finished  pieces  of  this  steel  produced  variations  in  their  diameters 
considerably  over  the  specified  tolerance.  Observation  showed  that 
those  variations  were  due  to  variations  in  quenching  temperatures, 
and  this  led  to  care  being  taken  to  quench  at  a  particular  temperature. 
Further  investigation  showed  that  the  facilities  for  measuring  tem- 
perature were  not  adequate  enough  to  secure  the  fine  control  neces- 
sary, then  that  quenching  conditions  both  as  to  composition  and  tem- 
perature of  quenching  material  were  far  from  ideal,  and  finally  that 
the  steel  was  not  running  evenly  enough  chemically  (it  was  a  low 
price  open-hearth  low  carbon,  low  phosphorus  and  sulphur)  to  allow 
the  fixing  of  a  definite  quenching  range. 

In  hardening  a  steel  of  about  0.6  per  cent  carbon,  in  another 
case,  ideal  results  were  only  obtained  by  controlling  the  temperature 
to  within  a  range  of  less  than  5  deg.  fahr.  This  is  considerably  less 
than  the  instrument  error  of  the  best  indicating  pyrometers  and  was 

^Bulletin  14,  U.  S.  Geological  Survey,  1SS5,  p.  55. 
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only  made  possible  by  the  use  of  a  bath  furnace  and  the  resistance 
thermometer. 

Skilled  practical  men  are  willing  to  guarantee  almost  a  finished 
hardened  piece,  exact  to  size  and  shape,  but  a  comparison  of  results 
obtained  by  several  skilled  smiths  will  show  a  surprising  difference, 
probably  owing  to  the  difference  in  the  steels  they  have  been  accus- 
tomed to  handling.  It  must  not  be  overlooked,  too,  that  the  usual 
conception  of  ^'exact^'  in  the  hardening  room  and  in  the  machine  shop 
is  far  from  perfect. 

Investigation  of  hardening  defects  is  not  usually  as  tliorough  an 
it  should  be.  Seldom  is  an  attempt  made  to  reproduce  a  defe(*t  and 
prove  conclusively  its  cause.  Lack  of  knowledge  of  the  steel  used, 
especially  of  its  history  and 'the  effect  of  previous  operations,  liamj)ers 
the  investigation  of  defects. 

In  work  on  relatively  long  slender  pieces,  most  of  the  trouble  in 
distortion  has  been  found  by  the  writer  to  be  due  to  bending  in  heat- 
ing. Steel,  when  hot,  seems  to  bend  under  the  application  of  a  steady, 
even  though  slight  load,  and  sometimes  under  its  own  weight. 

Another  cause  of  trouble  in  hardening  is  initial  strain  due  to 
forging,  rolling  or  machining  or  resulting  from  accident.  Such  strain 
is  relieved  when  the  piece  is  heated,  causing  a  bending  or  twisting. 
This  is  particularly  annoying  in  fine  work. 

If  a  practical  way  of  holding  hardened  pieces  to  size  and  shape 
can  be  found,  the  pieces  can  be  finished  when  soft.  A  very  material 
saving  will  thus  be  effected  and,  besides,  pieces  of  more  satisfactory 
design  can  be  used  in  many  cases. 

The  problem  of  hardening  without  distortion  has  been  simplified 
by  the  introduction,  within  the  past  year,  of  the  potentiometer-type 
pyrometer  wliich  has  a  commercial  accuracy  of  about  1  deg.  fahr.  in 
skilled  hands. 

0.  R.  Cary*  described  an  experience  in  connection  with  the  effect 
of  time  of  heating  on  the  shrinkage  of  the  metal  when  producing  die 
blocks  of  an  average  size  of  5  by  3  by  1  in.  The  blanks  were  treated 
in  an  electric  resistance  furnace.  It  was  found  that  if  one  particular 
size  piece  was  heated  to  the  proper  point  in  this  furnace  in  44  min., 
a  die  was  obtained  which  required  no  further  chemical  treatment  but 
which  could  be  cleared  perfectly  by  a  cut  of  less  than  one-thousandth 
inch.    If  the  same  size  piece  was  heated  in  33  min.,  a  cut  of  at  least 

"Leeds  and  Northrup  Company,  Philadelphia,  Piu 
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four-thou8andth8  inch  was  required  to  clear  the  surface,  the  changes 
in  shape  being  similar.  It  was  founds  too,  that  the  time  of  heating 
for  obtaining  the  best  die  was  constant  for  this  particular  furnace 
and  for  this  particular  size  piece.  A  smaller  piece  required  a  shorter 
time  of  heating  and  the  time  of  heating  appeared  to  depend  on  the 
furnace  and  on  the  size  of  the  piece.  It  was  also  found  that  a  Yaria- 
tion  of  as  little  as  5  per  cent  in  the  time  of  heating  of  ordinary 
conmiercial  tool  steel  caused  a  perceptible  variation  in  the  shape  of 
the  piece.  The  neglect  to  maintain  a  uniform  time  of  heating  is 
therefore  probably  the  cause  of  many  troubles  which  have  been  laid 
to  the  steel  itself  or  to  pyrometers. 

B&ADLEY  Stouohton  expressed  his  opinion  that  the  results  of  this 
paper  would  be  of  great  value  if  they  were  the  means  of  reducing  to 
an  exact  science  some  of  the  rules  of  thumb  with  which  steel  men 
were  accustomed  to  work.  This  somewhat  neglected  side  of  steel 
metallurgy  would  thereby  be  raised  to  a  very  much  higher  plane. 
The  experiments  made  on  the  effects  of  mass  were  particularly  in- 
teresting in  connection  with  the  tempering  of  large  pieces  of  steel, 
especially  dies,  difficulty  in  carrying  out  which  was  occasionally  ex- 
perienced. If  a  die  is  large  and  its  mass  considerable,  its  physical 
condition  is  liable  to  be  a  soft  zone  of  metal  inunediately  under  a 
very  hard  exterior,  and  the  die  will  frequently  "drop."  This  phe- 
nomenon is  imdoubtedly  explained  by  the  theory  of  Professor  Howe, 
outlined  in  the  paper,  that  the  exterior  cools  and  shrinks  on  the  in- 
terior, then  the  interior  in  its  cooling  shrinks  in  turn  away  from  the 
hard  exterior,  producing  a  zone  of  soft  metal.  It  would  seem  that 
the  results  in  the  paper  might  suggest  some  better  quenching  medium 
for  pieces  of  steel  of  large  mass  whereby  the  hardening  would  be  ex- 
tended further  into  the  metal. and  the  soft  zone  eliminated. 

John  A.  Brasheab  illustrated  the  extreme  refinement  required  in 
the  treatment  of  steel  to  secure  homogeneous  material  by  referring  io 
a  personal  experience  in  connection  with  the  making  of  a  rotating 
mirror  for  measuring  the  velocity  of  light  and  also,  if  possible,  the 
variation  in  speed  of  light  of  different  wave-lengths.  The  mirror 
was  required  to  rotate  at  30,000  r.p.m.  and  its  four  sides  to  be  ab- 
solutely equi-angular  with  the  surfaces.  The  surfaces  were  about 
1  1/4  in.  square  and  these  had  to  be  hardened  and  so  exact  that  the 
image  of  a  star  thrown  on  one  of  them  could  be  projected  about  three 
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miles  and  reflected  without  distortion.  This  allowed  an  error  of  not 
more  than  about  one-fifth  of  the  length  of  a  light  wave.  Extreme 
difficulty  was  encountered  in  getting  these  surfaces  of  a  standard  hard- 
ness so  that  each  surface  would  polish  the  same^  and  also  in  getting 
each  surface  homogeneous;  if  one  spot  on  a  surface  was  the  slightest 
degree  softer  than  any  other  spot,  it  would  get  a  little  low  when  the 
mirror  was  run.  The  work  of  getting  the  four  surfaces  of  satisfac- 
tory uniformity  and  homogeneity  was  finally  accomplished  and  the 
mirror  has  since  been  employed  for  making  a  number  of  measurements 
of  speed  of  light. 

The  Authors.  In  reference  to  Mr.  Cary^s  remarks,  we  are 
pleased  to  have  this  confirming  testimony  in  reference  to  the  effect 
of  variable  conditions  in  hardening.  The  experiment  Mr.  Gary  men- 
tions had  to  do  principally  with  the  effect  of  time  in  heating.  While 
this  point  is  very  important,  we  would  not  be  safe  in  concluding,  from 
Mr.  Cary^s  results,  that  it  was  more  important  than  the  temperature 
to  which  the  steel  is  heated,  the  temperature  and  nature  of  the  quench- 
ing bath,  also  the  temperature  and  time  in  the  drawing  operation. 
Each  of  these  conditions  must  be  carefully  controlled  if  consistent 
results  are  desired. 

In  reply  to  Mr.  Stoughton,  we  would  say  that  the  depth  of  penetra- 
tion in  hardening  tool  steel  dies  is  very  important.  It  is  not  always 
desirable,  however,  that  steel  should  harden  very  deeply  for  successful 
use.  In  fact,  in  the  case  of  cold  drop  dies,  the  sorbitic  interior  seems 
to  afford  a  cushioning  and  strengthening  effect  which  is  very  desirable. 
Steel  that  hardens  too  deeply  is  apt  to  crack  in  service  under  shock 
conditions. 

In  reference  to  Mr.  Ralph's  remarks  on  temperature  control,  we 
believe  that  on  large  scale  operations  it  is  practically  impossible  to 
maintain  temperatures  within  five  degrees  fahr.  In  experimental 
work,  of  course,  this  can  be  done. 

We  are  particularly  pleased  to  note  the  comments  of  Professor 
Howe  upon  our  paper.  In  reference  to  the  effect  of  mass  upon 
penetration  of  hardness  as  shown  in  Table  No.  1,  we  would  point  out 
that,  in  taking  our  brinell  impressions,  the  distance  of  the  impression 
from  the  extreioe  outside  was  sufficiently  great  so  that  no  bulging 
occurred  on  the  edges.  In  other  words,  the  figures  probably  do  not 
show  the  hardness  on  the  edges  and  comers  to  be  as  great  as  it 
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actually  was.    The  extreme  outer  row  of  impressions  was  not  closer 
than  3/8  in.  from  the  edgefe  or  comers. 

The  writers  hope  that  their  paper  will  prove  of  value  to  those  en- 
gaged in  the  practical  heat-treatment  of  steel  of  all  kinds  and  will 
lead  to  more  careful  study  of  the  problems  involved  and  make  for 
uniformity  and  success. 


No.  1465 

STANDARDIZATION  OF  CHILLED  IRON 

CRANE  WHEELS 

By  F.  K.  Vial,*  Chicago,  III. 
Non-Member 

There  is  a  wide  variation  in  the  character  of  wheel  designs  now 
offered  by  different  manufacturers  for  similar  conditions  of  crane 
service,  and  as  far  as  known,  none  of  them  are  based  on  proven  or 
experimental  data. 

2  The  purpose  of  this  paper  is  to  analyze  the  properties  of 
chilled  iron  as  related  to  crane  wheel  service,  and  to  establish  stan- 
dards based  on  the  results  of  tests  on  full  size  wheels,  showing  the 
bearing  power  of  the  wheel  and  rail,  strength  of  flanges  of  various 
sections  and  other  essential  data.  With  this  end  in  view,  the  Grifl^ 
Wheel  Company,  at  Chicago,  has  just  concluded  a  series  of  tests. 
The  breaking  strength  and  bearing  powers  were  determined  by  the 
use  of  a  300,000-lb.  Riehle  testing  machine  in  the  R.  W.  Himt  & 
Company  laboratory.  As  a  result  of  these  tests,  the  design  of  wheels 
to  meet  any  particular  condition  of  loading  and  service,  which  has 
long  been  a  matter  of  judgment  of  the  individual  designer,  can  now  be 
standardized  to  give  a  uniform  factor  of  safety  for  any  operating 
condition.  This  is  particularly  important  in  the  heavy  bridge  type 
of  cranes  on  accoimt  of  the  large  investment  involved  in  the  enormous 
structures  now  carried  on  chilled  iron  wheels  (Fig.  1),  where  a  heavy 
loss  must  necessarily  result  in  case  of  a  wheel  failure  that  would 
cause  an  interruption  of  service.  The  character  of  the  service  re- 
ferred to  is  shown  in  Figs.  2  and  3. 

STANDARDIZATION   OF  CHILLED   IRON   CRANB   WHEELS 

3  During  the  past  century,  chilled  iron  has  been  the  standard 
material  for  the  manufacture  of  car  wheels,  and  notwithstanding 
the  tremendous  development  in  car  capacities  and  the  speed  at  which 

iCh.  Engr.,  GrifBn  Wheel  Co. 
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traffic  is  moved,  the  chilled  iron  car  wheel  is  Bt&ndard  today  for  nul- 
bome  traffic,  representing  at  least  97  per  cent  of  wheels  in  freight 
service. 

4  The  reason  why  this  type  of  wheel  is  standard  is  not  because 
of  its  cheapness,  but  because  of  the  remarkable  properties  adapted 
to  wheel  service.  The  qualities  which  are  sought  after  in  wheds  of 
all  descriptions  are: 

a    Sufficient  bearing  strength  to  sustain  the  load  impoaed 


Fia.  1    DouBi.B  Flanob  Chilled  Iron  Crami  Whec 

High  resistance  to  wear  and  distortion  through  heaxy 
pressures  on  the  small  area  of  contact  between  tread  and 
rail 

The  chilled  iron  tread,  on  account  of  the  absence  of 
ductility  and  coupled  with  slow  wearing  qualities,  re- 
tains the  rotundity  of  the  wheel  to  a  larger  extent  than 
any  other  metal 

Sufficient  softness  of  hub  to  permit  machining 

Flange  must  have  high  wearing  qualities,  and  e 
strength  to  withstand  all  side  thrusts  imposed 


V-  Caboied  on  Chilled  Iron 


Fib.  3    Dktail  aaowina  CkANX  Wheels  in  Poavnoix 
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/     Sufficient  toi^hness  in  hubs  to  permit  wheels  to  be  pressed 
on  axles  without  cracking,  and  sufficient  elastjcity  and 
friction  to  keep  them  tight  on  their  seats  in  service 
g    They  must  not  weaken  through  crystaiiisation 
h    Unifonnity  and  hardness  between  all  wheels  of  a  set  and 
in  all  parts  of  the  tread  of  each  wheel 

FROPBBTIBB  OF  CHILLED  IBON 

The  properties  of  chilled  iron  will  indicate  in  how  far  all  the 


Fio.  4    Hardness  Comparison  or  Iron  and  Stkxl  AcctopiHa  to  Cabbo!i 

COKTKKTS 

above  requisites  can  be  met.  The  exceptional  wearing  qualities  of 
the  flange  and  tread  arc  the  result  of  the  hardness  of  the  metal,  which 
reduces  abrasion,  and  flange  resistance  to  a  minimum. 

6  The  hardness  of  iron  or  steel  is  due  to  the  percentage  of  carbon 
alloyed  with  the  metal.  This  percentage  varies  according  to  the 
grade  of  the  iron  or  steel.  Wrought  iron  and  dead  low  steels  contain 
practically  no  caj-bon.  Structural  steels  contain  from  0.2  per  cent 
to  0.4  per  cent;  rolled  steel  wheels  0.7  per  cent;  rail  steel  0.8  per  cent; 
tool  steels  run  as  high  as  2  per  cent,  and  the  tread  of  chilled  iron  wheels 
runs  as  high  as  3.5  per  cent.  The  hardness  is  directly  proportional 
to  the  amount  of  carbon  present.  Fig.  4  shows  the  relation  of  hard- 
ness and  ductility  to  the  percentage  of  carbon.    The  tread  of  tha 
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wheel  is  intensely  hard,  represented  in  the  scale  of  the  Shore  sclere- 
scope  by  72,  whereas  in  the  ordinary  steel  used  for  wheel  making, 
the  hardness  drops  to  34  and  32.  The  wearing  value,  therefore,  of 
chilled  iron  is  superior  to  that  of  any  other  metal  used  in  the  manu- 
facture  of  wheels. 

7  The  ductility  of  the  metal  drops  very  rapidly  as  the  per- 
centage of  carbon  increases,  so  that  chilled  iron  is  practically  devoid 
of  ductility,  and,  therefore,  is  not  distorted,  and  the  metal  will  not 
flow,  lose  its  rotundity  nor  change  position  under  the  heaviest  loads 
that  can  be  applied.  The  plates  in  the  center  of  the  wheel,  however, 
are  comparatively  soft,  because  most  of  the  carbon,  which  in  the 
white  iron  is  in  a  combined  state,  is  reduced  to  graphite,  which  is 
interspersed  throughout  the  material  in  small  flakes.  It  is  this 
graphite  that  gives  a  dark  color  to  the  fracture  and  that  softens  the 
iron,  for  not  only  is  it  distributed  through  the  metal,  but  if  the 
remaining  metal  should  be  examined  after  the  graphite  is  brushed 
away,  it  would  be  found  that  the  material  was  white,  carrying  about 
0.7  per  cent  combined  carbon,  which  is  identical  in  analysis  with 
0.7  per  cent  carbon  steel,  this  being  the  common  amount  of  carbon 
in  steel  used  for  making  wheels.  Exclusive  of  graphite  then,  the 
body  of  the  wheel  is  very  similar  in  quality  to  steel.  Its  strength, 
however,  is  less,  on  account  of  the  graphite  which  is  interspersed 
through  its  structure.  The  hub  of  the  wheel  is  soft,  and  permits 
machining  to  exact  size  to  produce  a  pressure  fit  against  axle. 

8  As  the  treads  of  chilled  iron  wheels  have  high  resistance  to 
wear,  absence  of  ductility  and  do  not  distort  or  lose  the  rotundity 
under  heavy  loads,  it  is  the  best  material  for  use  under  large  towers, 
bridges,  etc.  This  is  especially  true  where  the  power  is  transmitted 
through  the  entire  set  of  driving  wheels  by  the  use  of  a  continuous 
worm  meshing  with  gear  on  each  wheel.  In  such  construction  it  is 
essential  that  the  wheels  wear  uniformly  and  remain  of  the  same 
circumference.  Should  the  tread  section  of  one  or  two  wheels  in  a 
set  be  of  different  hardness  than  the  remaining  wheels,  then  the  rate 
of  wear  is  different  and  changes  the  common  circumference.  This 
change  in  size  of  wheels  causes  excessive  strain  on  the  worm  and  gear 
operating  the  wheels,  with  the  result  that  the  gears  are  frequently 
stripped  or  badly  worn. 

9  Chilled  iron,  then,  possesses  all  the  qualities  that  are  required 
in  heavy  wheel  service,  and  if  the  design  is  in  keeping  with  the  re- 
quirements, there  is  no  occasion  for  any  structural  failure,  regardless 
of  the  loading.    In  fact,  the  limiting  factor  for  heavy  concentrated 
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loads  will  always  be  the  ability  of  the  rail  to  carry  the  load  without 
permanent  injury  to  the  surface,  rather  than  any  consideration  on 
the  part  of  the  wheel.  There  are  less  chances  for  flaws,  seams,  etc., 
in  chilled  iron  than  in  steel,  and  chilled  iron  also  has  the  advantage 
on  account  of  not  being  affected  by  crystallization,  and  so  hard  that 
the  metal  will  not  crush  or  flow  under  the  heaviest  concentrated  loads. 

10  In  order  to  design  properly,  we  must  know  the  relation  of  the 
diameter  of  the  wheel  to  the  bearing  power  of  the  rail,  the  power  required 
to  propel  the  crane,  and  the  flange  strength.  We  must  also  know  the 
relation  of  flange  pressure  to  the  load  carried.  With  all  these  factors 
determined,  the  designing  of  wheels  for  crane  service  can  be  placed 
on  a  rational  basis. 

BEARING    POWER   OF   CHILLED   IRON   WHEELS  AND   STEEL  RAILS 

11  A  rational  design  for  a  wheel  must  necessarily  take  into 
consideration  the  nature  of  the  track  on  which  the  wheel  is  intended 
to  run.  The  tread  must  be  wide  enough  to  permit  the  use  of  a  rail 
having  a  sufficient  width  of  head  to  correspond  with  the  loads  which 
are  to  be  carried. 

12  A  series  of  tests  was  conducted  for  the  purpose  of  determining 
the  behavior  of  steel  rails  under  heavy  loads  on  chilled  iron  wheels, 
and  particularly  the  effect  of  the  diameter  of  the  wheel  on  the  bearing 
power  of  the  rail. 

13  Method  Followed.  In  making  these  tests,  a  150-ton  Riehle 
testing  machine  was  used  for  applying  the  load,  and  a  deflectometer 
for  measuring  the  depressions.  The  wheel  was  set  up  on  a  steel  block 
on  the  platform  of  the  testing  machine,  and  a  bracket  was  clamped 
to  the  wheel  to  carry  the  deflectometer,  as  shown  in  Fig.  5.  The 
rail  was  set  up  in  an  inverted  position  on  top  of  the  wheel,  and  the 
load  was  applied  at  the  base  of  the  rail.  A  load  of  5,000  lb.  was 
first  applied  to  insure  that  all  slack  was  taken  up  in  the  machine, 
and  the  deflectometer  was  then  set  at  zero  with  the  load  in  this 
position. 

14  The  wheels  used  were  chilled  iron,  15  in.,  20  in  and  33  in. 
in  diameter.  Test  was  begun  with  wheels  rough,  just  as  they  came 
from  the  foundry,  but  the  results  obtained  were  so  erratic  that  all 
wheels  were  ground  to  a  true  circle  and  again  tested.  Treads  were 
ground  straight  with  no  taper.  The  20-in.  wheel  was  unintention- 
ally ground  slightly  hollow  in  the  center  of  the  tread.  A  few  M.C.  B. 
chilled  iron  wheels,  having  a  taper  of  1  in  20  in  the  tread  were  also 
tested.     An  85-lb.  A.S.C.E.  rail  was  used  in  taking  observations. 
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Each  test  was  made  on  a  new  spot  in  the  rail,  and  also  on  the  wheela 
and  the  permanent  set  were  measured  with  a  micrometer  surface  gage. 
To  ascertain  the  advantage  to  be  gained  from  the  use  of  a  fiat  top 
rail  from  extremely  heavy  loads,  one  portion  of  this  rait  was  planed 


Fio.  5    Hetuod  or  Applying  the  Load  and  Mkasukino  Diprbbbioh  in 
Trstino  Beabino  Poweb  or  Auls 

flat  across  the  top  and  was  tested  in  the  same  manner  as  the  original 
section  of  the  rail,  which  had  a  top  radius  of  8  in.  The  chemical 
analysis  of  the  rail  used  was  as  follows: 

Carbon   0.763 

Pho«.  0.031 

Un.  0.83 

8L  0.15 

15    The  observations  taken   are  tabulated  in  Tables  11-17, 
inclusive  (see  Appendbt).     Tests  were  made  in  duplicate  and  the 
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average  values  of  these  observations  were  used  in  plotting  curves. 
Figs.  6,  7  and  8  show  the  curves  plotted  from  the  average  values  in 
Tables  11,  13  and  15  (Appendix).  In  placing  the  rail  on  the  wheel,  a 
piece  of  paper  was  inserted  between  the  two,  and  in  this  way  the 
actual  area  of  the  surfaces  in  contact  at  200,000  lb.  load  was  obtained. 
The  first  5000  lb.  pressure  cut  through  the  paper,  so  that  this  thick- 
ness of  paper  will  not  affect  the  deflectometer  readings.    The  out- 


FiG.  8     Ctrtb 


lines  of  these  depressions  at  200,000  ib.  pressure  are  shown  in  Fig.  9. 
16  Computing  ResuUa.  The  diameter  of  the  wheel  is  given  in 
column  1,  Table  1.  The  length  of  the  bearing  along  the  axis  of  the 
rail  at  200,000  lb.  pressure  is  given  in  column  3.  This  length  was 
measured  on  paper  impressions  of  contact.  The  areas  of  contact, 
column  2,  were  measured  on  the  paper  impressions  by  the  planimeter. 
Colimin  4  contains  the  calculated  depth  the  wheels  sunk  into  the 
head  of  the  rail.  These  depths  were  calculated  from  the  length  of 
the  bearing  and  radii  of  the  wheels  by  the  formula: 
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Indentation 


\on=d  =  R—\R^—  (-y  ) 


15'Ch'ilMh 
flat  rrwotf. 


lb,  hod 


on  standard  ASC  f  rail 
Ar9aofd9pmshninralt  I309aift 


l5'Chill0d  Iron  Whmlwith  flat  Trm^. 
XqOOOIbi  load  on  s/ondonlASCL  roil 
with  top  planod  flat 
A  rta  otd^rosoion  in  rail  IM  oq-  in. 


WChillod  Iron  Wtiofl  with  flat  Trood. 


200,000 1 tx.  load  on  standard  ASCI.  rail. 
A  roa  ofdtprosiion  in  rail  I.SS  sq.  in. 


35' Chi  Hod  Iron  Whool  with  flat  Trtad. 
lOOiOOOIb.  load  on  standard  A.S. C£. 
rail  with  fop  planod  flat 
Aroa  afdtffrission  in  rail  I3S  sqJn. 

Fig.  9    Areas  of  Depressions  in  Top  Surface  of  85-Lb.  Bail  undb 
Various  Chilled  Iron  Wheels  carrying  200,000-Lb.  Load 

(Scale  about  1  to  1%) 


in  which  ii  =  radius  of  the  wheel  and  L=  the  length  of  bearing. 
17    Chilled  iron  wheels  are  not  appreciably  flattened  at  anj 
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d,  and,  therefore,  all  the  depression  is  necessarily  in  the  rail  head, 
lumn  5  contains  the  permanent  set  in  the  rail  head  as  measured 
the  depth  gage.  The  depressions  were  recorded  and  made 
of  the  permanent  set,  the  temporary  depression  in  the  rail  head 
i  the  temporary  depression  in  the  web  of  the  rail.  The  total  height 
the  rail  was  measured  with  micrometer  calipers  before  and  after 


3LE  1     BEARING  OF  WHEELS  ON  85-LB.  A.S.C.E.  RAIL  WITH  8-IN.  TOP  RADIUS, 

UNDER  200,000-LB.  LOAD 


Wheel 

Area 
Bearing 

Length 
Bearing 

.  Depth 
Contact 
or  In- 
dentation 

Pttmanent 

Set  in 

RaU 

Preaeure 
Per  Sq.  In . 

D.  Btraicht  tread  chilled  iron. . . . 

a.  Btraisht  tread  chilled  iron 

0.  etraicht  tread  chilled  iron 

Q.  M.  C.  B.  chilled  iron 

1.30 
1.34 
1.35 
1.60 

1.27 
1.30 
1.56 
1.77 

0.027 
0.0212 
0.018 
0.024 

0.009 
0.0115 
0.009 
0.0107 

153,800 
149,200 
148,100 
125,000 

On  85-Lb.  Fult  Top  Rail  2  In.  Wide — Undeb  200,000-Lb.  Load 


0.  straight  tread  chilled  iron 

1.60 

0.800 

0.0107 

0.011 

125.000 

0.  straight  tread  chilled  iron 

1.68 

0.840 

0.0089 

0.001 

119,000 

D.  straight  tread  chilled  iron. . . . 

1.93 

0.965 

0.0071 

0.001 

103,600 

plying  the  loads  from  time  to  time,  and  there  was  little  or  no 
rmanent  set  in  the  web  of  the  rail.  The  lower  part  of  Table  1 
)ws  results  with  top  of  rail  planed  flat,  2  in.  wide.  In  order  to 
npare  the  results  obtained  in  these  tests  with  results  obtained  in 
ler  tests,  the  following  is  taken  from  Johnson's  "Materials  of 


TABLE  2    CONTACT  AREAS  AND  PRESSURES 


33-In.  Chilled  Wheel 

44-In.  Steel  Driver 

Load  in  Lb. 

Contact  Area 

Pressure 
per  Sq.  In. 

Contact  Area 

Pressure 
per  Sq.  In. 

5,000 

0.07 

71,500 

0.07 

71,600 

10,000 

0.12 

83,300 

0.15 

66,700 

15,000 

0.16 

93,750 

0.19 

79.000 

20,000 

0.22 

90.900 

0.25 

80.000 

25,000 

0.27 

92,600 

0.30 

83.300 

30,000 

0.35 

85,750 

0.36 

83,300 

40,000 

0.40 

100.000 

0.47 

85,000 

50.000 

0.44 

113.600 

0.50 

100,000 

60.000 

0.57 

105.000 

0.68 

88.300 

mstruction,"  p.  508,  the  figures  originally  being  obtained  from 
Transactions  of  American  Society  of  Civil  Engineers,"  Vol.  32 
i94). 
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18  The  tests  in  Table  2  show  that  the  mean  intensity  of  the 
stress  over  the  area  of  contact  was  about  100,000  lb.  per  sq.  in. 
for  the  chilled  wheel  and  86,000  lb.  for  the  steel  driver.  It  is  evident 
that  the  steel  driver  was  of  softer  material  than  the  rail  and  the 
chilled  iron  wheel  was  harder.  In  the  case  of  the  chilled  iron  wheel 
the  stress  of  100,000  lb.  per  sq.  in.  represents  the  hardness  of  the 
rail  and  not  that  of  the  wheel.  The  elastic  limit  of  the  rsdl  material 
was  50,000,  from  which  we  can  assume  that  its  ultimate  compressive 
strength  was  about  100,000  lb.  per  sq.  in.,  or  exactly  the  same  as  the 
stress  on  the  area  of  contact.  .The  most  remarkable  element  in 
these  tests  was  the  fact  that  not  much  less  stress  was  produced  over 
the  smallest  area  of  contact  than  over  the  largest,  showing  that  the 
maximum  stress  does  not  vary  much  with  the  depth  of  the  depression 
at  the  center.  The  stress  produced  was  nearly  uniform  over  the  area 
of  contact.  No  permanent  set  was  produced  in  the  rail  in  these 
experiments. 

19  The  Car  Wheel,  by  Geo.  L.  Fowler,  M.E.,  shows  the  follow- 
ing results  from  a  series  of  tests: 


TABLE  3     33-IN.  CHILLED  IRON  WHEEL  ON  100-LB.  RAIL 


Load 

Area  of  Contact 

PresBure  per  Sq.  In. 

600 

0.055 

9.000 

1.000 

0.070 

14.000 

10.000 

0.120 

83.000 

lU.OCX) 

0.100 

100.000 

30,000 

0.230 

130.000 

100.000 

0.830 

120.000 

160.000 

1.210 

124.000 

20  Considering  the  data  obtained  in  all  tests  for  which  we  have 
information,  we  obtain  approximately  the  following  values  for  33-in. 
chilled  iron  wheels  on  A.S.C.E.  rail  having  12-in.  radius.  (The 
higher  loadings  and  bearing  areas  shown  in  this  table  are  deduced 
from  our  tests  by  making  a  correction  for  the  rail  having  an  8-in. 
top  radius.)  When  the  test  was  started  we  figured  on  using  a  stan- 
dard 85-lb.  A.S.C.E.  rail  but  afterwards  from  calculations  and 
checking  the  rail  it  was  found  that  it  had  only  an  8-in.  top  radius 
instead  of  12  in. 


Load 

Abba 

DSPTH 

Prksbubb  pxb  Sq.  Ix 

5,000 

0.072 

0.00081 

69,700 

10,000 

0.114 

0.00129 

87,800 

20,000 

0.203 

0.00229 

98,500 

F.  K. 

VIAL 

50,000 

0.436 

0.00492 

114,800 

100,000 

0.777 

0.00865 

128,800 

150,000 

1.089 

0.01229 

137,800 

200,000 

1.383 

0.01560 

144,600 

250,000 

1.667 

0.01888 

150,000 
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21  The  load  carried  by  a  flat  tread  wheel  on  a  curved  top  rail 
produces  an  area  of  contact  which  is  an  ellipse.    Let 

p=3.1416 

d= depth  of  depression 
r= radius  of  rail  head 
D  =  diameter  of  wheel 
a  =  area  of  depression 

o  =  p  V2rd  y/dD 

a  =  4.44d\/r7) 

22  Ip  the  experiments  the  radius  of  the  mil  bead  was  8  in,  and 
the  are^  was:  

a«12.56d\/Z) 
For  rMla  bftving  an  actual  radius  of  12  in.  the  area  would  be: 

a-15.386d\/^ 
For  rails  having  a  flat  top  whose  width  is  w,  the  area  is: 

a»2W^ 

23  In  Table  4,  the  first  section  shows  bearing  of  straight  tread 
chilled  iron  wheels  on  standard  85-lb.  A.S.C.E.  rail  under  100,000  lb. 
load,  giving  area  and  depth  of  contact,  permanent  set  in  rail  and 
pressure  per  square  inch,  on  area  of  contact.  Table  4,  second  sec- 
tion, gives  the  same  information  for  a  rail  having  a  flat  top  2  in.  wide. 
In  Table  5  the  loads  show  the  carrying  capacity  of  the  rail  only  and 
do  not  indicate  the  strength  of  the  wheel.  Loads  given  are  50  per 
cent  of  loads  carried  at  the  elastic  limit  in  the  rail  as  shown  by  a 
depression  of  0.007  in.  By  curving  the  contour  of  the  wheel  tread 
to  fit  the  rail,  the  same  load  can  be  carried  on  flat  top  rails,  but  where 
the  gage  dimensions  are  not  accurately  maintained;  the  hollow  tread 
will  be  of  doubtful  value  and  probably  would  aggravate  and  cause 
greater  distortion  of  the  rail  than  is  the  case  with  flat  treads. 

24  Owing  to  the  fact  that  a  rail  having  a  curved  top  is  rolled  or 
worn  to  a  partially  flat  contour  by  the  first  few  passages  of  a  flat 
tread  wheel  over  it,  its  bearing  value  in  actual  practice  is  much 
greater  than  the  theoretical  value  assigned  for  a  new  rail. 
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THE  EFFECT  OF  THE   DIAMETER  OF  WHEEL  ON  POWER  REQUIRED  FOR 

LOCOMOTION 

25  Whenever  any  load,  no  matter  how  small,  is  applied  to  the 
wheel  on  the  rail,  a  certain  depression  or  deflection  takes  place,  and 
drawing  a  load  over  this  rail  is  similar  to  drawing  a  load  up  an  in- 
clined plane  of  which  the  base  is  a  horizontal  line  parallel  to  the  base 


TABLE 4 


BEARING  OF  STRAIGHT  TREAD  CHILLED  IRON  WHEELS  ON  STANDARD 
85-LB.  A.S.C.E.  RAIL  UNDER  100.000-LB.  LOAD 


Diameter  of 

Area  of 

Depth  of 

Permanent  Set 

Preesure  per  8q.  In. 

Wheel 

Contact 

Contact 
0.0138 

inRaU 

on  Area  of  Contart 

12 

0.737 

0.0068 

135.800 

16 

0.746 

0.0121 

0.0061 

134.200 

20 

0.763 

0.0100 

0.0039 

132.800 

24 

0.761 

0.0101 

0.0031    ' 

131.400 

30 

0.769 

0.0091 

0.0021 

130.000 

33 

0.777 

0.0088 

0.0018 

128.800 

36 

0.785 

0.0086 

0.0016 

127.400 

On  Flat  Top  Rail  2  In.  Wide — Under  100.000-Lb.  Load 


12 

0.950 

0.0031 

none 

106.000 

16 

0.960 

0.0027 

none 

104.000 

• 

20 

0.970 

0.0024 

none 

103.000 

24 

0.980 

0.0022 

none 

102.000 

30 

0.990 

0.0020 

none 

101.000 

33 

1.000 

0.0019 

none 

100.000 

36 

1.010 

0.0018 

none 

99.000 

TABLE  6    LIMITING  LOADS  ON  CRANE  WHEELS 


0.00392-1 
Length  of 

N.  Indentation 
Ix>ad  on  New 

Load  on 

0.00260-lK. 

Indentation 

Diameter 

Length  of 

Load  on  Fltt 

of 

Contact 

A.S.CE. 

Slightly  Worn 

Contact 

Top  Rail 

Wheel 

A.S.C.E.  RaU 

Rail 

A.S.C.E.  RaU 

Flat  Top  Rail 

2  In.  Wide 

12 

0.434 

23.000 

46.000 

0.347 

'           78.300 

16 

0.501 

26.600 

63.000 

0.400 

1          90.300 

20 

0.561 

29.800 

60.000 

0.448 

101.000 

24 

0.614 

32.600 

66.000 

0.490 

111.000 

30 

0.687 

36.400 

73.000 

0.648 

'         124.000 

33 

0.720 

38.160 

76.000 

0.676 

130.000 

36 

0.762 

39.900 

80.000 

0.600 

1         135.000 

of  the  rail  and  the  surface  a  plane  passed  through  the  extreme  point 
of  contact  between  the  wheel  and  the  rail  and  tangent  to  the  surface 
of  the  wheel  at  this  point. 

26  The  two  conditions  are  not  exactly  analogous  since  the 
inclined  plane,  by  definition,  is  supposed  to  be  perfectly  smooth  and 
unyielding,  while  in  the  case  of  the  steel  rail  under  a  heavy  rolling 
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load;  when  the  wheel  advances,  instead  of  climbing  on  top  of  the 
raised  portion  of  rail  in  front  of  the  depression  on  which  the  wheel  is 
resting,  the  metal  in  the  rail  is  squeezed  downward  imtil  the  bearing 
area  reached  is  sufficient  to  sustain  the  resultant  of  the  load  and  the 
tractive  force  applied. 

27  In  the  case  of  a  self-propelled  moving  machine,  such  as  a 
crane,  the  tractive  force  is  usually  applied  to  the  wheels  through  a 
shaft  or  axle  by  means  of  gears.  In  a  drive  of  this  variety,  if  we  dis- 
regard friction  in  the  bearings  and  gearing,  the  tractive  force  applied 
through  the  gearing  is  equivalent  to  a  direct  force  applied  parallel 


SOTpN$ 


Fig.  10    Diagram  to  illustrate  the  Effect  of  the  Diameter  of  Wheel 

ON  Power  Required  for  Locomotion 


to  the  surface  of  the  inclined  plane,  formed  by  the  tangent  plane  at 
the  extreme  point  of  contact  between  the  wheel  and  rail  on  the  front 
side  of  the  wheel,  and  making  an  angle  A  with  the  horizontal. 
As  before  stated,  the  condition  here  is  not  exactly  the  same  as 
that  encountered  in  the  case  of  the  inclined  plane,  since  the  wheel 
would  roll  up  the  inclined  plane  while  in  this  case  the  metal  must  be 
pushed  down  and  the  wheel  rolls  along  level.  For  this  reason,  the 
tractive  force  required  to  move  the  machine  would  be  something 
less  than  W  sine  A,  in  which  W  equals  the  weight  on  the  wheel. 
These  tractive  forces  for  wheels  of  different  diameters  would  vary  as 
the  sines  of  the  angles  formed  by  a  tangent  line  through  the  extreme 
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point  of  eoDtact  -mXh  the  horizontal.     As  an  illustration  let  us  am 

sider  three  wheels,  16  in.,  24  in.  and  33  in.  in  diameter  (see  Fig.  10' 

28    Let  R,  R'  and  R'  represent  radii  of  16-in.,  24-in.  and  33-ii 


n 
i 

t 

I 

Fio.  11     Pescemtaoe  or  TiucnvE  Fobce  kbouired  fob  Vabious  Duuetd 
ov  Whbbls  Coupared  with  33-In.  Diaubtes,  Chilled  Ibon  Wbeelb 

.  wheels  resting  on  rail  BC.  Suppose  a  50-ton  load  be  applied  to  th« 
wheels,  making  an  indentation  in  the  rail  distance  D.  Draw  lini 
tangent  to  these  circles  and  at  angles  A,  A'  and  A'  with  BC. 


0  =  0.0121  in.  for  16-in.  wheels;  0.0101  in.  for  24-in.  wheelt 
0.0088  in.  for  33-in.  wheels. 


L  =  \W>- 
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}4L'  =  \R'—R'—D 


2 


ubstituting  values  of  R,  R',  R"  and  D  and  solving 


-^=0.440  in.    ^=0.492  in.    -^=0.539  in.    . 
2  2  2 


Sin  A =0.055    sin  A '=0.041    sin  A' =0.0327 


Tractive  force  50 
ton  load  for 


16-in.  wheel  =  100,000X0.0550 =5500  lb. 
24-in.  wheel  =  100,000X0.0410=4100  lb. 
^  33-m.  wheel  =  100,000X0.0327=3270  lb. 


29  The  tractive  forces  for  these  three  sizes  of  wheels  disregardmg 
riction,  would  be  3270  lb.,  4100  lb.  and  5500  lb.,  respectively, 
leducing  these  to  percentages  based  on  the  33-in.  wheel  we  find  that 
be  24-in.  wheel  would  require  25  per  cent  more  power  and  the 
6-in.  wheel  68  per  cent  more  power  than  the  33-in.  wheel  under 
hese  conditions.  In  Fig.  11  is  shown  a  curve  of  the  percentage 
ncrease  of  power  required  for  wheels  smaller  than  33  in. 

SAFE   LOADS  AND   DEFLECTIONS   OF  RAILS 

30  Let  us  consider  the  rail  on  ties  at  18-in.  centers  and  the  wheels 
X  36-in.  centers.  We  will  assume  that  bearing  plates  are  sufiBiciently 
arge  to  distribute  the  load  over  ties  and  that  the  support  under  the 
ies  is  firm  but  will  yield  just  enough  to  permit  a  uniform  distribution 
•f  the  load  between  the  tics. 

'31    Let 

M= bending  moment 

/S=safe  unit  stress  in  the  rail — 16,000  for  static  loads 
/= moment  of  inertia  of  rail 
C  =  distance  in  inches  from  gravity  axis  to  extreme  fiber  of 

rail 
P= total  load  on  one  wheel 

L= distance  between  centers  of  alternate  ties =36  in. 
£= coefficient  of  elasticity  of  steel  rail =30,000,000 
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32  Starting  with  the  general  formula  for  flexure  of  beams 

and  substituting  proper  values  for  110-lb.  rail,  we  have 

^^16,000X55^^3  j^  jj^ 

2.86 

which  is  the  safe  bending  moment  of  a  110-lb.  rail. 

33  Consider  the  portion  of  the  rail  under  one  wheel  as  a 
continuous  beam.  By  the  terms  of  the  conditions  assumed,  J^  P 
would  be  carried  directly  to  the  tie  underneath  the  wheel;  J^  P 
would  be  carried  between  the  two  adjacent  ties.     For  this  condi- 

tion  Af =-^^- — .      Substituting  value  of  safe  bending  moment  and 

o 


solving  for  P 


308,800=^^^^^;    P  =  137,200  lb. 

o 


of  this  load  one-half  or  68,600  lb.  is  borne  directly  by  the  center  tie. 
while  68,600  lb.  is  divided  between  the  two  adjacent  ties. 

34  The  deflection  under  this  load  would  be  expressed  by  the 

formula  ^^  -  -  -  -  substituting  proper  values  in  this  formula,  we  have, 
192  EI 

D  fl    f     =         0.5X137,200X36' 
^  ^^  '^^     192X30,000,000X55.2 

solving  deflection  =  0.010  in. 

35  From  the  bearing  tests  made,  the  average  depression  due  to 
bearing  alone  was  0.0029  in.  per  10,000  lb.  load: 

0.0029X13.7  =  0.0397 

Combined  deflection  and  depression,  0.0497. 

36  Table  6  consists  of  these  same  quantities  worked  out  for 
different  weights  of  rails.  In  this  discussion  we  have  considered  the 
stresses  due  to  bending  moments,  alone,  since  these  rails  are  capable 
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of  withstanding  much  greater  loads  in  bearing,  than  the  safe  loads 
herein  computed  for  bending  moments. 

FLANGE   STRENGTH 

37  After  a  number  of  preliminary  experiments,  the  method 
chosen  was  the  use  of  toggles,  applied  against  the  wheel  flanges  under 
the  ram  of  a  300,000-lb.  Riehle  testing  machine,  shown  in  Fig.  12. 
The  position  of  the  wheel  and  toggle  is  clearly  shown  in  Figs.  12 
and  13.    Considerable  difficulty  was  experienced  in  selecting  the 


TABLE  6    SAFE  LOADS  AND  DEFLECTIONS  OF  RAILS  UNDER  STATIC  LOAD 


■ 

BtdB 

Deflection 

Depiemon 

Combined 

Weight 

Bendins 

Safe 

Due  to 

Due  to 

Deflection 

of  RaU.  Lb. 

xaomsiitt  Lb. 

Load,  Lb. 

Bendins 
Moment,  In. 

Bearing.  In. 

and 
Depression.  In 

110 

308.800 

137.200 

0.010 

0.0397 

0.0497 

100 

248.800 

110.000 

0.010 

0.0319 

0.0419 

90 

217.600 

96.000 

0.0126 

0.0278 

0.0404 

80 

174.500 

77.000 

0.0119 

0.0223 

0.0342 

70 

142,500 

63.000 

0.0130 

0.0182 

0.0312 

60 

110.000 

49.000 

0.0251 

0.0142 

0.0393 

50 

82,000 

86.000 

0.0148 

0.0104 

0.0252 

BAFS    LOADS  AMD  DarLBCTIONB  OV  KAILS  UNDBB  LOADS  BUBJBCT  TO  MOKB  OS  LESS  IMPACT 


110 

100 

90 

80 
70 
60 
50 


231.600 
186.600 
163.200 
130.800 
106.800 
82,500 
61.500 


102.900 
82.500 
72.000 
57,000 
47,000 
36,000 
27,000 


0.0075 
0.0075 
0.0094 
0.0089 
0.0097 
0.0188 
0.0111 


0.0297 
0.0239 
0.0208 
0.0167 
0.0136 
0.0106 
0.0078 


aira  LOADS  roB  bails  ukdbb  whuls  subjbct  to  wioiMtn  impacts 


110 
100 
90 
80 
70 
60 
50 


154,400 
124,400 
108,800 
87,200 
71,200 
55.000 
41.000 


68,600 
55,000 
48,000 
38.500 
31,500 
24.600 
18.000 


0.005 

0.005 

0.0063 

0.0059 

0.0065 

0.0125 

0.0074 


0.0198 
0.0159 
0.0139 
0.0111 
0.0091 
0.0071 
U.0052 


0.0372 
0.0314 
0.0302 
0.025ft 
0.0233 
0.0294 
0.0189 


U.024S 
0.0209 
0.0202 
0.0170 
0.0150 
0.0106 
0.0120 


steel  for  the  toggles  that  would  take  a  temper  sufficient  to  withstand 
the  heavy  pressure  used  without  deforming  to  a  serious  degree  or 
breaking  in  pieces.  Fig.  14  shows  the  chilled  iron  in  the  tread  of  a 
double  flange  chilled  iron  crane  wheel  tested. 

38    In  testing  these  wheels,  pressure  was  applied  to  the  toggle 
until  the  weighing  bar  registered  80,000  lbs.,  when  an  accurate  im- 
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preseion  was  taken  of  the  position  of  the  toggle.  From  theee  at 
pressions  the  angle  formed  by  the  arms  of  the  toggle  with  the  hni 
zontal  was  measured,  and  the  horizontal  pressure  agfunst  the  flangi 
computed.  A  diagram  of  the  forces  acting  on  the  Sange  under  t« 
is  shown  in  Fig.  15. 


Fia.  12    300,000-Lb.  Riehle  Testino  Maciiike  showino  PosrnoNs  or  Wan 
AND  ToooLE  WHEN  Tebtino  Strinqth  or  Flakois 

39     Let 

P  =  vertical  pressure  exerted  by  ram  of  testing  machin 
R  and  fl'  =  reaction  of  flange  along  line  of  axis  of  tc^les 
H  =  horizontal  components  of  this  reaction 
A  =  horizontal  angle  of  thrust 


'esult&nt  along  axis  of  toggles 

P  :aia2a  ::R  :BiD90deg.-a 
P  :  Bin  a  CM  a  ::  R  :  ci^  a 


t'lo.  13    ToooLss  USED  IN  TssTiKQ  Stucnoth  or  Fianoks 


n    2K8maco8  0    __  . 

P= =2R8iaa 

cos  a 


2  sin  a 
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Resolving  R  into  horisontal  and  vertical  components 
K  :  sin  90  deg.-a  ::  14P  :  sin  a 
H  -.COS  a::  HP  :  sin  a 
H  sin  a  =  J^P  cos  a 

_     Haina     _,,     sina     _,, , 

P= =2H    -2Ktana 

34  COB  a  cosa 


Fio.  14    Section  or  a  Dodbli  Flanok  Ck&ni  Whku.  bhowimo  Chilled  Ikok 
IN  Tkkad 


It  will  he  sepii  that  each  flange  was  subjected  to  a  horizontal  forcr 

^  2  tan  a 

ing  un  the  flange  in  practice  in  case  the  inequahty  of  rail  spacing 
should  cause  the  flange  to  climb  part  way  upon  the  rail,  or  in  i^a«' 
the  wheel  should  climb  through  the  impact  caused  by  the  trolley 
being  suddenly  st-arted  or  stopped. 

40  Kind  of  Wheels  Tested,  Series  I.  The  wheels  tested  were 
double  flange  wheels  with  chilled  tread  and  flanges.  Wheels  were 
16  in.,  20  in.,  30  in..  33  in.  and  36  in.  in  diameter.  The  16  in.,  20  in.. 
30  in.  and  33  in.  were  cast  with  four  thicknesses  of  flanges,  vii., 
1}4  in.,  1%  in.,  234  in.  and  2%  in.     This  rai^  of  diameters  and  flange 
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thicknesses  was  considered  sufficient  to  cover  present  day  require- 
ments, both  as  to  strength  and  bearing  area.  The  flange  sections 
of  the  36-in.  wheels  were  not  of  the  same  design  as  those 
of  the  smaller  diameters.  Sections  of  two  test  wheels  are 
shown  in  Figs.  16  and  17.  Wheels  used  in  series  I  were  5  in.  or  over 
in  thickness  through  the  throat  along  line  of  fracture.  Since  the 
metal  in  excess  of  5  in.  thickness  in  throat  had  no  effect  on  the  strength 
of  the  wheel,  these  wheels  were  all  classed  as  being  5  in.  through 
throat. 


FiQ.  15    Diagram  showing  Forces  acting  on  the  Flanob  under  Test 


41  Nearly  all  wheels  cracked  through  the  chill  at  from  50  to 
75  per  cent  of  the  load  shown  at  ultimate  failure.  These  cracks  were 
not  sufficient  to  cause  the  weighing  beam  of  the  testing  machine  to 
fall,  and  could  rarely  be  seen  until  some  time  after  they  were  first 
heard.  Many  of  the  wheels  after  final  failure  only  showed  open 
cracks,  the  broken  piece  of  flange  adhering  at  the  end  of  the  fracture. 
Final  rupture  was  accompanied  by  a  noise,  explosive  in  violence. 
The  first  failure  represents  the  ultimate  strength  of  the  chilled  or 
white  iron.  The  ultimate  failure  represents  the  rupture  of  the  grey 
iron.  The  coefficient  of  elasticity  is  evidently  different  in  the  two 
kinds  of  iron,  and  the  necessity  for  backing  up  the  chilled  iron  with 
grey  iron  is  clearly  indicated.  All  fractures  occurred  through  the 
throat  of  the  flange  and  ranged  downward  through  the  tread  at  an 
angle  approximating  30  deg.  and  ranged  outward  toward  the  face  of 
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e  wheel. 
g.  18. 


Dimensioned  sketches  of  these  fractures  are  shown  in 


leiChiHed  Iron  Wheel 
li  Flange  Thickness 
5'  Throat  Thickness 
Breaking  Stress  265,0001b. 


1^ Chilled  Iron  Wheel 
If"  Flange  Thickness 
5"  Throat  Thickness 
Breaking  Stress  4 1 5,000 It. 


20' Chi  lied  Iron  Wheel 
2i' Flange  Thickness 

5"  Throat  Thickness 
Breaking  Stress  610^000  lb. 


SOlChilled  Iron  Wheel 
l}'  Flange  Thickness 
5'  Throat  Thickness 
Breakihg  Stress  650,0001b. 

Fio.  18     Typical  Fractubes  of  Vabioub  Chillkd  Iron  Crane  Wheels 

Tested 


42    The  strength  of  flanges  increases  with  the  larger  diameter  of 
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ielfl  and  this  rate  of  increase  in  strength  with  the  increase  in 
neter  of  wheel  is  higher  with  the  heavier  flanged  wheels  than 
t)  the  thinner  flanges.  The  curves  in  Fig.  19  show  that  from  the 
-in.  Sange  to  the  2^-in.  flange,  the  rate  of  increase  in  strength 
igher  with  each  successive  flange  thickness. 


}.  SI    Cunm  SHOwiMO  Inoexasi  in  Flanoi  Bibinqth  op  CHnJ.Ki>  Ibon 

Whxkls  iHCRKAsa  IN  DiAUKTKB  COMFABED  viTH  Ikokbasi  or  Planoi 

Thickness 

43  For  a  l}^-in.  flange  between  the  limits  of  sizes  of  wheels 
tied,  thete  is  an  increase  in  ultimate  strength  of  flange  of  13,000  lb. 
■  each  1  in.  increase  in  diameter  of  wheel.  For  a  1^-in.  flange 
ere  is  an  increase  in  ultimate  strength  of  17,000  lb.  for  each  1  in. 
•rease  in  diameter.  For  a  2^-iu.  flange  there  is  an  increase  in 
jmate  strength  of  19,000  lb.  for  each  1  in.  increase  in  diameter, 
ir  a  2^-in.  flange  there  is  an  increase  of  21,000-lb.  for  each  1  in. 
•rease  in  diameter.    These  figures  are  all  given  in  even  thousands. 

44  In  a  similar  manner,  a  glance  at  curves  in  Fig.  20  will  show 


BTANDABOIZATION  OF  CHILLBD  IKON  CRANE   WHSKU 


£<;. 


F.   K.   VIAL  901 

the  increase  in  thickness  of  flange.  It  will  be  seen  that  the  rate 
of  increase  of  ultimate  strength  with  increase  in  flange  thickness  is 
more  rapid  with  the  larger  diameters  of  wheels.  The  16-in.  and  20-in. 
^wheels  were  cast  in  a  solid  disk  while  the  larger  size  wheels  were 
cored  out  below  the  tread.  For  this  reason  the  smaller  wheels  show 
more  metal  for  their  flange  strength  than  they  would  if  they  were 
of  the  same  design  as  the  larger  wheels. 

45  In  this  series  of  tests  the  flange  strength  of  the  larger  size 
wheels  varies  directly  with  the  thickness,  i.e.,  doubling  the  thick- 
ness doubles  the  strength  but  with  the  smaller  sizes,  doubling  the 
flange  thickness  more  than  doubles  the  strength,  the  ratio  being 
about  1:2.2.  Final  conclusions  and  general  formuke  will  be  given 
under  Series  2. 

46  In  Fig.  21  are  shown  curves  which  will  afford  a  comparison 
of  the  amounts  of  additional  metal  required  to  increase  the  strength 
of  a  wheel  a  certain  amount.  One  curve  shows  the  increase  in 
strength  secured  by  increasing  the  wheel  diameter,  the  other  shows 
the  increase  by  thickening  the  flanges.  For  reason  of  the  difference 
in  the  design  of  the  wheels,  the  real  difference  is  actually  greater  than 
shown  by  these  curves  if  all  wheels  were  made  cored  out  around  the 
plates.  The  data  obtained  in  this  first  series  of  tests  are  tabulated 
in  Table  18  (Appendix). 

47  Series  2.  The  second  series  of  tests  were  made  on  standard 
size  wheels,  16  in.,  20  in.  and  33  in.  in  diameter.  In  each  of  these 
diameters,  wheels  were  tested  having  flange  thicknesses  of  1}4  hi., 
IJi  in.,  2}4  in.  and  2%  in.,  respectively,  and  for  each  of  these  thick- 
nesses, wheels  were  tested  having  throat  depths  of  1^  in.,  2^  in. 
and  3^  in.  The  detail  dimensions  of  the  flanges  and  throats  of 
two  wheels  are  shown  in  Figs.  22  and  23.  All  wheels  were  tested  to 
destruction.  In  these  tests  the  load  was  applied  through  toggles 
in  the  same  manner  as  in  Series  I,  and  the  point  of  application  of  the 
toggle  was  H  hi.  above  the  tread  of  the  wheels. 

48  The  object  of  these  tests  was  to  determine  the  effect  of  vary- 
ing the  depth  of  the  throat  with  each  of  the  four  flange  thicknesses 
tested.  The  wheels  of  the  first  series  were  intended  to  be  thick 
enough  through  the  throat  and  tread  to  insure  that  all  fractures 
would  be  through  the  flanges  and  not  extend  through  the  throat. 

49  Together  with  the  above  described  tests,  other  tests  were 
made  on  30  in.  and  33  in.  wheels  with  1^  in.  flanges  and  with  5  in. 
and  1J4  hi.,  2^  in.  and  3^  in.  throats,  respectively  with  the  point 
of  application  of  the  toggles  }4  in.  above  the  tread.    Tabulated 
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results  showing  diameters,  flange  and  throat  thickneeseB,  load  a|iplied 
at  moment  of  fracture  and  components  of  this  load  along  line  of 
toggles,  and  also  horizontal  components,  are  shown  in  Tables  19, 
20  and  21  (Appendix).  In  the  tabulated  figures  the  load  apidied 
was  borne  by  both  flanges  but  the  resolved  forces  are  calculated  tot  a 
single  flange.  In  Tables  19  and  20  is  tabulated  data  obtained  from 
the  tests  in  which  the  load  was  applied  ^  in.  above  the  tread.  In 
Table  21  is  shown  the  data  from  tests  in  which  the  load  was  applied 
3^  in.  above  the  tread. 

50  General  Results.  In  general  the  results  obtained  from  tests 
on  the  heavier  flange  sections  gave  more  uniform  results  than  those 
on  the  lighter  sections.  This  was  probably  due  to  the  fact  that  the 
chill  or  rather  the  percentage  of  chilled  iron  was  more  uniform  in 
the  cases  of  the  heavier  section. 

51  As  in  the  preceding  series,  there  was  in  most  cases  a  pre- 
monitory cracking  when  between  50  per  cent  and  75  per  cent  of  the 
breaking  load  had  been  applied.  These  cracks  were  apparently  in 
the  chilled  iron  only  and  closed  up  so  as  to  become  invisible  when  the 
load  was  removed. 

52  The  results  of  these  tests  indicated  that  flange  strength 
could  be  increased  either  by  thickening  the  flange  horizontally  or  by 
thickening  the  throat  of  the  wheel.  In  round  numbers,  an  increase 
of  3^  in.  in  flange  thickness  was  equivalent  to  an  increase  in  ^  in. 
in  throat  thickness.  It  is  obvious,  however,  that  in  increasing  the 
throat  depth  without  altering  flange  thickness  a  point  would  soon 
be  reached  where  further  increase  of  throat  depth  would  have  little 
or  no  effect  on  flange  strength,  since  the  flange  would  not  be  strong 
enough  to  transmit  the  stress  to  the  full  depth  of  the  throat.  This 
condition  was  met  in  Series  1  in  almost  all  cases  and  in  several  cases 
in  Series  2. 

53  The  tests  in  which  the  load  was  applied  ^  in.  from  the 
tread  showed  about  double  the  resistance  to  fracture  of  those  in 
which  the  load  was  applied  3^  in.  above  the  tread.  Although  these 
points  of  application  and  areas  of  fracture  were  not  measured  closely 
enough  to  compute  the  unit  stresses,  the  indication  was  that  the 
action  was  similar  to  that  in  a  cantilever  beam.  The  ^  in.  point 
of  application  was  chosen  since  this  was  considered  the  severest 
possible  condition,  for  if  the  wheel  should  climb  this  high  it  would 
probably  climb  on  over  the  rail.  For  the  1^-in.  flanges  the  strength 
of  the  flange  varied  directly  as  the  diameter  of  the  whed  but  with 
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flanges  heavier  than  1^  in.,  the  strength  does  not  increase  at  quite 
as  high  a  ratio  as  that  of  the  diameters. 

54  Calculaied  Results.  Starting  with  the  strength  of  a  16-in. 
wheel  with  13^-in.  flange  and  1^-in.  throat  at  45,000  lb.  as  a  basis, 
within  the  limits  of  these  tests,  the  flange  strengths  may  be  said  to 
vary  as  their  diameters.  Thus  for  any  diameter  of  wheel  with  a 
l|^-in.  flange  and  1^-in.  throat 

cr    Atr  /v^  V  ^  diameter  in  inches 

o  =  45,000X -; 

lo 

55  The  addition  of  H  in.  of  metal  to  the  flanges  of  this  wheel 
was  found  to  increase  its  strength  to  about  the  1.03  power. 
The  addition  of  ^  in.  of  metal  to  the  throat  of  the  l}/i-m,  flanged 
wheel  netted  practically  the  same  gain  in  strength.  Thus,  with  the 
addition  of  ^  in.  of  metal  to  the  flanges  or  %  in.  of  metal  to  the 
throat,  this  formula  would  be 

56  Adding  ^  in.  of  metal  to  the  flanges  and  %  in.  of  metal  to 
the  throat  would  have  the  effect  of  raising  this  quantity  to  the 
1.028th  power  twice  and  our  formula  would  then  become 


5= 


16 


For  16-in.  wheel  with  1^-in.  flange  and  1^-in.  throat 

8=45,000^"= 62,000 
For  16-in.  wheel  with  2J^-in.  flange  and  IJ^-in.  throat  or  IJ^-in. 
flange  and  23^in.  throat  we  would  have 


I'OS 


5=  (45,000' ")  =62,000'  "=86,400 
For  16-in.  wheel  with  25^-in.  flange  and  1^-in.  throat  or  2Ji-in. 
flange  and  23^in.  throat  or  1^-in.  flange  and  33<C-in.  throat  we 
would  have 

5=86,400*"  =  121,500 
For  20-in.  wheels 

5=  1^X45,000 1  =  56,250  for  IJ^-in.  flange  and  IJ^-in.  throat 

5 =56,250*" =78, 100  for  IJ^-in.  flange  and  IJ^-in.  throat 
The  preceding  solutions  will  illustrate  the  manner  of  using  this 
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formula.    The  33-iii.  or  any  intermediate  sizes  would  be  approached 
in  the  same  manner. 

57  In  Fi^.  24,  25  and  26  are  plotted  curves  using  values  cal- 
culated by  the  above  formula.  The  points  obtained  by  the  formula 
are  shown  solid.  The  observed  results  of  the  actual  tests  seem  to 
vary  from  this  rule;  the  curves  have  been  shifted  slightly  from  the 
calculated  value  toward  the  test  result. 


58  Condumons.  The  line  of  fracture  was  usually  at  an  angle  of 
about  30  deg.  with  the  plane  of  the  wheel  and  the  length  of  the  frac- 
ture was  roughly  proportional  to  the  flange  thickness,  i.e.,  a  thick 
flange  tends  to  produce  a  long  fracture. 

59  For  consistent  design  there  should  be  a  fixed  relation  between 
flange  thickness  and  throat  thickness.  Stated  as  a  proportion, 
flange  thickness  is  to  throat  thickness  as  two  ia  to  three.     Stating 
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this  relation  in  another  way — ^the  addition  of  3^  in.  of  metal  to  the 
flange  is  equivalent  to  adding  ^  in.  of  metal  to  the  throat. 

60  With  wheels  of  different  diameter,  flange  strength  varies 
approximately  as  their  diameters,  other  conditions  remaining  the 
same.  The  addition  of  3^  in.  of  metal  to  the  flanges  of  a  wheel  or 
^  in.  to  the  throat  of  a  wheel  raises  its  strength  to  the  1.03  power. 

61  In  general  the  results  obtained  demonstrated  that  it  was 
possible  to  design  wheel  flanges  of  chilled  iron  with  absolute  cer- 
tainty that  they  would  safely  carry  loads  far  in  excess  of  the  greatest 
used  in  present  day  practice. 


TABLE  7    SAFE  STRENGTH  OF  CRANE  WHEEL  FLANGES  FACTOR  OF  SAFETY.  5 


Diameter 
Inches 

Flange 
Inches 

Throat 
Inches 

RaU.Lb. 

Strength 

12 

1 

IK 

40 

3.000 

IH 

IH 

60 

5.000 

IH 

2 

60 

8.000 

16 

1 

IK 

40 

5.000 

IH 

IK 

60 

8.000 

IH 

2 

60 

11.000 

20 

1 

IK 

60 

8.000 

IH 

IK 

60 

11.000 

IH 

2K 

80 

15.000 

24 

IH 

IK 

60 

12.000 

IH 

2K 

80 

18.000 

IH 

2K 

100 

25.000 

30 

IH 

IK 

60 

16.000 

IH 

2 

80              1 

22,000 

IH 

2K 

100 

32.000 

2 

3 

100 

47.000 

2>i 

3K 

160 

69.000 

33 

lyi 

IK 

60 

18,000 

IH 

2 

80 

24.000 

IH 

2K 

100 

35.000 

2 

3 

100 

53.000 

2H 

3K 

150              1 

78.000 

36 

IH 

IK 

60 

20.000 

IH 

2 

80 

26.000 

IH 

2K 

100 

38.000 

2 

3 

100 

56.000 

2^' 

3V^ 

150 

86.000 

62  That  the  limit  of  the  bearing  strength  of  the  wheel  itself  is 
far  in  excess  of  anything  that  has  yet  been  built  was  shown  by  tests 
made  on  12-in.  and  16-in.  single  plate  wheels  from  which  the  flanges 
had  been  broken.  I^ads  of  300,000  lb.  were  applied  on  the  tops  of 
these  wheels  without  an  appreciable  deflection  or  flattening  of  the 
surface  of  the  tread.  This  load  was  carried  entirely  by  the  plat«  and 
brackets  of  the  wheel  without  any  support  from  the  flanges. 
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63  Table  7  gives  the  safe  strength  of  crane  wheel  flanges  using 
a  factor  of  safety  of  five.  This  covers  wheels  of  12-in.,  16-in., 
20-in.,  24-in.,  30-in.,  33-in.  and  36-in.  diameter,  and  flanges  having 
thicknesses  of  1  in.,  13^  in.,  l}/^  in.,  1^  in.,  2  in.  and  23^  in.,  and 
throat  thicknesses  of  1}4  in.,  1}/^  in.,  2  in.,  2J^  in.,  3  in.  and  3J^  in. 
Figs.  27  to  32  inclusive  show  the  curves  oi  safe  strength  of  various 
thicknesses  of  flanges  on  various  diameters  of  wheels. 

STRENGTH   OF   FLANGES,   M.    C.   B.   WHEELS 

64  During  the  last  50  years  there  has  been  added  every  decade, 
10  tons  to  the  car  capacities.  During  this  period  the  car  capacities 
have  increased  so  that  nearly  all  new  freight  cars  built  are  of  100,000 
lb.  to  120,000  lb.  capacity,  and  quite  a  few  ore  cars  are  being  con- 
structed of  140,000  lb.  capacity.  The  thickness  of  the  flange  on 
these  33-in.  wheels  has  been  practically  the  same  on  the  light  10 
and  15-ton  capacity  cars,  as  used  today  on  the  heavy  ore  cars  of 
70  tons  capacity.  There  are  fewer  flange  failures  today  than  ever 
before,  notwithstanding  the  great  increase  in  flange  pressures  from 
the  heavy  capacities  of  modern  equipment,  showing  the  phenomenal 
strength  of  chilled  iron  wheels. 

65  The  flange  pressure  in  a  four-wheel  truck  amounts  to  the 
following: 


Capacity, 

Load  on 

Flange  Pressure  Due 

Possible 

Lb. 

Wheel,  Lb. 

to  Curvature,  Lb. 

Maximum,  Lb. 

20,000 

6,000 

3,750 

7.600 

60,000 

12.000 

9,000 

18,000 

80.000 

15.500 

11.625 

23.250 

100,000 

19.000 

14.250 

28.600 

140,000 

25,000 

18,750 

37,600 

The  possible  maximimi  flange  pressure  is  caused  by  combining  mis- 
cellaneous items  of  impacts,  centrifugal  force,  etc.,  which  may 
double  the  amount  ordinarily  required  for  changing  the  direction 
of  the  truck  at  high  speeds. 

66  All  parts  going  to  make  up  a  railway  system,  such  as  roadbed, 
bridges,  car,  track  or  structure  have  been  materially  increased  during 
the  growth  of  the  American  railway  system,  and  as  the  flange  of  the 
wheel  is  the  qaost  remarkable  exception  to  this  rule,  the  Association 
of  Manufacturers  of  Chilled  Car  Wheels  have  recently  requested  an 
increase  in  the  flange  thickness  of  wheels  so  as  to  give  ample  factor 
of  safety  on  the  wheel. 
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67    The  ultimate  strength  of  33-in.  M.C.B.  wheel  flanges  where 
the  load  is  applied  3^  in.  above  the  tread  is  as  follows: 


Wb»l. 
Lb- 

M<HU»d  N  tiL  ■!»»  Bw  Una,  In. 

llinwt 
TUitkiHi.  In. 

UlUffl-ta 
8t™»itth.Lb. 

S26 
678 

1  16/« 

1  Ifl/M 

1  27/32 
a    3/32 

2  3/32 

90.000 
llOfiOO 
110.000 

FiQ.  33    Relative  Htbenotu  of  Flanoes  hir  VARiona  Tkicxnbssbs 


The  strength  of  flange  ia  the  same  on  wheels  used  for  80,000  lb.  and 
100,000  lb.  capacity  cars,  and  the  difference  in  weight  of  675  lb. 
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and  725  lb.  wheels  is  in  the  thickness  of  plates  of  the  two  wheels,  as 
the  tread  sections  are  the  same  thickness. 

68  From  the  foregomg  tests  there  are  shown  in  Fig.  33  the  rela- 
tive increase  in  strength  of  flanges  for  various  thicknesses  of  flanges 
and  tread  sections.  The  inner  lines  are  the  contour  of  the  625  lb. 
M.C.B.  flange  and  tread.  Lines  2  and  3  are  ^  in.  and  H  in.  in- 
crease in  flange  thickness,  and  lines  B  and  C  are  3^  in.  and  1  in. 
increase  in  thickness  of  tread. 


Fio.  34    Proposed  Thickness  of  Flange  for  M.  C.  B.  Wheels 


69  The  flanges  that  the  Association  of  Manufacturers  of  Chilled 
Iron  Car  Wheels  are  recommending  on  various  wheels  are  shown  in 
Fig.  34,  and  their  use  and  ultimate  strengths  are  as  follows  where 
the  load  is  applied  J^  in.  above  the  tread: 
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Weight  of 
33-In.  Wheels.  Lb. 

Used  Under  Cars 

Maximum  Braking 

Ultimate 

Maximum  Gross  Load 

Power  not  to 

Strength  of 

Not  to  Exceed,  Lb. 

Exceed.  Lb. 

Flange.  Lb 

676 

112.000 

40.000 

110,000 

750 

161.000 

40,000 

126.000 

850 

200.000 

50,000 

155.000 

960 

280.000 

65.000 

185.000 

70  Wheels  wiih  Worn  Flanges,  Arguments  have  been  presented 
that  the  thickness  of  flange  does  not  increase  the  strength  of  flanges 
as  shown  by  the  tests  and  calculations,  claiming  that  worn  flanges  do 
not  break  more  frequently  than  those  with  comparatively  little 
wear.  This  idea  originated  from  records  of  wheels  held  for  re- 
placement from  which  all  flanges  worn  to  the  M.C.B.  limits  are 
excluded  because  they  are  not  replaceable.  In  order  to  demon- 
strate the  relation  between  the  new  and  the  worn  flanges, 
tests  were  made  on  30-in.  wheels  with  IJ^-in.,  IJ^in.  and 
1^-in.  flanges  ground  out  on  the  inside  of  the  flange  to  the  contour 
of  a  badly  worn  flange.  These  thicknesses  after  grinding  were  ^^/ts  in., 


TABLE 

8      ULTIMATE  STRENGTH  OF  WORN  WHEEL  FLANGES,  30-I^ 

.  WHEEL 

LOAD  H-IN.  FROM  TREAD 

Flange 

Angle 
Applied 

Component 

Horisontal 

Test 

Thickness. 

SinA 

Tan  A 

Load.  Lb. 

Along 

Com- 

In. 

Toggle 

ponent 

1 

tt 

22*21' 

0.3800 

0.4111 

35,480 

46,700 

43.000 

2 

tt 

21«    7' 

0.3600 

0.3862 

33.860 

47,000 

43,800 

3 

1  % 

21*  11' 

0.3450 

0.3676 

42,120 

61.000 

57.000 

4 

1  ^ 

21*    7' 

0.3600 

0.3862 

45.700 

63,000 

69.000 

5 

1  H 

18*40' 

0.3200 

0.3378 

51.360 

80.200 

76.000 

6 

IH 

28*42' 

0.4800 

0.5475 

70.690 

73,600 

64.500 

TABLE  9    COMPARISON  OF  NEW  AND  WORN  30-IN.  WHEEL  FLANGES 


New  Flange 

Thickness, 

In. 

Worn  Flange 

Thickness. 

In. 

New 

Flange 

Strength 

Worn 

Flange 

Strength 

Per  Cent 

Thickness 

Lost 

Per  Cent 

Strength 

Lost 

IH 
IH 

1^ 
IH 

80.000 
100.000 
115,000 

43.400 
58.000 
70.000 

32 
21 
21 

46 
42 
39 

l'/i6  in.,  and  1  ^^  in.  The  fillet  in  all  cases  was  about  3^  in.  radius. 
Tabulated  data  from  these  tests  are  shown  in  Tables  8  and  9.  These 
flanges  were  broken  in  the  same  manner  as  those  in  Series  1  and  2, 
but  the  load  was  applied  ^  in.  above  the  tread  of  the  wheel. 

71     Fractures  in  these  tests  were  without  premonitory  cracking 
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or  else  occurred  almost  immediately  after  the  first  crack  observed. 
As  a  rule,  the  planes  of  fracture  were  shorter  than  was  the  case 
with  new  flange  sections,  and  the  plane  of  fracture  was  at  an  angle  of 
about  45  deg.  instead  of  an  angle  of  30  deg.  as  was  the  case  with  the 
new  flanges.  The  per  cent  reduction  in  strength  of  the  flanges  was 
greater  than  the  per  cent  reduction  of  section  of  metal  in  the  flange 
and  this  difference  was  greater  in  the  case  of  the  thin  flanges.  In  the 
case  of  the  new  flanges  it  was  found  that  the  addition  of  ]/i  in.  of 
metal  to  the  flange  raised  the  strength  to  the  1.03  power.  In  the 
case  of  the  worn  flanges,  }/2  hi.  metal  on  the  flange  raised  the  strength 
to  the  1.038  power  in  the  one  side  of  wheel  tested.  The  number  of 
tests  made,  however,  was  not  sufficient  to  establish  this  fact  positively. 

72  While  the  strength  of  flanges  on  33-in.  M.C.B.  wheels  has 
no  direct  bearing  on  the  flanges  of  crane  wheels,  this  short  article 
is  given  to  show  that  chilled  iron  possesses  all  the  qualities  that  are 
required  in  heavy  wheel  service,  and  that  a  design  can  be  made  to 
carry  any  load  if  all  the  requirements  are  taken  into*  consideration. 

73  The  value  of  chilled  iron  for  wheels  to  carry  the  heaviest 
concentrated  loads  is  being  more  and  more  recognized.  This  is 
shown  in  crane  work  and  other  locations  where  loads  of  100,000  lb. 
and  upwards  are  required  per  wheel.  An  inquirj"^  for  wheels  for  use 
under  a  heavy  traveling  crane  reads  as  follows:  "The  st-eel  wheels 
have  been  so  unsatisfactory  that  it  led  us  to  inquire  of  you  re- 
lative to  the  furnishing  of  regular  chilled  cast  iron  wheels  for  this 
purpose."  Chilled  iron  wheels  were  furnished  and  have  serv'e<l 
Avith  satisfaction  for  three  years.  This  indicates  that  for  heavy 
concentrated  loads,  chilled  iron  has  superior  qualities,  and  that  the 
only  limit  to  car  capacity  is  the  ability  of  the  rail  to  carry  the  load. 

74  Heretofore  a  good  many  crane  builders  have  used  the  standard 
M.C.B.  flange  on  wheels  for  crane  service.  This  certainly  is  not 
correct,  for  in  railroad  service  the  thickness  of  flange  is  limiteil  on 
account  of  crossings,  switches,  guard  rails,  etc.,  while  in  crane 
service,  where  the  load  carried  by  the  wheel  and  the  resulting  flange 
pressure  is  several  times  greater  than  encountered  in  railroad  service, 
there  is  unlimited  space  for  designing  flanges  in  proportion  to  the 
work  which  they  must  perform.  Furthermore,  for  heavy  cranes 
where  the  expense  of  changing  wheels  is  large,  and  in  case  of  renewals 
keeps  the  crane  idle,  an  ample  factor  of  safety  should  be  used.  This 
is  also  essential  on  wheels  having  two  flanges,  when  the  rail  is  out  of 
level,  giving  excess  work  on  one  wheel,  or  the  track  is  out  of  align- 
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ment,  which  changes  the  track  gage,  and  one  flange  receives  con- 
siderably more  stress  than  calculated. 

STANDARD  DESIGN    FOR   CRANE  WHEELS 

75    The  foregoing  tests  furnish  data  from  which  crane  manu- 
facturers can  decide  for  any  given  condition  the  rail  to  be  used,  the 


SI.CTie«>l   A- A 


Fio.  35    24-lN.  640-Lb.  Double  Flange  CmLLXD  Iron  Crane  Wheel,  Single 
Plate  Type.     For  Maximum  Vertical  Load  34,000  Lb.  Maximum 

Safe  Flange  Pressure  25,000  Lb. 


diameter  of  wheel  and  proper  flange  section.  The  diameter  of  wheel 
is  based  on  economic  power  consumption,  necessary  clearances, 
etc.,  for  the  particular  crane  or  tower  in  question.  The  flange  pres- 
sure cannot  be  calculated  directly,  but  on  account  of  irregularities 
in  track  and  other  operating  conditions,  it  is  necessary  that  the  sec- 
tion of  flange  shall  safely  resist  a  horizontal  pressure  equal  to  75  per 
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cent  of  the  vertical  lotid.  The  s&fe  vertical  load  for  any  wheel  it 
largely  based  upon  the  section  of  flai^  that  will  safely  guide  the  lotd 
rather  than  upon  the  ability  of  the  body  of  the  wheel  to  Bustun  the 


Fio.  36    30-lN.  S75-LB.  Double  Flanob  Chilled  Iron  Crake  Wbeel,  Double 

Plate  Type.    Foe  Maximum  Vertical  Loab  43,000  Lb,    Mazimlm 

Sate  Flakoe  Pressure  32,000  Lb. 

76  The  uBe  of  uniform  standards  would  eliminate  the  cost  of 
special  patterns  and  equipment  (which  often  amount  to  as  much 
or  more  than  the  wheels  themselves),  and  permit  of  prompt  manu- 
facture.    As  a  step  in  this  direction,  a  complete  set  of  designs  has 
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been  prepared  ran^ng  from  12-in.  to  36-in.  wheels,  each  diameter 
being  represented  by  several  different  designs  for  light,  medium  and 
heavy  operating  conditions.  Table  10  is  a  tabulated  list  of  wheels  of 
various  flange  and  throat  or  tread  thicknesses,  as  well  as  the  safe 
load  and  flange  pressure  for  each  design.  Detail  drawings  of  each 
type  of  wheel  are  shown  in  Figs.  35  and  36. 


TABLE  10   DIAMETER  AND  WEIGHTS  OF  DOUBLE  FLANGE  CRANE  WHEELS  FOR 

VARIOUS  LOADS  AND  FLANGE  PRESSURES 


Diameter 

Weight 

Tread 

Height 

Thickneae 

Thickness 

Maximum 

Maximum 

of 

Weight. 

of 

of 

of 

of 

of 

Safe  Flange 

Safe 

Wheel. 

Lb. 

Rail 

Wheel. 

Flange. 

Flange, 

Throat. 

Pressure, 

Vertical 

In 

Used.  Lb. 

Id. 

In. 

In. 

In. 

Lb. 

Load,  Lb. 

12 

95 

40 

2H 

H 

1 

IH 

3,000 

4.000 

12 

130 

50 

2H 

H 

lyi 

IH 

5.000 

7,000 

1 

12 

165 

60 

2H 

H 

IH 

2 

8.000 

11.000 

16 

145 

40 

2M 

H 

1 

\H 

5.000 

7.000 

16 

200 

60 

2H 

H 

IH 

IH 

8.000 

11.000 

1 

16 

250 

60 

2H 

H 

IH 

2 

11,000 

15,000 

20 

250 

50 

2H 

H 

1 

IH 

8.000 

11.000 

^ 

20 

325 

60 

3 

IH 

IH 

11.000 

15,000 

1 1 

20 

400 

80 

3M 

IH 

2H 

15,000 

20.000 

00 

24 

415 

60 

3 

IK 

IH 

12,000 

16,000 

24 

530 

80 

SH 

lyi 

2H 

18.000 

24,000 

24 

640 

100 

3H 

IH 

2H 

25.000 

34,000 

30 

650 

60 

3 

IH 

IH 

16.000 

22.000 

30 

760 

80 

3H 

IH 

2 

22.000 

30,000 

30 

875 

100 

3H 

IH 

2H 

32.000 

43.000 

30 

1.000 

100 

W 

2 

3 

47.000 

63.000 

1 

30 

1.275 

150 

iH 

2H 

3H 

60.000 

92.000 

H 

33 

740 

60 

3 

IH 

IH 

18.000 

24.000 

5 

33 

860 

80 

3^ 

m 

2 

24.000 

32.000 

Si 

33 

1,040 

,       100 

3H 

IH 

2''.j 

35.000 

46.000 

.S 

33 

1.200 

100 

3H 

2 

3 

53.000 

71.000 

^ 

3 

33 

1.525 

150 

47r 

2'4 

3'i 

78.000 

104.000 

5 

36 

850 

60 

3 

1'4 

Ui 

20.000 

27.000 

36 

985 

80 

Vi 

14 

2 

2i.000 

35.000 

36 

1.200 

100 

^"i 

\H 

2!  a 

3H.000 

51.000 

3G 

1.425 

100 

3y« 

2 

3 

S^.OOO 

75.000 

36 

1.800 

150 

4'^ 

3^ 

:m 

86.000 

115.000 

APPENDIX  NO.  1 

Column  1  of  Tables  11  to  17  is  made  up  of  the  loads  applied  from  5000  to 
200,000  lb.  bj  10,000  lb.  gradation;  columns  2  and  3  are  made  up  of  defleeto- 
meter  readings,  column  4  being  the  average  for  figures  given  in  eolnnuu  2 
and  3.  Deflections  in  columns  2  and  3  are  cumulative  and  the  diiferenee 
between  any  two  successive  readings  represents  the  depression  for  that  pv- 
tieular  increment  of  load.  These  differences  are  given  in  columns  5  and  6 
and  the  averages  of  columns  5  and  6  are  shown  in  column  7.  Table  17  gives 
the  results  of  a  similar  test  bj  using  a  33 -in.  M.O.B.  chilled  iron  wheel,  the 
tread  being  cone-shaped;  or  having  a  taper  of  1  in  20. 


TABLE  11 


DEPRESSION  OF  86-LB.  A.S.C.E.  RAIL  UNDER  LOAD  ON  15-IN.  CHILLED 
IRON  WHEEL  WITH  STRAIGHT  TREAD 


Ix>ad,  Lb. 

Deprsssion 

Incremcntb  or  Dbpressiox 

l8t  Trial 

2nd  Trial 

Average 

l8t  Trial 

2ud  Trial 

Avence 

5,000 

0.0 

0.0 

0.0 

0.0 

0.0 

0.0 

10,000 

0.0015 

0.002 

0.0018 

0.0015 

0.002 

0.0017 

20.000 

0.0060 

0.0065 

0.0062 

0.0036 

0.0035 

0.0035 

30.000 

0.0080 

0.0090 

0.0085 

0.0030 

0.0036 

0.0032 

40.000 

0.0110 

0.0120 

0.0115 

0.0030 

0.0030 

0.0030 

60.000 

0.0140 

0.0160 

0.0145 

0.0030 

0.0030 

0.0030 

60.000 

0.0165 

0.0180 

0.0172 

0.0025 

0.0030 

0.0027 

70.000 

0.0188 

0.0200 

0.0194 

0.0023 

0.0020 

0.0021 

80,000 

0.0210 

0.0230 

0.0220 

0.0022 

0.0030 

0  0026 

90.000 

0.0238 

0.0255 

0.0246 

0.0028 

0.0025 

0.0026 

100,000 

0.0260 

0.0280 

0.0270 

0.0022 

0.0026 

0.0023 

110.000 

0.0285 

0.0306 

0.0295 

0.0025 

0.0025 

0.0025 

120,000 

0.0310 

0.0330 

0.0320 

0.0025 

0.0025 

0.0025 

130.000 

0.0335 

0.0355 

0.0347 

0.0025 

0.0025 

0.0025 

140,000 

0.0360 

0.0380 

0.0365 

0.0025 

0.0026 

0.0025 

150.000 

0.0390 

0.0405 

0.0387 

0.0030 

0.0025 

0.0027 

IGO.OOO 

0.0415 

0.0430 

0.0412 

0.0025 

0.0025 

0.0025 

170.000 

0.0440 

0.0460 

0.0447 

0.0025 

0.0030 

0.0027 

180.000 

0.0470 

0.0488 

0.0479 

0.00.30 

0.0028 

0.0029 

190.000 

0.0500 

0.0517 

0.0505 

0.0030 

0.0029 

0.0029 

200.000 

0.0528 

0.0542 

0.0535 

0.0028 

0.0025 

0.0026 

0.200 
0.190 

0.199 
0.191 

Per  set 

0.010 

0.008 

0.009 
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TABLE  14    DEPRESSION  ON  85-LB.  A.S.C.E.  RAIL  UNDER  LOAD  ON  20-IN    CHILIHD 

IRON  WHEEL,  STRAIGHT  TREAD, 

RAIL  PLANED  ON  TOP 

Ix>ad.  Lb. 

lat  Trial 

DEPBKflSIONB 

2nd  Trial 

Average 

IncBSMBNTS   op    DBPRBflMOX 

Ist  Trial 

2ik1  Trial 

1      Aversfe 

5.000 

0.0 

0.0 

0.0 

0.0 

0.00 

,       0.0 

10.000 

0.002 

0.002 

0.002 

0.002 

0.002 

,       0.0(12 

20.000 

0.007 

0.007 

0.007 

0.005 

0.005 

•      0.005 

30,000 

0.0105 

0.011 

0.0107 

0.0035 

0.004 

1       00037 

40.000 

0.0140 

0.015 

0.0145 

0.0035 

0.004 

0.0037 

50,000 

0.0170 

0.019 

0.0180 

0.0030 

0.004 

0.0035 

60,000 

0.0195 

0.023 

0.0212 

0.0025 

0.004 

0.0032 

70,000 

0.0215 

0.0265 

0.0240 

0.0020 

0.0035 

0.002S 

80.000 

0.0240 

0.0294 

0.0267 

0.0025 

0.0029 

0.0027 

90.000 

0.0260 

0.0330 

0.0295 

0.0020 

0.0036 

0.0028 

100,000 

0.0285 

0.0360 

0.0322 

0.0025 

0.0030 

0.0027 

110.000 

0.0305 

0.0385 

0.0345 

0.0020 

0.0025 

0.0022 

120,000 

0.0330 

0.0405 

0.0365 

0.0025 

0.0020 

0.0022 

130.000 

0.0350 

0.0430 

0.0390 

0.0020 

0.0025 

0.0022 

140,000 

0.0370 

0.0460 

0.0415 

0.0020 

0.0030 

0.0025 

150.000 

0.0390 

0.0485 

0.0437 

0.0020 

0.0025 

0.0022 

160.000 

0.0410 

0.0505 

0.0457 

0.0020 

0.0020 

o.ooao 

170,000 

0.0435 

0.0530 

0.0482 

0.0025 

0.0025 

0.0025 

180.000 

0.0460 

0.0550 

0.0605 

0.0025 

0.0020 

0.0022 

190.000 

0.0485 

0.0575 

0.0530 

0.0025 

0.0025 

0.0025 

200.000 

0.0510 
0.177 

0.0600 

0.0560 

0.0025 

0.0025 

0.0025 

0.177 

0.176 
0.001 

^EPRESSIO^ 

0.176 
O.OOl 

J  OF  85-LB.  A 

.S.C.E.  RAIL 

Per  set 

I 

1 

TABLE  15     ] 

UNDER  LOA 

lD  on  33-IN. 

STRAIGHT 

TREAD  CI 

IILLED  IRO 

N  WHEEL 

Load.  Lb. 

1st  Trial 

Depression! 

1     2nd  Trial 

1 

Average 
1       0.00 

Incbbmbnts  or  Depbessiok 

Isi  Trial 

2Qd  Trial 

Average 

5,000 

0.00 

'       0.00 

0.00 

0.00 

0.00 

10.000 

0.0030 

1       0.0030 

1      0.0030 

0.0030 

0.0030 

0.003 

20,000 

0.0080 

'       0.0080 

0.0080 

0.0050 

0.0050 

0.005 

30,000 

0.0115 

0.0120 

0.0117 

0.0035 

0.0040 

0.0037 

40,000 

0.0150 

0.0155 

0.0152 

0.0035 

0.0035 

0.0035 

60,000 

0.0180 

0.0180 

0.0180 

0.0030 

0.0025 

0.0027 

60,000 

0.0215 

0.0210 

0.0212 

0.0035 

0.0030 

0.0032 

70,000 

0.0240 

0.0245 

0.0242 

0.0025 

0.0035 

0.0030 

80,000 

0.0265 

0.0275 

0.0270 

0.0025 

0.0035 

0.0030 

90,000 

0.0290 

0.0300 

0.0295 

0.0025 

0.0025 

0.0025 

100.000 

0.0315 

0.0325 

0.0320 

0.0025 

0.0025 

0.0025 

110.000 

0.0345 

0.0350 

0.0347 

0.0030 

0.0025 

0.0027 

120.000 

0.0370 

0.0380 

0.0376 

0.0025 

0.0030 

0.0027 

130,000 

0.0405 

0.0410 

0.0407 

0.0036 

0.003O 

0.0032 

140.000 

0.0435 

0.0440 

0.0437 

0.0030 

0.0030 

0.0030 

160.000 

0.0470 

0.0470 

0.0470 

0.0035 

0.0030 

0.0032 

160,000      1 

0.0500 

0.0505 

0.0502 

0.0030 

0.0035 

0.0032 

170.000      1 

0.0535       1 

0.0540 

0.0537 

0.0036 

0.0035 

0.0035 

180.000      1 

0.0670       ' 

0.0570 

0.0570 

0.0035 

0.0030 

0.0032 

190,000      1 

0.0605       ' 

0.0610 

0.0607 

0.0035 

0.0040 

0.0037 

200,000      1 

0.0645       , 

0.0650 

0.0047 

0.0040 

0.0040 

0.0040 

1 

0.197 

0.1985 

0.1875 

0.1900 

I 

■»-       - 

0.0095 

i       0.0(»5 

\      0.«» 

\ 

\ 

^ 
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TABLE  16     DEPRESSION  OF  86-LB.  A.S.C.E.  RAIL  UNDER  IX)AD  ON  33-IN.  CHILLED 
IRON  WHEEL,  STRAIGHT  TREAD.  RAIL  PLANED  FLAT  ON  TOP 


Dbpbxmxons 

Ikcrkmbmtb  or  Dsprbiuon 

Lom).  Lb. 

l8t  Trial 

2nd  Trial 

Average 

l8t  Trial 

2Dd  Trial 

Average 

5.000 

0.0 

0.0 

0.0 

0.0 

0.0 

0.0 

lOJOOO 

0.008 

0.003 

0.003 

0.0030 

0.0030 

0.0030 

20.000 

0.0085 

0.0085 

0.0085 

0.0055 

0.0055 

0.0055 

30.000 

0.0120 

0.0120 

0.0120 

0.0035 

0.0035 

0.0035 

40.000 

0.0155 

0.0160 

0.0167 

0.0035 

0.0040 

0.0037 

50.000 

0.0185 

o.oigo 

0.0187 

0.0030 

0.0030 

0.0030 

60,000 

0.0210 

0.0220 

0.0215 

0.0025 

0.0030 

0.0027 

70.000 

0.0235 

0.0250 

0.0242 

0.0025 

0.0030 

0.0027 

80.000 

0.0265 

0.0280 

0.0272 

0.0030 

0.0030 

0.0030 

00.000 

0.0295 

0.0305 

0.0300 

0.0030 

0.0025 

0.0027 

100.000 

0.0320 

0.0335 

0.0327 

0.0025 

0.0030 

0.0027 

110.000 

0.0345 

0.0365 

0.0355 

0.0025 

0.0030 

0.0027 

120.000 

0.0370 

0.0300 

0.0380 

0.0025 

0.0025 

0.0025 

130.000 

0.0305 

0.0420 

0.0407 

0.0025 

0.0030 

0.0027 

140.000 

0.0420 

0.0445 

0.0432 

0.0025 

0.0025 

0.0025 

150,000 

0.0445 

0.0470 

0.0457 

0.0025 

0.0025 

0.0025 

160.000 

0.0480 

0.0500 

0.0490 

0.0035 

0.0030 

0.0032 

170.003 

0.0510 

0.0530 

0.0520 

0.0030 

0.0030 

0.0030 

180.000 

0.0540 

0.0560 

0.0550 

0.0030 

0.0030 

0.0030 

100.000 

0.0575 

0.0590 

0.0582 

0.0035 

0.0030 

0.0032 

200.000 

0.0610 

0.0630 

0.0620 

0.0035 

0.0040 

0.0087 

0.177 

0.178 

0.176 

0.1765 

Fer  set 

0.001 

0.0015 

TABLE  17 


DEPRESSION  OF  85-LB.  A.S.C.E.  RAIL  UNDER  LOAD  ON  33-IN.   M.C.B. 

CHILLED  IRON  WHEEL 


LoMi.  Lb. 

DcpRsaaioNs 

iNCRsmMT  or  DBPBxauoif 

Ut  Trial 

2nd  Trial 

Average 

lit  Trial 

2Dd  Trial 

Average 

5.000 

0.00 
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0.001 

0.002 

0.0015 

90.000 

0.020 

0.025 

0.022 

0.003 

0.003 

0.003 
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0.022 
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0.024 

0.031 

0.027 
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0.0025 
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0.026 

0.034 

0.030 
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0.003 

0.0025 

130.000 

0.031 

0.038 

0.034 
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0.004 

0.0045 

140.000 

0.033 

0.040 

0.036 
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0.002 

150.000 

0.037 

0.043 
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0.003 

0.0035 

160.000 

0.040 

0.047 

0.043 

0.003 
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0.0035 

170.000 

0.044 

0.049 

0.046 
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0.002 

0.003 

180.000 

0.047 

0.053 

0.050 
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0.004 

0.0035 
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200.000 
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0.058 

0.004 

0.004 

0  004 

0.201 

0.199 

0.189 

0.1895 

Pwrmt J 

0.012 
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DISCUSSION 

Arthub  L.  Williston  in  commenting  on  the  method  described  of 
finding  the  power  required  for  locomotion  by  drawing  a  load  up  an 
inclined  plane,  called  attention  to  the  question  of  the  friction  of  rolling 
between  a  smooth  ground  wheel  and  a  smooth  rail.  The  author  had 
calculated  this  od  the  theory  of  the  wheel  running  uphill.  If  the  rail 
were  of  material  like  lead,  which  is  absolutely  inelastic,  that  would  be 
a  correct  way  of  calculating,  as  the  wheel  would  make  successiTe  de- 
presssions  in  the  rail  as  it  moved  forward.  With  an  elastic  material 
like  chilled  iron,  the  condition  is  somewhat  different.  There  is  an- 
other force  behind  the  wheel  tending  to  push  it  forward  as  the 
material  of  the  rail  tends  to  return  to  its  natural  condition.  With  a 
material  like  chilled  iron  running  on  an  open  hearth  steel  rail,  from 
one-half  to  two-thirds  of  the  work  done  in  compressing  the  rails  is 
returned  by  the  elasticity  of  the  materials. 

W.  A.  Bennett  who  presented  the  paper  in  the  absence  of  the 
author  said  in  reply  that  the  chilled  iron  used  was  so  hard  that  it  had 
no  ductility  whatever;  the  give  or  flow  of  metal  was  entirely  in  the 
steel  rail.  While  it  is  not  claimed  that  the  theory  of  a  body  rolling 
up  an  inclined  plane  is  absolutely  correct,  it  gives  a  result  within 
working  limits. 

Augustus  Smith  (written).  The  author's  paper  is  not  always 
convincing,  though  the  tests  on  the  strength  of  flanges  are  valuable. 
The  suggestion  that  a  crane  wheel  should  be  designed  according  to  the 
strength  of  the  flange  is  new  to  the  best  of  the  writer's  knowledge,  and 
this  seems  to  be  a  very  logical  method  of  designing  such  a  wheel. 

The  author  infers  from  his  experiments  on  the  strength  of  flanges 
that  the  thickness  of  the  flange  should  be  2/3  that  of  the  throat  in 
order  to  obtain  the  greatest  economy  of  metal,  and  this  is  a  welcome 
contribution  to  our  knowledge  of  the  subject. 

The  statement  in  par.  75  that  the  flange  shall  safely  resist  a 
horizontal  pressure  of  75  per  cent  of  the  vertical  load  on  the  wheel 
is  not  justified  by  the  author  in  any  way.  The  horizontal  pressure  is 
often  an  unknown  quantity  and  can  be  sometimes  limited  to  25  per 
cent  of  the  vertical  load  by  properly  designing  the  trucks  and  track. 
If  we  assume,  however,  that  the  author  is  entitled  by  his  experience 
as  a  wheel  maker  to  assert  that  for  average  conditions  a  wheel  flange 
should  be  designed  for  75  per  cent  of  the  vertical  load,  his  experiments 
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lead  us  directly  to  the  proper  thickness  of  the  flange  and  thence  to  the 
proper  thickness  of  throat.  The  paper  does  not  tell  us  how  to  pro- 
portion the  depth  of  the  tread,  but,  having  the  proper  throat  thickness, 
the  thickness  of  the  tread  will  probably  follow  from  the  designer's 
sense  of  symmetry  and  proportion.  Even  if  other  engineers  should 
differ  from  Mr.  Vial  as  to  the  percentage  of  vertical  wheel  load  that 
the  flange  should  be  designed  to  resist,  his  method  of  designing  can 
nevertheless  be  followed  for  any  agreed-upon  ratio  of  horizontal  flange 
stress  to  vertical  wheel  load. 

Pars.  26  to  29  are  devoted  to  an  analysis  of  the  theoretical  tractive 
force  that  should  be  required  for  different  diameters  of  wheels  as  a 
result  of  the  depressions  observed  in  the  compression  tests.  No  ex- 
periments were  made  on  the  tractive  force.  The  experiments  were  all 
vertical  loadings  to  produce  certain  measured  depressions.  The 
tractive  force  required  for  wheels  of  different  diameters  is  derived  by 
the  author  by  a  mathematical  analysis  which  neglects  the  elastic 
properties  of  the  rail  and  wheel  in  regaining  their  respective  contours 
after  the  load  is  relieved  or  passes  along,  which  shifting  of  the  load 
to  successive  portions  of  the  rail  and  wheel  even  aids  in  restoring  the 
depressed  contours.  In  the  writer^s  opinion,  the  results  given  by  the 
author  are  undoubtedly  incorrect. 

A  line  of  investigation  is  suggested  by  these  paragraphs,  however, 
which,  it  seems  to  the  writer,  would  be  a  much  more  accurate  method 
of  testing  rail  and  wheel  resistance  to  vertical  loads  than  the  direct 
compressive  tests  originally  described  by  Johnson  and  followed  by  the 
author.  This  is  to  make  tests  in  which  the  tractive  force  required  to 
roll  wheels  on  rails  under  different  loadings  and  different  diameters 
of  wheels  is  directly  measured.  The  writer  would  expect  the  tractive 
force  to  vary  directly  with  the  load  and  be  practically  independent  of 
the  diameter  of  the  wheel,  after  correction  for  journal  friction,  so 
long  as  the  rail  and  wheel  were  perfectly  smooth  and  the  load  did  not 
exceed  the  elastic  limit  of  either  wheel  or  rail.  As  soon  as  the  elastic 
limit  of  either  rail  or  wheel  was  exceeded,  however,  the  tractive  force 
should  suddenly  increase  for  the  reason  pointed  out  by  the  author.  If, 
therefore,  such  tests  were  made  with  a  glass-like  unyielding  wheel,  the 
results  would  indicate  the  elastic  limit  of  the  bearing  power  of  the 
rail.  Another  series  of  tests  on  a  special  rail  of  glassy  hardness  would 
indicate  the  elastic  limit  of  the  bearing  power  of  different  wheels 
made  of  softer  material  than  the  test  rail.  As  the  author  tells  us, 
with  a  good  chilled  wheel  all  we  need  find  out  for  practical  purposes 
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is  the  proper  diameter  of  the  wheel  and  the  proper  weight  of  rail  to 
carry  the  load.  The  information  the  writer  predicts  would  be  readily 
forthcoming  from  experiments  made  as  suggested. 

WiLFOBD  L.  Stobk  (written).  The  hardness  of  cast-ixoa  (pir.  6) 
is  more  a  matter  of  the  combined  carbon  than  of  the  iinwiit  d 
graphite  present.  The  size,  shape  and  distribution  of  the  gnftiki 
the  amount  and  distribution  of  the  cementite;  the  grain  mm  and 
character  of  the  matrix — all  have  a  great  influence  on  the  atzength  of 
the  iron.  The  graphite  and  the  cementite  affect  the  continuity  of  the 
structure  and  the  binding  of  the  dendrites. 

Car  wheels  differ  very  much  in  wearing  qualities^  some  wheek 
wearing  out  much  more  quickly  than  others.  There  have  been  pro- 
duced wheels  which  gave  an  average  of  95,000  miles  in  service,  a^ 
against  an  average  of  from  30,000  to  45,000  miles  of  the  ordinary 
commercial  wheel  foimdries. 

The  properties  and  qualities  of  car  wheels  can  be  determined  from 
photomicrographs  of  their  structure.  Figs.  37  to  42  are  photomicro- 
graphs taken  from  two  car  wheels,  one  good  and  one  bad.  The  bid 
wheel  was  so  termed  because  it  did  not  give  the  ordinary  amoont  of 
service. 

Car  wheel  No.  18.  Oood  wheel.  Fig.  37.  Photograph  talon  14 
in.  from  the  chilled  outside  surface.  This  is  a  characteristic  idiite 
cast-iron,  having  a  very  fine  grain  as  shown  by  the  dendrites.  The 
dark  areas  of  pearlite  are  set  in  a  eutectic  of  pcarlite  and  cementite. 
The  fineness  of  the  grain  is  the  result  of  very  rapid  cooling. 

Fig.  38.  Photograph  taken  in  the  center  of  the  tread.  This  is  a 
characteristic  mottled  cast-iron.  Large  dendrites  of  pearlite  contain- 
ing some  graphite  are  set  in  a  matrix  of  white  cast-iron.  These  larger 
dendrites  show  that  the  rate  of  cooling  was  not  as  rapid  as  above. 

Fig.  39.  Photograph  taken  at  the  back  of  the  tread  and  near  the 
surface  next  to  the  sand  mold.  Similar  to  Fig.  38,  but  more  of  the 
gray  and  less  of  the  white  iron  is  seen.  The  iron  is  still  very  hard 
and  metallo^raphically  it  is  still  a  mottled  iron. 

Car  wheel  No,  2.  Bad  wheel.  Fig.  40.  Though  this  photograph 
was  taken  in  the  chill,  it  nevertheless  shows  the  results  of  carbide 
decomposition,  by  the  presence  of  areas  of  graphite.  The  pearlite,  as 
compared  with  Fig.  37,  is  not  very  fine  grained.  The  wheel  is 
evidently  not  so  hard  and  strong  as  the  other  wheel.  The  structure 
shows  decidedly  that  the  chilling  action  was  neither  very  severe  nor 
very  effective. 
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Fig.  41.  Photograph  taken  in  the  center  of  the  tread.  Note  the 
coarseness  of  the  pearlite  as  compared  with  Fig.  38.  There  is  much 
graphite  and  little,  hut  well-distributed  cementite. 

Fig.  4i2.  Photograph  taken  at  the  back  of  the  tread.  This  is  a 
fine  grained  and  a  decided  gray  iron.  There  are  large  dendrites  of 
pearlite,  with  few  and  small  interstices  of  cementite  eutectic.  The 
graphite  is  long,  coarse  and  abundant  as  the  result  of  slow  cooling. 
This  iron  is  soft  and  is  entirely  differexit  from  the  similar  section  of 
the  other  wheel. 

Photomicrographs  taken  from  a  number  of  wheels  show : 

a  As  we  pass  from  the  cliill  in  each  wheel  the  structure  chang(•^ 

from  white,  then  to  mottled  and  finally  to  gray  iron. 

h  Good  wheels  have  structures  which  are  similar  and  identical. 

These  structures  show  the  wheels  hard,  strong  and  dense. 

c  The   structures  of  good   wheels  and  of  bad    wheels  differ. 

Conse(juently,  the  wearing  qualities  and  strength  of  two 

wheels  having  different  structures  must  differ. 

d  Wheels  in  which  the  chilling  action  is  more  severe  and  to  a 

greater  depth  are  closer  grained  andi  harder  in  structure. 

Wheel  No.  18  was  in  actual  service  for  over  nine  years,  while 

wheel  No.  2  only  lasted  three  years.     In  both  wheels  the  silicon, 

manganese,   phosphorus  and  sulphur  contents  were  practically  the 

same  so  that  they  could  not  account  for  any  difference  in  structun*. 

The  carbon  content  of  wheel  No.  2  was  considerablv  hii'her  than 

that  of  No.   \H.     (Table  23.)     The  higher  the  carbon  content  in  a 

TABLE  22.     COMPOSITION  OF  WIIKKLS  AND  TIME  IN  ACTUAL  ISK 

All  Wiieki>»  Rkmovkd  1)k<'k.mbkk  1,  1911 


No. 

2 

18 


Total 
Carbon 

Si. 

Mn. 

P. 

S. 

3.00 

0.65 

0.40 

0.44 

0.137 

2.62 

0.60 

O.M 

0.30 

0.163 

Montliit  io  use 

36 
111 


wheel,  the  greater  the  tendency  toward  a  graphitic  structure  and  the 
less  the  chance  of  chilling  the  casting.  For  high  carbon  contents  the 
cooling  and  freezing  cannot  he  rapid  enough  to  retain  all  the  carbon 
in  the  combined  form.  Does  not  the  chemical  analysis  justify  the 
metallography  as  shown  in  the  photographs  and  are  not  the  increase 
in  graphite,  the  coarser  structures  and  the  decrease  in  cementite  justi- 
fied by  the  chemical  composition? 
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The  photomicTography  of  vht  wheels  reveals  their  dilTereiices  in 
wearing  qualities  due  to  structure.  Chemical  analysis  of  the  wheels 
discloses  variations  in  their  composition.  Differences  in  structure  are 
caused  by  variations  in  cliemical  analysis  and  in  rate  of  cooling. 
Differences  in  physical  (jualities  of  cast-iron  exist  only  by  virtue  of 
differences  in  structure. 

The  chemical  analysis  and  the  conditions  of  casting  are  equally, 
if  not  more,  important  in  the  standardization  of  crane  wheels  than  is 
design.  The  latter  can  have  no  influence  whatever  upon  the  quality 
of  the  wheel  if  the  quality  of  the  iron  and  the  method  of  casting  are 
neglected. 

The  Authoil  The  object  of  this  paper  was  to  furnish  data  that 
might  be  of  some  assistance  in  choosing  the  proper  diameter  and 
weight  of  wheel  to  correspond  with  various  operating  conditions,  and 
the  conclusions  were  not  intended  as  being  mathematically  rigid,  but 
simply  an  index  to  safe  working  rules. 

The  remarks  of  Mr.  Smith  and  Mr.  Williston,  regarding  tractive 
force  for  wheels  of  different  diameters,  take  exception  to  the  con- 
clusions given  in  the  paper,  and  yet  nothing  is  substituted  for  them. 
Tt  is  true  that  if  the  rail  were  perfectly  true  and  glassy  hard,  the 
effect  on  traction  of  wlieels  of  different  diameters  would  not  be  as 
large  as  those  indicated,  but  these  conditions  do  not  exist  in  practicte. 

The  fundamental  idea  throughout  is  the  use  of  wheels  on  tracks 
that  are  not  in  perfect  alignment,  such  as  exist  in  coal  and  ore  un- 
loading cranes,  where  the  track  is  not  smooth  and  clean ;  often  covered 
with  sand,  ore  or  coal ;  joints  not  perfectly  rigid ;  gauge  irregular  and 
a  thousand  and  one  conditions  that  arc  not  niathematicallv  true. 
Under  these  conditions,  it  is  believed  that  th(»  method  of  analysis 
given  is  more  ncarlv  correct  than  anv  statement  based  on  mathe- 
niatically  ideal  conditions,  and,  in  the  absence  of  any  positive  rules, 
the  conclusions  form  a  safe  basis  for  meeting  operating  conditions  of 
niaxinuim  severity. 

Tn  regard  to  the  discussion  of  Mr.  Stork,  tlie  (jualities  of  various 
grades  of  cast  iron  were  in  no  way  touched  upon  in  the  paper.  T 
cannot,  however,  acce])t  the  last  (Mniclusion,  that  chemical  analysis  and 
condition  of  casting  are  equally,  if  not  more  important  in  the  stand- 
ardization of  crane  whet^ls  than  t\w  design.  This  is  so  far  from  the 
experience  of  foundryni(»n  fliat  it  would  be  out  of  place  to  discuss  it 
here.  There  are  certain  chemical  rehitions  and  casting  conditions 
that  are  considere*!  best   practice:  these  produce  pro])erties  of  chilled 
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iron  which  are  practically  fixed,  and  no  amount  of  change  in  chemical 
analyses  or  condition  of  casting  can  greatly  improve  these  properties. 
Therefore,  having  these  high  standards  of  tensile  strength,  comprtv 
sion  strength,  etc.,  it  is  absolutely  essential  that  these  be  compare<l 
with  stresses  which  are  possible  to  develop  in  service,  and  a  standard- 
ization made  according  to  the  well-known  principles  of  mechanics.  In 
fact,  this  is  the  only  method  that  can  be  followed  in  the  standardiza- 
tion of  designs,  because  if  mixtures  of  various  chemical  analys<*.«  ran 
materially  affect  the  qualities  of  iron,  then  we  will  have  standards  for 
various  grades  of  iron  which  can  easily  he  followed  by  simply  cuttiiii: 
down  the  sections  to  correspond  with  the  increased  strength  of  tho 
new  metal.  It  has  not  been  my  experience  that  anyone  has  been  suc- 
cessful in  increasing  the  strength  of  chilled  iron  by  modifying  tlu* 
chemical  analysis  that  is  commonly  used.  This  discussion  of  tho 
microstructurc  of  chilled  iron  is  foreign  to  the  scope  of  the  paper. 

I  am  very  much  pleased  with  the  discussion  of  the  paper,  and  the 
interest  that  has  developed  in  personal  correspondence  on  the  subject 
indicating  the  appreciation  of  a  start  toward  the  formation  of  a  basis 
for  design  of  chilled  iron  crane  wheels. 
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THE  MECHANICAL  ELIMINATION  OF 
SEAMS  IN  STEEL  PRODUCTS, 
NOTABLY  STEEL  RAILS 

By  Bobkrt  W.  Hunt,  Chicago,  III. 
Past-President  of  the  Society 

No  part  of  railway  maintenance  has  been  given  more  discussion 
^nd  greater  publicity  by  scientific  bodies,  technical  publications, 
^nd  the  general  press  than  steel  rails.  The  question  of  safety  to 
luman  Ufe  and  limb,  to  say  nothing  of  property,  is  so  dependent 
ipon  the  quality  of  rails,  that  the  reason  for  this  publicity  is  easily 
mderstood.  Moreover,  the  duty  required  of  rails  and  the  resulting 
tresses  have  so  constantly  increased,  and  the  controlling  factors 
ncident  to  their  manufacture  have  changed  so  much  that  the  whole 
>roblem  is  an  involved  and  interesting  one. 

2  Increased  weight  of  rolling  stock  and  speed  of  traffic  have 
lecessitated  increasing  the  size  of  the  rail  sections,  and  hence  their 
fr^eight;  and  as  many  of  the  details  of  rail  manufacture  have  been 
hanged  with  such  alterations,  it  is  not  surprising  that  new  and 
inexpected  physical  weaknesses  developed  in  the  heavier  rails. 
)ne  of  the  most  notable  was  failure  through  cresent-shaped  pieces 
creaking  out  of  the  rail  flanges,  followed  by  at  least  one,  and  in 
oany  cases  several,  ruptures  across  the  whole  section  of  the  rail, 
nvestigation  showed  that  in  practically  every  instance  of  such 
ailure  there  was  a  more  or  less  pronounced  seam  running  longi- 
udinally  in  the  bottom  of  the  rail  near  its  center,  and  thus  im- 
nediately  under  its  web.  This  seam  occurs  at  the  top  of  the  curve 
{  the  crescent-shaped  break  and  is  undoubtedly  the  point  at  which 
he  fracture  starts. 

Those  familiar  with  steel  rail  making  knew  that  it  was  practi- 
ally  impossible  to  make  rails  entirely  free  from  seams,  and  that  as 
he  seamy  conditions  of  the  steel  forming  the  head  of  the  rail  in- 


Presented  at  the  Annual  Meeting,  December  1914,  of  The  American  So- 
;iETY  OF  Mechanical  Engineers. 

933 


934  llECHANICAL   ELIMINATION   OF   BEAMS 

creased,  so  ■would  ita  wearing  quality  decrease,  but  I  thinlc  it  was 
not  until  the  diaastrous  experienc&s  with  the  "moon-shaped"  failures 
that  the  danger  from  aeams  in  the  base  of  the  rails  was  fully  realized. 
It  is  true  that  rails  with  actual  flaws  in  their  flanges  have  been 


Fra.  1     Face  of  an  Inoot  BiwitE  Ebatino 
Fig.  2    Face  op  ax  Inoot  apter  Heating,  k'ith  the  Adherimo  Scale  remotci 

rejected  as  first  quality  ones  and  that  a  very  pronounced  seamy 
condition  of  the  bottom  of  the  rail  woald  also  cause  its  rejection. 
Such  rejections  were  the  cause  of  frequent  disputes  between  the 
milt  operatives  and  the  inspectors,  the  point  being  as  to  how  far  the 


tore  were  warranted  in  carrying  their  condenmation;  but,  ae 
f  said,  it  was  not  felt  that  a  single  seam,  unless  very  pro- 
sd,  would  be  dangerous. 

The  crescent-shaped  breaks  were  of  such  frequent  occurrence 
ley  indicated  a  very  serious  condition  and  led  rail  makers  to 
Dent  with  the  design  of  their  rolling  passes  with  a  view  to 
ing  the  formation  of  the  bottom  seams.  It  was  found  that 
seams  were  produced  by  such  changes,  but  they  were  not 
y  eliminated.  While  more  or  less  successful  in  preventing 
iQAiion  of  seams  through  lapping  on  the  bottom  of  the  rails, 
mttion  of  aeams  in  other  parts  of  the  section  was  not  par- 
ly affected. 


Fw.  3    Section  of  Face  of  Inoot,  Full  Sim 

It  is  a  well-known  fact  that  it  is  not  alone  the  quality  of  rails 
deteriorates  through  the  use  of  seamy  ?teel,  and  the  funda- 
1  causes  in  one  will  more  or  less  apply  to  all  cases.  T.  H. 
as,  assistant  general  superintendent  of  the  I>ackawaQna 
I^ompany,  determined  that  the  most  certain  way  of  getting 
teams  was  to  remove  that  portion  of  the  metal  which  contained 
and,  as  applied  to  steel  rails,  thus  to  eliminate  them  from  both 
Be  and  head  of  the  rail.     This  was  a  reasonable  assumption, 
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but  its  execution.  I  think  would  have  seemed  very  unpractical  to 
the  minds  of  most  metallurgical  ei^ineers.  Mr.  Mathias  reasoned 
that  the  primary  causes  of  seams  ensted  previous  to  any  rolling  <rf 
the  steel,  in  fact,  were  incident  to  the  casting  of  the  molten  mettl 
into  ingots.    He  knew  that  disk-like  apertures  were  formed  on  tbe 


Fio.  4     Ekkect  on  Practically  Bound  Impi 

15  Passes  in  the  Rolliko  Mill 

sides  of  ingots  while  the  molten  metal  was  being  cast  and  were  prob- 
ably caused  from  air  being  entrapped  against  the  sides  of  the  ii^t 
molds  by  the  hot  steel  as  it  raised  in  the  molds,  a  condition  which 
was  not  controlled  in  regular  manufacturing  routine.  This  condi- 
tion is  illustrated  by  Figs,  1  and  2,  which  are  photographs  of  tbe 
same  face  of  an  ingot.  Fig.  1  showing  the  side  as  it  would  appear 
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before  heating,  while  Fig.  2  shows  it  after  heating,  with  the  adhering 
scale  removed.  Fig.  3  represents  the  actual  size  of  a  section  of  a 
face  of  such  an  ingot,  and  gives  an  illustration  of  how  serious  such 
apertiu^s  may  be. 

6  It  will  be  appreciated  that,  as  the  section  of  the  ingot  is  re- 
duced and  elongated  in  the  rolling  process,  eo,  of  course,  will  the 
apertures  be  stretched  longitudinally  and  thus  be  formed  into  seams. 
Elg.  4  shows  what  would  occiu-  in  that  way  to  any  practically  round 


Pro.  5    Etcbkd  Subtaci  showing  Jjowxk.  Carbon  Entklopk  or  Skin  or  Inqot 


imperfections  of  the  size  indicated  when  elongated  by  15  passes  in 
the  rolling  ffiill.  If  so  small  an  imperfection  would  give  such  a 
result  of  course  the  seams  resulting  from  larger  ones  would  be 
proportionately  greater  and,  therefore,  more  serious,  both  in  length 
and  depth. 

7  Mr.  Mathias  demonstrated  that  there  is  another  constant 
condition  present  in  the  rolling  of  lai^e  steel  ingots,  in  the  formation 
of  a  decarburized  surface  on  all  of  their  four  faces,  about  ft  in.  deep, 
and  containing  from  eight  to  ten  points  lower  carbon  than  the  metal 
immediately  under  it,  the  decarburized  envelope  undoubtedly  being 
produced  through  the  oxidizing  conditions  to  which  ingots  are  sub- 
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jected  in  the  soaking  pits  where  they  are  heated  preparatory  to  toU- 
ii^.  A  thick  oxide  scale  is  always  formed  on  the  surface  of  ingota 
in  the  pits,  so  that  conditions  are  invariably  present  for  the  produc- 
tion of  such  a  layer  of  lower  carbon  metal  on  their  outside  faces. 
Fig.  5  illustrates  the  presence  of  this  lower  carbon  envelope  or  skin. 
It  shows  a  polished  and  etched  cross-section  of  a  part  of  an  ingot 
which  has  been  heated  to  a  rolling  temperature  in  the  soaking  pita, 
but  not  rolled,  from  which  it  will  be  realized  that  ingots  of  large 


Fig.  6    Hot  Sawiko  ob  Un.UNo  Machiki  m  Opekation 

section  have  both  disk-Uke  apertures  on  their  four  faces  and  a  de- 
carburized  envelope  in  which  they  are  contained. 

8  Mr.  Mathias  was  convinced  that  during  the  process  of  rolling 
ingots  into  rails  it  was  practical  to  remove  mechanically  the  parts 
of  the  enveloping  steel  which  would  form  the  top  of  the  head  and 
bottom  of  the  flange  of  the  rail,  and  ejtperimented  accordingly.  He 
designed  and  his  company  installed  as  an  addition  to  their  rail  trun, 
a  milling,  or  a  hot  sawing  machine,  as  1  believe  Mr.  Mathias  desig- 
nates it,  to  cut  off  that  metal  without  retarding  the  r^ular  operation 
and  thus  interfering  with  the  production  of  the  mill.    This  is  il- 
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ated  by  Fig.  6,  which  is  a  photograph  of  the  machine  in  opera- 
The  machine  is  located  in  echelon  in  relation  to  the  rest  of  thfe 
train. 

The  ii^^t  is  reduced  in  the  blooming  rolls  to  an  8-in.  by  8-in. 
i-section  and  after  cropping  the  ends  the  bloom  is  further  re- 
d  in  the  roughing  or  shaping  stand  of  rolls  by  five  paases.  When 
ives  these  rolls,  it  is  approximately  75  per  cent  finished  and  at 
period  it  is  carried  to  the  right  and  entered  between  two  pinch 
with  its  base  or  flange  side  up.  A  bar  which  will  make  four 
.  nils  is  at  this  point  in  the  rolling  operation  about  60  ft.  in 


7    Cbosb-Bection  or  Bar  pbepakatoby  to  khtbiuno  Hiluno  Uachink 

th;  therefore,  the  area  of  metal  to  be  cut  off  or  removed  in  the 
ng  machine  is  approximately  H  in.  deep,  7  in.  wide  and  60  ft. 
.  It  is  driven  through  the  pinch  rolls  at  a  rate  of  60  ft.  in  30 
ads.  The  pinch  rolls  have  a  draft  of  about  %  in.  and  thus  force 
bar  between  the  two  milling  sows,  which  are  so  arranged  in  the 
iing  that  they  may  be  raised  or  lowered  as  desired.  There  is 
I  A  to  A  in.  of  metal  milled  from  the  head  and  base  of  the  bar, 
front  end  of  which,  immediately  on  passing  from  between  the 
i,  is  caught  by  a  second  set  of  pinch  rolls  which  have  a  draft  of 
it  1/16  in.  These  pinch  rolls  force  the  bar  between  the  tools, 
it  from  between  them,  and  also  hold  it  in  practically  perfect 
for  the  milling  operation.  The  milling  apparatus  is  driven  elec- 
Jly  and  requires  about  600  h.p.  for  its  operation. 
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10     Fig.  7  Khows  an  etched  croas-sectiDn  of  the  piece  prepantoiy 
to  its  entering  the  milling  machine,  and  on  it  is  clearly  shown  tbe 


Fio.  8    CumNOs  PRODUCED  bt  Miluno 


Fig,  9    Milling  Tool 

enveloping  layer  of  lower  carbon  steel.     As  stated,  it  is  treated  witii 
the  wider,  or  flange  side  up. 

11     As  the  milled  dust  or  particles  of  steel  are  thrown  out,  they 
are  hit  by  water  imder  pressure  which  forces  them  into  a  chute  and 
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also  prevents  the  material  from  adhering  together.  By  the  chute 
they  are  carried  below  the  mill  and  caught  in  boxes  or  receptacles 
suitable  for  chargii^  as  scrap  into  the  open-hearth  furnaces. 

12  Fig.  8  shows  the  condition  of  the  accumulated  material 
which,  as  will  be  seen,  is  in  regular  open-hearth  furnace  charging 
boxes. 

13  Fig.  9  shows  one  of  the  milling  tools.  It  is  5  ft.  in  diameter 
with  an  8  in.  width  of  face  and  revolves  at  a  peripheral  speed  of 
2500  ft.  per  mmute,  thus  causing  an  engagement  of  about  400,000 
teeth  per  minute  on  the  hot  rwl  bar.  The  teeth  are  of  0.80  carbon 
steel,  and  it  has  been  demonstrated  that  they  will   mill   at   least 


Fis.  10    Appuranci  or  Bar  apixb  rr  Lkavu  tbb  Hiluno  Maohihb 

30,000  tons  of  material  without  requiring  dressing.    The  one  shown 
bad  milled  about  15,000  tons. 

14  Hg.  10  presents  the  shape  of  the  'bar  after  it  leaves  the 
milling  machine  preparatory  to  further  reduction  in  the  regular 
rail  rolls. 

15  It  will  be  noticed  that  the  milling  on  the  flange  has  not 
reached  the  extreme  edges  of  the  bar,  and  on  the  head  side  has  not 
a£Fected  the  comers,  and  it  will  be  recalled  that  Fig.  9  showed  the 
milling  tool  with  a  straight  face.  It  is  apparent  that  either  by  a 
modification  of  the  shape  of  the  piece  as  presented  for  treatment  in 
the  milling  machine  or,  what  will  probably  be  more  practical,  chang- 
ing the  face  of  the  tool,  the  milling  can  be  extended  to  the  extreme 
edge  of  the  flange  portion  of  the  bar  and  somewhat  around  the 
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comers  of  the  top  or  head  side.  This  will  undoubtedly  be  j>erfcctly 
practical  and  thereby  eliminate  the  seams  which  may  be  located 
in  those  parts  of  the  bar.  It  will  be  observed  in  figures  which  will 
be  Bubsequently  presented  that  such  elimination  is  not  accomplished 
at  present,  and  perhaps  it  may  not  be  necessary.  The  primaij' 
object  was  to  eliminate  the  seams  from  the  central  portion  of  the 
bottom  of  the  rail  which  had  been  the  starting  point  of  the  moon- 


Fio.  11     Piece  op  Bail  broken  ukdib  the  Drop  Pbbss 

shaped  failures,  and  to  remove  them  from  the  top  or  bearii^  sur- 
face of  the  head  of  the  rail.  Personally  I  think  it  will  be  desir- 
able to  extend  the  milling  by  the  use  of  convex-faced  tools. 

16  The  work  of  roiling  which  the  steel  receives  after  the  re- 
moval of  the  more  or  less  laminated  metal  must  produce  a  better 
product  than  if  such  elimination  had  not  taken  place,  and,  in  the 
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ase  of  steel  rails,  it  should  not  only  make  them  less  liable  to  breakage 
n  account  of  seams  in  their  flanges,  but  also  enable  them  better  to 
esist  the  abrasive  effects  of  traflSc. 

17  During  the  many  years  of  my  connection  with  rail  making 
have  examined  a  great  many  etched  specimens  of  rails,  not  only 

irectly  in  connection  with  the  process  under  consideration,  but  for 
arious  other  reasons.  From  such  experience  I  can  fully  appreciate 
rhat  Mr.  Mathias  has  accomplished.  The  surfaces  of  practically  all 
ails,  when  etched,  will  show  some  seams  on  both  base  and  head, 
nd  very  frequently  the  extent  of  such  defects  will  not  be  appreciable 
:  the  scale  has  not  been  removed.  Even  then,  it  is  not  always  an 
asy  or  certain  matter  to  estimate  the  depth  of  the  seams.  When 
he  rails  have  been  subjected  to  the  Mathias  milling  operation  and 
till  show  pronounced  seams,  it  has  been  found  that  breaking  tests 
nil  practically  always  develop  the  fact  that  the  suspicious  marking 
i  an  actual  seam. 

18  Fig.  11,  which  is  a  piece  of  rail  broken  under  the  drop  press, 
'lainly  shows  a  pronounced  seam  in  its  flange  directly  under  the 
enter  of  its  base,  and  is  an  illustration  of  a  dangerous  rail. 

19  As  the  original  defects  on  the  sides  of  the  ingots  vary  in 
xtent,  so  will  the  character  of  the  resulting  seams  vary  and  it  can  be 
eadily  appreciated  that  some  of  them  may  have  been  too  deep  to 
ave  been  completely  eliminated  by  the  milling. 

20  To  illustrate  the  appearance  of  many  ordinary  steel  rails  of 
ommerce  when  etched.  Figs.  12  to  17  show  the  surfaces  of  both  heads 
nd  flanges.  These  specimens  were  taken  from  rails  made  by 
everal  different  makers,  including  the  Lackawanna  Steel  Company, 
liese  illustrations  not  only  clearly  show  the  field  for  such  an  opera- 
ion  as  I  have  described,  but  also  the  extent  to  which  Mr.  Mathias 
as  been  able  to  accomplish  it. 

21  While  I  have  confined  myself  to  the  matter  of  steel  rails,  it  is 
oitent  that  the  process  will  be  of  great  value  in  the  preparation  of 
dooms  for  axles  and  all  other  kinds  of  forgings.  As  is  well  known, 
b  is  practically  the  universal  custom  to  endeavor  to  remove  the 
eams  developed  in  rolling  axle  billets  by  chipping  them  out  through 
he  use  of  pnexmiatic  hammers,  and  for  some  of  the  higher  characters 
if  forgings,  notably  for  automobile  parts,  the  endeavor  to  eliminate 
he  seams  is  carried  to  the  extent  of  turning  off  the  whole  surface  of 
he  billets.  I  am  confident  that  by  the  Mathias  plan  the  greater  part, 
f  not  all,  of  such  work  can  be  superseded,  and  I  regard  the  invention 
.nd  its  practical  installation  as  a  notable  achievement  in  the  art. 
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DISCUSSION 

H.  C.  HiBBARD  said  that  a  sound  ingot,  properly  rolled,  will  pro- 
duce a  rail  without  seams  and  that  the  paper  might  therefore  be  con- 
sidered as  dealing  with  a  factor  in  the  production  of  steel  rails  which 
should  not  exist. 

Although  some  of  the  seams  are  the  result  of  rolling,  it  is  prob- 
able that  a  large  number  of  them  are  started  from  surface  skin  holes 
which  should  really  not  be  present  in  good  steel  ingots. 

Good  steel  was  formerly  made  by  proper  furnace  management 
proper  care  of  the  gases  and  proper  care  of  the  impurities ;  and  rails 
rolled  from  ingots  of  such  steel  were  actually  perfect  and  showed  no 
seams.  When  split,  the  rails  were  found  to  be  clear,  sound,  solid  steel 
from  one  end  to  the  other,  and  from  top  to  bottom.  The  ingots  did 
not  require  to  be  milled  to  be  free  from  seams. 

None  of  the  rail  ingots  now  made  in  representative  current  prac- 
tice are  sound.  They  all  have  pipes  and  a  number  of  them  have 
blow-holes.  The  difficulties  which  many  rail  mills  have  to  meet  to 
produce  solid  ingots  are  fully  realized  but,  at  the  same  time,  until 
these  difficulties  are  overcome  and  the  production  starts  with  the 
solid,  sound  ingot,  it  will  be  impossible  to  get  a  sound,  solid  rail. 

Properly  made  steel  should  have  a  full  liberty  to  pipe  and  the 
pipe  should  not  be  reduced  or  eliminated  by  holes  in  the  other  part* 
of  the  ingot.  In  an  ingot  cast  without  any  special  precautions,  the 
only  hole  that  should  be  present  should  be  the  pipe. 

There  are  two  well-tested  means  of  getting  rid  of  the  pipe  and  of 
securing  a  sound  ingot.  One  is  by  lateral  pressure,  and  the  other  by 
keeping  the  top  of  the  ingot  hot.  The  interior  of  a  rail  ingot  will 
probably  keep  melted  from  li/4  to  1%  hrs.,  according  to  its  ^ze, 
after  it  has  been  cast,  and  whatever  means  is  taken  to  prevent  the 
pipe  should  probably  be  applied  within  fifteen  minutes  after  the  ingot 
is  cast  and  should  be  continued  until  the  metal  is  all  solidified.  This 
being  properly  done,  a  good,  sound  ingot  will  result. 

J.  J.  Howard,  in  a  written  discussion,  pointed  out  that  the  report 
of  the  Committee  on  Rails  and  Equipment  of  the  National  Associa- 
tion of  Railway  Commissioners,  presented  at  its  recent  Convention  in 
Washington,  D.  C,  furnished  statistics  of  train  accidents  indicating 
that  the  average  daily  losses  due  to  derailments  alone,  for  a  term  of 
ten  years,  were  1.04  persons  killed,  14.4  persons  injured,  and  $15,900 
property  loss.   An  amelioration  of  such  conditions  is  demanded  and  a 
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reduction  in  the  number  of  broken  rails,  a  frequent  cause  of  accidents, 
is  highly  desirable. 

It  is  believed  that  milling  the  running  surfaces  of  the  heads  and 
the  lower  surfaces  of  the  bases  of  steel  rails  will  remove  certain  recog- 
nized defects.  The  writer  witnessed  the  process  described^  the  efficacy 
of  which  will,  it  is  hoped,  be  demonstrated  within  a  short  time  upon 
the  rails  now  in  service. 

It  is  understood  that  in  this  process  no  claim  is  made  for  the 
effacement  of  other  than  surface  defects,  although  the  removal  of 
such  defects  is  regarded  as  a  matter  of  importance  in  reducing  the 
number  of  contributory  causes  of  failure  of  steel  rails. 

The  presence  of  streaked  metal  in  steel  rails,  including  both 
interior  and  exterior  streaks,  and  also  of  low  carbon  surface  metal, 
has  occasioned  comments  iu  reports  upon  tests  of  such  rails.  Fea- 
tures of  this  kind  have  been  the  subject  of  admonitory  remarks  in 
the  Beports  of  the  Interstate  Commerce  Commission,  Division  of 
Safety,  in  its  investigations  of  the  causes  of  accidents,  to  some  of 
which  reports  reference  is  here  made. 

The  imfavorable  influence  which  attends  the  presence  of  soft  sur- 
face metal  located  over  a  hard  steel  core,  when  exposed  to  wheel  pres- 
sures, is  manifest,  particularly  when  interior  streaks  or  seaminess  is 
present.  Such  surface  metal  by  reason  of  its  low  resistance  against 
lateral  flow  promotes  the  formation  of  longitudinal  seams  in  the  rail 
and  augments  the  wedging  and  splitting  tendency  of  the  wheel  loads 
when  the  metal  of  the  head  is  penetrated  and  the  interior  streaks  or 
lamination  are  encountered. 

In  a  report  on  a  derailment,  issued  by  the  Interstate  Commerce 
Commission  in  May,  1912,  a  difference  of  sixteen  points  in  carbon 
between  the  center  of  the  head  of  the  rail  and  the  metal  near  the 
running  surface  was  considered  responsible  for  the  derailment.  Still 
earlier.  Tests  of  Metals,  1909,  showed  a  diflference  of  twenty-eight 
points  in  carbon  between  the  center  and  the  sides  of  the  head  of  a 
75-lb.  rail.  Such  carbon  diflferences  are  common  and  their  frequency 
constitutes  a  sufficient  basis  for  the  claim  advanced  in  the  paper  that 
an  advantage  of  the  process  is  the  removal  of  partially  decarburized 
steel  existing  on  the  surfaces  of  the  ingots.  However,  the  presence 
of  decarburized  surface  metal  at  the  base  of  the  rail  has  not  been 
proven  disadvantageous,  as  it  may  display  the  functions  of  a  deter- 
rent against  the  detrimental  influence  of  seaminess.  It  is  well  known 
that  certain  defects  such  as  slight  serrations  and  indentations  are 
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negligible  in  soft  steel,  though  serious  in  hard  steels.  When  judging 
of  the  influence  of  structural  defects,  the  use  to  which  the  metal  is 
put  must  be  considered  in  all  cases. 

Streaky  conditions  in  steel  doubtless  constitute  serious  problems 
for  the  steel  maker,  but  streaks  and  seams  are  not  believed  to  be  more 
prevalent  in  rails  of  current  manufacture  than  in  those  of  earlier 
rolling.  Examples  of  earlier  rails  show  a  state  of  seaminess  deddedlj 
greater  than  is  found  in  rails  of  present  manufacture.  Inferentiallj, 
present  fail  troubles  in  this  direction  seem  due  to  the  development  of 
seams  by  reason  of  the  greater  stresses  which  the  rails  are  called  upon 
to  endure,  and  not  to  an  increased  number  of  such  seams.  With 
greatly  increased  wheel  loads,  immunity  from  failures  will  be  aided 
by  the  elimination  of  those  defects  which  under  former  track  condi- 
tions  were  negligible. 

Interior  streaks  tend  to  result  in  split  heads  and  base  fractures 
and  are  the  cause  of  many  rail  failures,  and  they  should  be  eliminated 
if  possible.    The  removal  of  such  seams  is  a  metallurgical  question. 

Beferring  again  to  the  investigations  of  rails  conducted  by  the 
Interstate  Commerce  Commission,  the  metal  of  the  heads  and  bases 
of  a  number  of  rails  has  been  planed  off  to  different  depths,  and  a 
streaked  state  has  been  disclosed  at  each  stage.  There  is  obviously  no 
reason  for  expecting  the  metal  on  the  side  of  the  ingot  which  chances 
to  become  the  head  of  the  rail  to  be  different  from  that  which  happens 
to  be  rolled  into  the  base.  Interior  streaks  in  the  metal  of  the  head 
should  have  their  counterpart  in  the  metal  of  the  base.  The  examina- 
tion of  the  metal  of  a  100-lb.  rail  of  recent  manufacture — an  "A" 
rail — showed  the  presence  of  twenty-two  seams  in  the  metal  of  the 
head,  ranging  in  length  from  1/2  to  6  1/2  in.  These  existed  at 
various  depths  up  to  3/4  in.,  and  while  some  were  at  the  surface,  they 
were  generally  most  prevalent  at  depths  of  1/8  to  3/8  in.  below  the 
surface.  Those  of  the  base  ranged  in  lengths  from  1/2  to  7  1/2  in., 
and  were  found  at  depths  up  to  9/16  in.  measured  from  the  lower  sur- 
face, and  in  from  the  edge  of  the  flange  1  to  2  3/4  in.  Twenty-three 
of  these  base  seams  were  disclosed  in  this  rail.  Other  rails  from 
other  heats  and  other  parts  of  the  ingot  were  free  from  interior 
streaks  so  far  as  disclosed  by  the  examination. 

M.  H.  WiCKHORST*  expressed  his  opinion  that  the  cause  of  the 
seams  in  steel  rails  is  somewhat  different  from  what  the  author  con- 
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aiders  it  to  be.  The  deep  seams  in  rail  flaws,  which  extend  anywhere 
from  0.08  to  0.12  or  possibly  0.15  in.  deep  from  the  surface,  seem 
rather  to  start  from  cracks  in  the  ingot. 

In  most  ingots,  if  the  scale  is  removed  so  that  the  surface  of  the 
metal  is  exposed,  cracks  are  more  or  less  apparent.  When  an  ingot 
is  rolled,  these  cracks  each  open  an  amount  depending  upon  the  draft, 
and  in  the  subsequent  passes  they  are  modified  so  that  they  resemble 
first  a  '^,'*  then  a  'TT,"  until  finally,  in  a  rail  or  small  billet,  they 
resemble  an  elongated  'TT,"  or  generally  a  series  of  'T^s"  together. 

It  seems  that  these  flaws  occur  mostly  on  what  are  the  two  open 
sides  of  the  ingot  as  it  first  enters  the  rolls.  On  the  top  and  bottom 
sides,  where  there  is  a  compression  and  not  an  elongation  of  the  skin, 
the  tendency  is  for  the  cracks  to  become  eliminated.  It  appears, 
therefore,  the  seams  can  be  confined  either  to  the  tread  of  the  rail  or 
to  the  bottom  or  sides  of  it,  a  fact  which  might  well  be  considered 
in  practice. 

Surface  flaws  which  occur  in  the  web  do  not  apparently  result  in 
rail  fractures,  while  those  which  occur  in  the  base,  particularly  near 
the  center  under  the  web,  do  cause  failures ;  in  fact,  as  near  as  can  be 
determined,  an  average  of  about  40  per  cent  of  the  rail  fractures  in 
this  country  have  their  origin  in  deep  seams  at  the  base,  and  par- 
ticularly near  the  center,  of  the  rail. 

P.  H.  Dudley,^  in  a  written  discussion,  stated  that  the  adoption 
of  basic  open  hearth  steel  for  rails  in  the  past  six  or  eight  years  had 
reduced  the  breakages  and  failures  to  a  marked  extent.  The  check- 
ing of  the  basic  open  hearth  ingots  in  blooming  is  not  nearly  so  fre- 
quent as  it  is  in  Bessemer  ingots,  and  the  crescent-shaped  breaks  in 
the  same  section  rails  of  the  former  and  latter  steels  are  about  in  the 
proportion  of  one  to  fifty. 

The  provision  of  heavier  steel  rails  for  increased  wheel  loads  and 
speeds  was  investigated  over  three  decades  ago  by  some  railroad  com- 
panies and  stiffer  sections,  with  a  distribution  of  the  metal  to  carry 
the  loads  with  lower  unit  strains,  were  designed.  Service  tests  dem- 
onstrated that,  with  the  higher  standards  of  track  secured,  the  me- 
chanical abrasion  of  the  crossties  under  the  rail  seats  and  disturbance 
of  the  ballast  and  roadbed  were  reduced,  as  was  also  the  number  of 
failures  of  rails  in  service  for  the  tonnage  carried.  It  could  not  be 
expected,  however,  that  the  sections  which  were  satisfactory  under  the 
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negligible  in  soft  steely  though  serious  in  hard  steels.  When  judging 
of  the  influence  of  structural  defects,  the  use  to  which  the  metal  is 
put  must  be  considered  in  all  cases. 

Streaky  conditions  in  steel  doubtless  constitute  serious  problenu 
for  the  steel  maker,  but  streaks  and  seams  are  not  believed  to  be  more 
prevalent  in  rails  of  current  manufacture  than  in  those  of  earlier 
rolling.  Examples  of  earlier  rails  show  a  state  of  seaminess  deddedlj 
greater  than  is  found  in  rails  of  present  manufacture.  Inferentiallj, 
present  fail  troubles  in  this  direction  seem  due  to  the  development  of 
seams  by  reason  of  the  greater  stresses  which  the  rails  are  called  upon 
to  endure,  and  not  to  an  increased  number  of  such  seams.  With 
greatly  increased  wheel  loads,  immunity  from  failures  will  be  aided 
by  the  elimination  of  those  defects  which  under  former  track  condi- 
tions were  negligible. 

Interior  streaks  tend  to  result  in  split  heads  and  base  fractures 
and  are  the  cause  of  many  rail  failures,  and  they  should  be  eliminated 
if  possible.    The  removal  of  such  seams  is  a  metallurgical  question. 

Eeferring  again  to  the  investigations  of  rails  conducted  by  the 
Interstate  Commerce  Commission,  the  metal  of  the  heads  and  bases 
of  a  number  of  rails  has  been  planed  off  to  different  depths,  and  a 
streaked  state  has  been  disclosed  at  each  stage.  There  is  obviously  no 
reason  for  expecting  the  metal  on  the  side  of  the  ingot  which  chances 
to  become  the  head  of  the  rail  to  be  different  from  that  which  happens 
to  be  rolled  into  the  base.  Interior  streaks  in  the  metal  of  the  head 
should  have  their  counterpart  in  the  metal  of  the  base.  The  examina- 
tion of  the  metal  of  a  100-lb.  rail  of  recent  manufacture — an  "A" 
rail — ^showed  the  presence  of  twenty-two  seams  in  the  metal  of  the 
head,  ranging  in  length  from  1/2  to  6  1/2  in.  These  existed  at 
various  depths  up  to  3/4  in.,  and  while  some  were  at  the  surface,  they 
were  generally  most  prevalent  at  depths  of  1/8  to  3/8  in.  below  the 
surface.  Those  of  the  base  ranged  in  lengths  from  1/2  to  7  1/2  in., 
and  were  found  at  depths  up  to  9/16  in.  measured  from  the  lower  sur- 
face, and  in  from  the  edge  of  the  flange  1  to  2  3/4  in.  Twenty-three 
of  these  base  seams  were  disclosed  in  this  rail.  Other  rails  from 
other  heats  and  other  parts  of  the  ingot  were  free  from  interior 
streaks  so  far  as  disclosed  by  the  examination. 

M.  H.  WiCKHORST*  expressed  his  opinion  that  the  cause  of  the 
seams  in  steel  rails  is  somewhat  different  from  what  the  author  con- 
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siders  it  to  be.  The  deep  seams  in  rail  flaws,  which  extend  anywhere 
from  0.08  to  0.12  or  possibly  0.15  in.  deep  from  the  surface,  seem 
rather  to  start  from  cracks  in  the  ingot. 

In  most  ingots,  if  the  scale  is  removed  so  that  the  surface  of  the 
metal  is  exposed,  cracks  are  more  or  less  apparent.  When  an  ingot 
iR  rolled,  these  cracks  each  open  an  amount  depending  upon  the  draft, 
and  in  the  subsequent  passes  they  are  modified  so  that  they  resemble 
first  a  '^,"  then  a  'TT,"  until  finally,  in  a  rail  or  small  billet,  they 
resemble  an  elongated  'TT,"  or  generally  a  series  of  'T's"  together. 

It  seems  that  these  flaws  occur  mostly  on  what  are  the  two  open 
sides  of  the  ingot  as  it  first  enters  the  rolls.  On  the  top  and  bottom 
sides,  where  there  is  a  compression  and  not  an  elongation  of  the  skin, 
the  tendency  is  for  the  cracks  to  become  eliminated.  It  appears, 
therefore,  the  seams  can  be  confined  either  to  the  tread  of  the  rail  or 
to  the  bottom  or  sides  of  it,  a  fact  which  might  well  be  considered 
in  practice. 

Surface  flaws  which  occur  in  the  web  do  not  apparently  result  in 
rail  fractureSy  while  those  which  occur  in  the  base,  particularly  near 
the  center  under  the  web,  do  cause  failures ;  in  fact,  as  near  as  can  be 
determined,  an  average  of  about  40  per  cent  of  the  rail  fractures  in 
this  country  have  their  origin  in  deep  seams  at  the  base,  and  par- 
ticfularly  near  the  center,  of  the  rail. 

P.  H.  Dudley,^  in  a  written  discussion,  stated  that  the  adoption 
of  basic  open  hearth  steel  for  rails  in  the  past  six  or  eight  years  had 
reduced  the  breakages  and  failures  to  a  marked  extent.  The  check- 
ing of  the  basic  open  hearth  ingots  in  blooming  is  not  nearly  so  fre- 
quent as  it  is  in  Bessemer  ingots,  and  the  crescent-shaped  breaks  in 
the  same  section  rails  of  the  former  and  latter  steels  are  about  in  the 
proportion  of  one  to  fifty. 

The  provision  of  heavier  steel  rails  for  increased  wheel  loads  and 
speeds  was  investigated  over  three  decades  ago  by  some  railroad  com- 
panies and  stiffer  sections,  with  a  distribution  of  the  metal  to  carry 
the  loads  with  lower  unit  strains,  were  designed.  Service  tests  dem- 
onstrated that,  with  the  higher  standards  of  track  secured,  the  me- 
chanical abrasion  of  the  crossties  under  the  rail  seats  and  disturbance 
of  the  ballast  and  roadbed  were  reduced,  as  was  also  the  number  of 
failures  of  rails  in  service  for  the  tonnage  carried.  It  could  not  be 
expected,  however,  that  the  sections  which  were  satisfactory  under  the 
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light  wheel  loads  and  speeds  three  decades  ago  would  be  adequate  to 
meet  the  present  far  greater  wheel  loads  and  volimie  of  traffic. 

Weight  is  but  one  element  of  steel  rails,  and  it  must  be  distributed 
so  that  the  combined  mechanical  and  physical  properties  resulting 
from  a  good  design  and  metal  will  be  capable  of  not  only  meeting  the 
intensities  of  the  wheel  contact  pressures,  but  of  carrying  and  dis- 
tributing the  wheel  loads  as  a  girder  to  the  crossties,  ballast  and 
roadbed. 

The  writer  considered  the  introdu(;tion  of  the  process  described  to 
be  a  step  in  advanc^e  in  rail  manufacture,  and  to  evidence  the  manu- 
facturers' efforts  to  eliminate  the  slight  defects  in  their  products,  g^i 
that  they  will  meet  all  of  the  exacting  conditions  of  present  service. 

The  AuTiiou  in  conclusion  said  that  he  fully  agreed  in  regard  to 
the  necessity  for  making  sound  ingots,  but  as  sound  ingots  are  not 
generally  made,  he  considered  it  a  good  thing  to  try  to  ameliorate  the 
bad  effects  of  unsound  ones  as  far  as  possible. 

He  stated  the  process  will  not  remove  deep  seams.  It  will  simply 
eliminate  a  certain  class  of  seams  which  occur  in  practice  however 
careful  the  manufacturer  may  be,  and  it  will  also  remove  the  decar- 
burized  skin.  In  other  words,  the  process  removes  the  superficial 
seams,  after  which,  if  the  inspector  still  finds  defects  of  this  character, 
he  knows  he  has  a  deep  seam  and  ought  to  condemn  the  rail. 
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ELECTRIC    DRIVE    FOR    ECONOMIC 

OPERATION  AND  DEVELOPMENT 

OF  CEMENT  MILLS 

By  J.  Benton  Porter,  Philadelphia,  Pa. 
Member  of  the  Society 

111  the  early  cement  mills,  electricity  was  used  only  for  lighting; 
lext  it  was  employed  to  drive  machinery  located  in  inconvenient 
daces;  then  it  was  used  for  driving  the  auxiliary  apparatus,  and  it 
ater  enahled  the  manufacturer  to  locate  this  auxiliary  apparatus 
(lore  conveniently;  next  it  provided  more  flexibility  and  greater  out- 
fit from  the  kilns;  and  finally,  electricity  is  being  universally  adopted 
or  the  entire  plant. 

2  The  last  five  plants  put  into  operation  have  installed  individual 
lotor  drive  and  five  other  plants  have  changed  to  the  electrical  drive 
uriiig  the  last  two  years. 

«}  The  reasons  for  this  growth  in  the  applicatitms  of  electricity  to 
einent  manufacture  are: 

a    It  enables  the  manufacturer  to  purchase  power  from  central 
stations,   thereby   eliminating   one   of    the  greatest   cost 
fluctuations  from  the  cost  of  manufacturing  cement. 
h     It  gives  a  greater  flexibility,  permitting  economical  opera- 
tion under  varying  conditions  of  output. 
c     It  keeps  the  driven  machine  nearer  to  a  predetermined 
speed,  thereby  increasing  the  output  and, maintaining  the 
quality.     As  an  example,  one  plant  increased  its  output 
over  6  per  cent  by  improving  its  speed  regulation. 
d    The  first  cost  and  maintenance  are  no  longer  a  nightmare 
to  the  management,  as  years  of  practical  experience  have 
shown  that   the  advantages  obtained  have  justified  the 
cost  and  that  the  maintenance  compared  very  favorably 
with  the  balance  of  the  equipment. 
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e  The  electric  drive  has  largely  eliminated  the  human  element 
in  making  reports,  and  automatically  keeps  a  record  of 
the  power  consumed  in  a  plant  with  an  accuracy  that  can- 
not be  attempted  with  the  mechanical  drive. 

4  Only  a  few  managers  have  realized,  or  indeed  utilized  this  last 
factor,  and  this  paper  is  presented  in  order  to  call  attention  more 
strongly  to  the  value  of  this  salient  attribute  of  electricity,  by  showing 
some  of  the  records  that  have  already  been  compiled,  and  suggesting 
some  future  potentialities. 

5  The  subject  will  be  dealt  with  under  tlie  following  captions : 
A     Advantage  of  Economy. 

B  Necessity  for  Economy. 

C  Elimination  of  Variables. 

D  Improving  the  Load  Factor. 

E  Building  a  Ground  Plan. 

F  Automatic  Superintendence. 

ADVANTAGE  OF   ECONOMY 

6  If  it  were  possible  to  save  one  cent  for  every  barrel  manu- 
factured, how  much  money  would  a  manager  be  justified  in  spending 
to  obtain  such  an  improvement?  The  saving  in  a  plant  turning  out 
1000  barrels  a  day  would  amount  to  about  $3600  a  year,  and  such 
a  plant  would  be  justified  in  borrowing  about  $20,000.00  in  order  to 
accomplish  such  a  saving. 

A  2000  barrel  plant  could  afford  to  expend  about  $40,000.00 
A  3000  barrel  plant  could  afford  to  expend  about  $60,000.00 
A  5000  barrel  plant  could  afford  to  expend  about  $100,000.00 

NECESSITY   FOR   ECONOMY 

7  The  gradual  but  persistent  depreciation  in  the  selling  price 
of  cement  is  sa  well  known  that  the  manufacturer  has  had  to  in- 
augurate different  systems  to  find  out  where  the  weak  points  are  in 
his  process ;  but  he  has  been  badly  handicapped,  for  he  has  had  to  base 
his  records  on  reports  that  are  not  wholly  accurate. 

8  The  assumption  that  all  mills  are  running  at  their  maxi- 
mum capacity  as  long  as  they  are  in  operation  has  to  a  very  great 
extent  been  the  ground  plan ;  but  accurate  tests  taken  on  any  one 
machine  show  that  it  is  almost  impossible  to  keep  a  mill  at  a  constant 
load  and  output,  even  when  meters  are  installed  and  the  feed  regulated 
to  keep  the  meter  needle  at  a  predetermined  point. 
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9  If  the  management  has  felt  justified  in  going  to  the  expense 
I  elaborate  records  based  on  the  above  assumption,  it  should  welcome 

system  which  automatically  shows  the  power  taken  at  any  one  time 
r  over  any  long  period;  and  which  is  sufficiently  flexible  to  show 
raphically  what  is  happening  in  the  entire  mill,  in  any  department 
f  the  mill,  or  on  any  one  machine. 

ELIMINATING  VABUBLES 

10  The  advantage  of  eliminating  variables  from  the  manufactur- 
ig  of  cement  is  apparent  when  we  realize  that  coal  may  be  pur- 
hased  with  a  variation  of  from  11,000  to  15,000  B.t.u.  The  evapora- 
ion  of  steam  by  tliis  coal  varies  from  4  lb.  up  to  10  lb.  for  each  lb.  of 
oal.  In  the  production  of  power  from  this  steam,  the  consump- 
ion  of  steam  may  vary  from  30  lb.  down  to  12^^  lb.  per  i.h.p.  and 
veil  lower.  These  variables,  as  far  as  records  have  shown  in  cement 
lanufacture,  are  by  far  the  greatest. 

11  The  particular  process  of  the  manufacture  of  power  should 
e  delegated  to  a  corps  of  engineers  whose  special  study  is  to  obtain 
he  highest  j)os8ible  efficiency  even  at  elaborate  cost,  and  to  sell  that 
ower  at  a  fixed  cliarge. 

IMPROVING   THE   LOAD   FACTOR 

12  The  standard  forms  of  contracts  for  the  sale  of  power  sup- 
lied  by  central  stations  call  attention  very  strongly  to  the  fact  that 
he  customer  can  purchase  power  more  advantageously  if  his  load 
actor  is  kept  high.  This  means  that  if  the  daily  readings  of  ])owcr 
equired  for  the  operations  of  the  plant  were  plotted,  tlie  curve  should 
ome  as  near  as  possible  to  a  straight  line.  This  would  result  in  many 
fitrinsic  advantages  both  to  the  consumer  and  producer  of  power. 

BITILUINO  A  GROUND  PLAN — PAST  METHOD 

1*J  It  is  interesting  to  note  the  old  system  used  to  determine  the 
mount  of  power  consumed  in  a  (tenient  plant  and  to  figure  the  cost 
f  power  developed. 

14  Fig.  1  shows  the  horsepower  taken  from  indicator  cards  in  a 
nechanically  driven  plant  where  the  readings  were  made  every  half 
lonr  for  a  full  24  hours.  The  horizontal  line  is  the  average  of  these 
eadings. 

15  Fig.  2  shows  the  readings  taken  from  an  electrically  driven 
dant.    The  line  A  gives  readings  similar  to  those  in  Fig.  1,  while  B 
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is  the  average  of  these  readings.  The  lower  line  C  is  determined  by 
taking  the  total  kilowatts  consumed  during  the  entire  24  hours  and 
dividing  this  total  by  24 ;  and,  therefore,  is  the  only  accurate  record  of 
the  power  consumed. 

16  It  is  impossible  to  obtain  a  line  like  C  from  a  mechanically 
driven  plant  and  the  difference  between  the  lines  B  and  C  shows  the 
possibility  of  error,  even  from  the  best  records  of  the  mechanically 
driven  plant.  Fig.  1,  however,  has  been  the  basis  for  figuring  the  cost 
of  horsepower  for  the  entire  year  and  has  also  been  used  to  detennine 
the  amount  of  power  in  that  particular  plant  to  produce  a  barrel  of 
cement. 

17  Fig.  3  shows  the  kilowatts  consumed  to  produce  a  barrel  of 
cement  and  covers  intermittent  periods ;  while  Fig.  4  shows  this  ratio 
over  31  consecutive  days,  and  from  these  two  curves  it  is  almost  im- 
possible to  find  two  consecutive  days  where  the  ratio  is  constant 

18  From  this  information  shown  by  the  above  curves,  it  does  not 
seem  fair  to  try  to  compare  the  mechanical  drive  with  the  electric 
drive  either  in  the  cost  of  power  or  in  the  amount  of  power  required 
to  produce  a  barrel  of  cement. 

BUILDING   A   GROUND   PLAN — PRESENT    METHOD 

19  Continuous  operation  has  been  and  always  must  be  the  watch- 
word for  the  cement  manager.  In  addition  to  this  he  has  always 
striven  to  run  his  machines  at  their  maximum  capacity;  in  other 
words,  he  has  tried  to  keep  his  load  constant  and  at  the  highest  possible 
average. 

20  The  curves.  Figs.  5  to  8,  show  the  power  taken  in  different  de 
partments  each  day  and  over  a  period  of  an  entire  month.  Those 
departments  that  show  the  greatest  variation  from  the  average  straight 
line  are  the  departments  that  require  the  greatest  study  in  order  to 
bring  them  into  the  closest  possible  relation  to  the  straight  line.  Fig 
9  shows  the  barrels  output. 

AUTOMATIC   SUPERINTENDENCE 

21  By  the  installation  of  individual  motor  drive,  the  separation 
of  the  various  departments  in  the  daily  reports  and  the  compilation 
of  these  records  systematically  arranged,  the  plant  manager  has  a 
report  which  enables  him  to  place  his  finger  on  loose  ends  and 
even  anticipate  where  trouble  may  arise,  to  trace  out  an  individual 
machine  that  is  causing  an  over-demand  of  power,  and  after  investiga- 
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tion  to  correct  the  trouble.    The  old  way  was  to  wait  until  the  machine 
broke  down. 

22  N't)  one  can  predict  how  great  are  the  improvements  that  can 
be  affected  in  the  efficiency  of  cement  manufacture.  There  is  no 
general  law  that  can  be  laid  down  for  any  particular  class  of  mills,  as 
the  conditions  of  installation  and  the  raw  material  are  so  entirely 
different. 


Day  of  Mon^h  1914. 
Fio.  9    Barrels  Output 

33  Making  improvementB  in  any  plant  depends  upon  its  history ; 
the  records  of  operation,  the  accuracy  with  which  they  have  been 
compiled ;  and  upon  the  systematic  analysis  of  such  information. 

84  Such  records  of  accuracy  as  are  exhibited  by  curves  of  the 
nature  of  those  here  given,  placed  in  the  hands  of  the  management  of 
cement  plants,  furnish  a  stable  foundation  upon  which  many  improve- 
ments may  be  confidently  based. 


No.  1468 

lEPORT  OF  THE  COMMITTEE  ON  STAND- 
ARD CROSS-SECTIONS  AND  SYMBOLS 

We,  the  undersigned  committee  appointed  by  the  President  under 
be  direction  of  the  Council,  to  take  up  the  matter  of  cross-sections  and 
yrmbols,  as  suggested  in  a  paper^  presented  at  the  Annual  Meeting  of 
he  Society  in  December  1911,  beg  leave  to  report  that  we  have  held 
leetings,  have  also  carried  on  our  work  by  correspondence,  and  now 
onvey  our  unanimous  findings  as  below : 

We  strongly  believe  that  there  should  be  recognition  of  a  standard 
lethod  of  showing  materials  in  cross-section.  There  are  many  ad- 
antages  in  encouraging  the  use  of  standard  cross-sections  and  symbols, 
t  is  as  easy  to  draw  an  adopted  design  to  represent  a  specific  material 
8  to  draw  any  other.  It  makes  mechanical  drawings  easier  to  read 
nd  understand,  and  diminishes  the  danger  of  interpreting  their 
leaning  wrongly. 

We  do  not  believe  it  wise  to  complicate  the  matter  by  adopting 
oo  many  standard  cross-sectionings  or  symbols.  We  believe  that  it 
rould  be  best  to  have  standard  cross-sections  for  the  most  conunonly 
sed  materials,  and  that  these  should  be  of  such  a  character  as  to 
ermit  of  subdivision,  if  found  desirable. 

To  this  end,  we  propose  the  use  of  standard  cross-sections  to  repre- 
Bnt  nineteen  materials  as  shown  on  Fig.  1,  viz.,  cast-iron,  wrought- 
:on,  cast-steel,  wrought-steel,  babbitt  (or  white  metal),  copper  (brass 
r  composition),  aluminum,  rubber  (vulcanite  or  insulation),  glass, 
rood,  water,  puddle,  concrete,  brick,  rubble,  ashlar,  rock,  earth  and 
ind.  To  facilitate  the  drawing  of  cross-sections,  the  committee  have 
sed  the  same  thickness  for  all  lines  made  with  the  drawing  pen. 

On  some  drawings  it  may  be  desired  to  specify  a  material  other 
ban  those  mentioned  above,  or  some  particular  kind  of  material  which 
he  above  generic  names  would  not  clearly  indicate.  To  cover  this 
ontingency,  we  reconmiend  writing  the  name  of  such  material  on  the 

'Standard  cross-sections,  H.  de  B.  Parsons,  Trans.  A.  S.  M.  £.,  vol.  33, 
.  561. 
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section  and  cross-hatching  the  section,  as  shown  on  Pig.  1  under  the 
title  Other  Materials. 

We  recommend  that  subdivisions  of  any  of  the  materials  shown 
generically  on  Fig.  1,  should  be  made  by  taking  one  of  these  standard 


Cast  Iron 


Wrought  Iron         Cast  Steel 


WroughtSTeel 


Babbittor 
White  Metal 


Glass 


Copper:  Brass 
or  Composition 


Wood 


Aluminum      Rubber.Vulcanite 

or  Insulation 


n 


Water 


Puddle 


Concrete 


Rock 


BncK 


Coursed  Uncoursed 
Rubble 


•••  ■  • 


•  ". 


•  :•/ 


^ 


Ashlar 


Oriq'inai  Fillinq 
Earth 
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FiQ.  1     Recommended  Standard  Cross-Sections 


cross-sections  as  a  basis  and  making  minor  changes,  but  maintaining 
the  general  cliaracteristics ;  or  by  writing  on  the  standard  Beetion  the 
name  of  the  material.  To  illustrate,  the  conunittee  have  subdivided 
concrete  into  concrete-blocks,  cyclopean-concrete  and  reinforced-con- 
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as  shown  on  Fig.  2,  and  also  wrought-steel  into  nickel,  chrome 

inadium  steels. 

8  urge  the  Society  to  recommend  standard  cross-sections.   Such 

ird  cross-sections  should  be  printed  in  a  suitable  form  for  liang- 

L  walls  of  drafting  rooms  of  engineers,  architects,  and  educational 

itions,  so  as  to  encourage  their  imiversal  use. 

fore  closing,  we  acknowledge  the  valued  assistance  of  Mr.  D.  C. 


'••V-*-  :t 


:rcte 


Concrete  Blocks 


Cuctopeoin 
Concrete 


tammmftm 
"\t\ 


,7^ 


••HI'-  "^^ 


.  T^C 


^ 


expanded     Wir«  or 

lietal  Rods 

Reinforced  Concrete 


jht  Steel 


Nickel  Steel         Chrome  Steel 

Fig.  2    Typical  Subdivisions 


Vanadium  Steel 


on  in  obtaining  data  for  the  committee  and  extend  our  thanks  to 
my  manufacturing  establishments,  government  departments  and 
duals  who  have  sent  us  such  standards  as  are  in  use  by  them. 

Respectfully  submitted, 


H.  DE  B.  Parsons,  Chairman 
F.  Db  R.  Furman 
A.  E.  Norton 
Bradley  Stoughton 
John  W.  Upp 
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DISCUSSION 

A.  A.  Adler  said  that  he  felt  there  was  no  demand  for  standard 
cross-sections  and  saw  no  advantage  in  them.  To  show  how  comber- 
some  the  system  is  it  will  be  observed  that  nickel,  chrome  and 
vanadium  steels  are  marked  in  addition  to  their  characteristic  crose- 
sectioning.  Tliis  is  due  to  the  limited  number  of  combinations  that 
may  be  formed  by  the  variety  of  lines  used. 

A  much  more  serious  objection  is  found  in  the  burden  that  such 
a  set  of  standards  would  impose  upon  the  memory.  In  order  to 
insure  that  the  workman  would  use  the  intended  materials,  a  legend 
would  have  to  be  employed  to  describe  the  meaning  of  the  standards. 
This  appears  contrary  to  logical  procedure.  The  present  method  of 
specifying  the  material  in  a  ^'material  lisV'  is  by  far  the  most  con- 
venient method^  as  it  also  includes  heat  treatment  and  such  other 
data  as  are  necessary  for  accurate  description. 

There  is,  however,  one  possible  use  for  such  standard  cross-sections 
as,  for  instance,  where  a  change  of  section  indicates  a  change  of 
material.    But  in  this  case  no  standards  of  any  kind  seem  neoessaiy. 

J.  H.  NoRKis  said  that  in  his  practice  he  had  used  about  12  dif- 
ferent compositions  of  what  is  listed  in  the  report  (Fig.  1)  as  "cop- 
per, brass  or  composition."  Qe  had  for  years  sectionalized  simply 
with  a  plain  line,  and  then  marking  the  materials,  although  this 
latter  was  not  usually  done,  but  was  indicated  on  the  material  list 
accompanying  the  drawings.  Then  if  the  material  is  changed,  the 
drawing  does  not  have  to  be  corrected  but  simply  the  list.  The  list 
of  standards  proposed  seemed  to  him  to  be  unnecessary. 

A.  E.  Norton  thought  that  Professor  Adler  had  misinterpreted 
Fig.  2  in  respect  to  the  use  of  printed  labels  to  indicate  chrome  steel, 
nickel  steel  and  other  variations  of  chemical  composition. 

Such  labeling  is  entirely  optional,  the  hatching  lines  being  used 
only  to  indicate  the  process  of  manufacture,  that  is,  whether  the  steel 
is  a  casting  or  a  forging. 

F.  De  R.  Furman,  speaking  as  a  member  of  the  committee,  said 
that  the  putting  out  of  these  specifications  for  the  representation  of 
different  materials  had  been  induced  by  the  fact  that  a  number  of 
different  standards  are  in  use  in  different  drafting  rooms.    It  seemed 
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a  desirable  thing  to  secure  cooperation  between  the  drafting  rooms^ 
which  already  used  a  special  kind  of  cross-section  line,  and  have  them 
adopt  a  uniform  standard,  to  avoid  confusion. 

Spbnoeb  Miller  regarded  the  plan  as  valuable  since  it  allows 
of  the  adoption  of  as  many  or  as  few  of  these  standards  as  may  be 
desired  in  any  drawing  room.  If  any  plan  is  to  be  adopted  at  all  by 
a  drafting  room,  it  would  seem  better  to  adopt  one  which  others  have 
agreed  to. 

L.  P.  Alfobd  and  Abthur  L.  Ormay.^  The  authors  of  this  dis- 
cussion are  firm  believers  in  the  principle  of  engineering  standardiza- 
tion and  its  application  to  engineering  work.  Thus  when  the  report 
of  the  Committee  on  Standard  Cross-sections  and  Symbols  was  pub- 
lished, they  at  once  turned  to  it  with  the  purpose  of  adopting  the 
standards  there  recommended  in  their  own  work.  Careful  study, 
however,  led  to  the  conclusion  that  it  was  impractical  to  make  use  of 
the  material  thus  presented,  for  a  number  of  reasons,  and  further 
consideration  led  to  the  preparation  of  this  discussion. 

The  most  serious  objection  is  incompleteness.  There  are  no 
symbols  for  a  large  number  of  the  materials  frequently  used  in  me- 
dianical  engineering  and  represented  on  drawings  of  members  of 
this  Society.  Other  objections  are,  a  failure  to  use  lines  of  uniform 
direction,  the  sacrifice  of  individuality  in  the  symbols  to  a  uniform 
weight  of  line,  and  finally  an  apparent  failure  to  consider  the  practice 
and  standardization  work  of  others.  Further,  the  general  scheme  of 
classification  is  open  to  a  difference  of  opinion,  for  another  viewpoint 
has  been  taken  in  the  cross-sections  and  symbols  accompanying  this 
discussion. 

The  Symbols  Suggested.  The  meaning  pf  these  objections  can 
l)est  be  seen  by  turning  to  the  symbols  shown  in  Figs.  3-6,  which  are 
oflfered  by  way  of  suggestion.  There  are  four  groups:  cross-sections 
for  metals  (Fig.  3),  symbols  for  building  materials  (Fig.  4),  symbols 
for  geologic  formations  (Fig.  5),  and  symbols  for  miscellaneous  ma- 
terials (Fig.  6). 

In  all  of  these  cross-sections  and  symbols  having  ruled  lines,  the 
direction  of  the  lines  is  standardized  to  two,  horizontal  and  inclined 
at  an  angle  of  45  deg.  with  the  horizontal.  In  addition  to  these  the 
committee's  report  includes  inclined  lines,  at  an  angle  of  30  deg.  with 
the  horizontal,  as  seen  in  the  symbol  for  babbitt  or  white  metal. 
"Chief  draftsman,  HUl  Publishing  Co.,  New  York. 
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Four  weights  of  line  are  used.  The  committee's  report  standird- 
ized  this  feature  to  a  single  ooe.  This  is  a  Bimplification  of  practice 
at  the  e.'tpeuse  of  result.  To  the  authors'  miads  such  a  course  is 
unjustifiable.  The  quality  of  the  results  can  be  judged  by  refening 
to  the  croBS-sections  for  wrought  iron,  cast  steel  and  wrought  steel 


COPPER  ALLOTS  WHITE    ALLOTS  AUMOHM  tt  AUOITS 

(Brasses  &  Bronze&J  (Bearing  Meiats) 


LEAD  2IHC 

Pio.  3    Cbobs-Seotionw  roK  Metaus 

in  the  committee's  roport.  From  tlic  casual  glance  of  a  perwju 
familiar  with  reading  drawings,  there  is  but  littlt'  difference  between 
these  cross- sect. io  118,  not  enough  to  individualize  any  one  of  them.  Iji 
fact,  these  are  so  similar  that  it  is  doubtful  if  draftsmen  would  readilj 
remember  tbem  and  their  differences. 

As  a  detail  in  tlie  method  of  presenting  these  suggested  cross- 
sections  and  synilHil.'!,  a  difference  in  form  has  been  made  for  different 
materials.     Tlits  is  intended  to  have  some  reference  to  the  shape  in 
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which  the  material  is  met  with  or  used  in  eogmeeriiig  work.  That 
is,  the  metal  cross-sections  are  presented  bj  a  circular  crosB-hatched 
area  which  might  represent  the  end  of  a  bar,  or  rod.  Earth  and  rock 
are  shown  by  an  irregular  outline  that  might  be  part  of  a  section  of 
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TCRMCOm 


RUBBLE 
(coursed)  (uhcourscd) 


a  bank  or  ledge.    This  same  idea  has  been  carried  out  in  connection 
with  some  of  the  others. 

The  general  Bcheme  followed  in  developing  this  series  has  been 
to  distinguiBh  between  families  of  materials  by  cross-sections  and 
symbols  easily  remembered,  and  then  make  use  of  abbreviations  or 
names  to  distinguish  subdivisions  of  these  groups.  This  group  sys- 
tem is  best  illustrated  by  the  cross-sections  for  metals  and  the  symbols 
for  concrete. 
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Cross-Sections  for  Metais.  The  metals  group  has  eight  cn»- 
sections  (Fig.  3) ;  of  these,  five  are  family  groups.  The  iron  group 
includes  cast  iron,  malleable  iron,  wrought  iron,  ingot  iron  and  per- 
haps others.  The  steel  group  includes  tool  and  cast  steel,  high-speed 
steel,  crucible  and  high-carbon  steel,  alloy  steels,  as  nickel,  manga- 
nese, crome  nickel,  vanadium,  and  tlie  ordinary  steels  of  machinery 
construction,  such  as  bessemer,  cold  rolled,  open  hearth,  machinery, 
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Fig.  5    Symbols  for  Geologic  Formations 


cold  drawn  and  low  carbon.  The  copper  alloys  include  brasses  and 
bronzes  in  all  their  variety ;  white  alloys  include  babbitt  and  all  kinds 
of  white  metals;  and  the  aluminum  group,  aluminum  and  its  alloys. 
The  other  three  symbols  are  for  copper,  lead  and  zinc,  respectively. 
It  should  be  noted  that  the  copper  alloy  cross-section  is  a  combination 
of  the  copper  and  lead  rulings. 

It  is  believed  that  these  cross-sections  cover  all  of  the  important 
families  and  ordinary  engineering  metals  that  are  used  unalloyed. 
In  practice,  the  symbol  for  iron  would  ordinarily  be  applied  to  cast 
iron,  and  if  any  of  the  other  kinds  were  to  be  specified  its  abbreviation 
or  name  would  be  printed  across  the  section.     Similarly  the  steel 
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croes-sectioQ  rould  be  taken  to  meaii  a  loT-carbon  machinery  steel 
and  the  other  grades  indicated  by  abbreviations  or  names.  This  same 
method  could  be  applied  to  the  copper  alloys. 

Symbols  for  Building  Materials.     But  little  comment  need  be 
given  to  the  19  symbols  for  building  materials  (Fig.  i),  except  that 


RUBBER  PORCtLMN    MICA, 


LOOSE    COAL 


those  presented  are  believed  to  cover  the  ordinary  materials  mot  with 
in  the  work  of  members  of  this  Society.  Attention  is  called  to  the 
symlKtl  for  ashlar,  which  is  believed  to  represent  this  important  ma- 
terial better  than  the  one  shown  in  the  committee's  report. 

Symbols  for  Geologic  Formation.  Here  are  14  symbols  (Fig.  5), 
which  are  believed  to  eo<cr  the  formations  ordinarily  met  by  members 
of  this  Society  in  connection  with  foundations  for  buildings,  dams, 
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and  other  engineering  structures.  In  general,  they  follow  the  sym- 
bols prepared  and  published  by  the  United  States  Geological  Survey, 
and  thus  have  the  advantage  of  being  already  in  use. 

Symbols  for  Miscellaneous  Materials,  The  symbols  for  miscel- 
laneous materials  (Fig.  6)  are  11  in  number.  Some  of  these  may 
seem  new,  but  all  have  found  use  in  the  work  of  the  authors.  The 
reason  for  most  of  them  is  apparent.  By  way  of  explanation,  excelsior, 
coke  and  coal  are  represented  oji  power  plant  drawings,  in  crosii- 
sections  of  boilers,  coal  pockets,  gas  producers  and  gas  scrubbers,  as 
the  case  may  be. 

The  final  symbol  on  this  chart  is  for  undefined  or  unclassified 
material,  and  follows  the  suggestion  contained  in  the  committee's 
report. 

In  conclusion,  the  authors  have  written  this  discussion  with  a 
single  motive,  that  of  aiding  in  the  constructive  work  of  preparing 
a  series  of  cross-sections  and  symbols  adequate  to  the  entire  field  of 
the  work  of  the  mechanical  engineer  and  arranged  in  a  form  to  U; 
adopted  and  used.  It  is  hoped  that  tlie  report  wliich  has  been  discussed 
will  be  considered  merely  as  preliminary  and  that  further  considera- 
tion will  be  given  to  this  important  subject. 

In  connection  with  further  work,  two  suggestions  are  in  order.  The 
first  is  the  preparation  of  a  series  of  abbreviations  of  the  names  (»f  t\w 
materials  forming  the  subdivisions  of  the  general  groups.  The  secood 
is  much  broader  and  is  to  make  a  complete  study  of  drawing-room 
conventions.  The  modern  conception  of  mechanical  drawing  is  that 
it  is  an  engineering  language.  Though  this  characterization  is  tnie, 
it  is  a  language  without  uniformity,  without  grammar,  and  filled 
with  dialect  and  peculiarities  of  expression.  A  careful  investigatiou 
of  mechanical  drawing  conventions,  with  a  report  putting  them  in 
comprehensive  form,  would  be  of  great  value  to  the  members  of  this 
Society  and  to  our  engineering  colleges. 

0.  K.  Harlan  wrote  that  for  the  cross-sectioning  for  wrought 
iron  he  would  prefer  a  light  and  heavy  line  in  pairs,  similar  to  that 
for  cast  steel  but  having  one  of  the  two  light  lines  made  heavier. 
This  has  be^n  used  for  many  years  and  he  believed  it  to  be  now  in 
quite  general  use.  It  gives  a  clearer  distinction  between  wrought 
iron  and  steel  than  the  sections  shown  in  the  report,  and  cAn  be  made 
witli  the  same  number  of  strokes  of  the  pen  by  retracing  one  of  the 
two  light  lines  and  making  it  twice  as  heavy.    The  sections  shown  in 
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the  report  require  a  second  glance  to  tell  which  is  which,  wrought 
iron  or  steel,  since  they  are  so  nearly  alike. 

The  sectioning  for  rubber  did  not  seem  to  him  to  be  the  best 
obtainable.  Insulation  as  used  in  electrical  work  often  involves  smaU 
pieces,  and  to  use  the  sectioning  shown  would  admit  of  confusion 
between  the  section  lines  and  the  actual  lines  of  the  mechanism.  In 
some  cases  he  had  used  solid  black,  as  rivet  holes  are  sometimes  shown 
in  structural  steel  work,  and  he  had  also  used  soft  black  pencil  on 
the  tracing,  which  gives  an  effect  on  the  print  which  is  easily  dis- 
tinguishable. By  lettering  hard  rubber,  fiber,  vulcanite,  etc.,  in  ink 
on  the  tracing,  it  shows  clearly  on  the  print  and  seems  to  cause  less 
confusion  than  the  light  horizontal  lines  recommended  by  the  com- 
mittee, lie  was  not  disposed,  however,  to  urge  the  use  as  standard 
of  either  the  black  pencil  or  solid  black  ink. 

The  Authors.  Referring  to  the  suggestion  of  using  lines  of 
more  than  one  thickness,  the  committee  have  reached  the  conclusion, 
after  careful  consideration,  that  lines  of  uniform  thickness  will  not 
only  facilitate  the  drawing  of  cross-sections,  but  will  save  much  time 
in  waiting  for  hesLvy  ink  lines  to  dry.  If  draftsmen  had  always  been 
in  the  habit  of  using  lines  of  uniform  thickness  in  cross-section  work, 
the  committee  doubt  very  much  if  they  would  now  adopt  sections 
made  of  lines  having  variable  weights. 

The  underlying  principle  of  the  standard  sections  recommended 
is  the  use  of  single  lines  for  cast  iron,  then  the  wrought  and  forged 
irons  are  indicated  by  making  every  alternate  line  double.  In  a 
similar  way  cast  steel  is  shown  by  double  lines  in  pairs  and  all  the 
wrought  and  forged  steels  by  adding  an  additional  line  to  each  al- 
ternate pair. 

The  committee  have  avoided  the  use  of  dotted  lines  in  all  cross- 
section  work,  except  when  such  lines  are  used  in  combination  with 
solid  lines,  thus  preventing  confusion  with  dotted  lines  which  repre- 
sent objects  behind  the  plane  of  section. 

It  is  true  that  frequently  rubber  and  insulation  materials  are 
shown  in  solid  black.  When  these  sections  are  narrow  there  is  no 
objection  to  this  practice,  but  when  the  sections  are  wide,  heavy 
patches  of  ink  tend  to  crumple  the  tracing  cloth  or  paper,  and  in  such 
cases  the  section  recommended  by  the  committee  would  be  clearer 
and  not  liable  to  confusion. 

In  cross-sections  showing  babbitt  or  white  metal,  which  usually 
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occur  in  narrow  widths,  the  committee  recommend  the  nse  of  a  30-60 
deg.  line  because  it  facilitates  the  act  of  drawing  by  requiring  a  fewer 
number  of  lines. 

The  committee  believe  it  would  not  be  wise  to  attempt  to  formulate 
a  standard  for  every  material. 

Symbols  for  various  building  materials;  symbols  for  geologic 
formations  and  symbols  for  miscellaneous  materials,  the  committee 
believe,  are  best  worked  out  by  subdividing  one  of  the  standard  cross- 
sections  as  recommended,  according  to  the  scheme  reported  on  by  the 
committee  under  typical  subdivisions.  Such  subdivisions  are  chiefij 
used  by  specific  trades  or  by  those  working  along  particiQar  lines. 
The  committee  see  no  objection  to  the  use  of  many  of  the  symbols 
submitted  by  L.  P.  Alford  and  Arthur  L.  Ormay,  but  believe  that 
they  should  be  classified  under  typical  subdivisions,  rather  than  in- 
cluded as  standard  cross-sections  or  symbols. 


No.  1469 

REPORT  OF  THE  COMMITTEE  TO 
FORMULATE  STANDARD  SPECIFICATIONS 

FOR  THE  CONSTRUCTION  OF  STEAM 
BOILERS  AND  OTHER  PRESSURE  VESSELS 

AND  FOR  THEIR  CARE 
IN  SERVICE 

To  THE  Council  of  The  American  Society  op 

Mechanical  Enoineebs 

Oentlemen:  Your  Committee  appointed  September  15th,  1911  to 
''Formnlate  Standard  Specifications  for  the  Constmction  of  Steam 
Boilers  and  Other  Pressure  Vessels  and  for  Their  Care  in  Service** 
respectfully  submits  its  final  report  on  Bules  for  the  construction  and 
allowable  working  pressures  of  stationary  boilers,  which  forms  a  por- 
tion of  the  task  assigned  to  it. 

The  primary  object  of  these  Bules  is  to  secure  safe  boilers.  The 
interests  of  boiler  users  and  manufacturers  have  been  carefully  con- 
sidered and  the  requirements  made  such  that  they  will  not  entail 
undue  hardship  by  departing  too  widely  from  present  practice. 

Your  Committee  recommends  that  you  appoint  a  permanent  com- 
mittee to  make  such  revisions  as  may  be  found  desirable  in  these  Rides, 
and  to  modify  them  as  the  state  of  the  art  advances,  and  that  such 
committee  should  hold  meetings  at  least  once  in  two  years  at  which 
all  interested  parties  may  be  heard. 

Tours  truly, 

John  A.  Stevens,  Chairman 
Wm.  H.  Boehm 
BoLLA  C.  Carpenter 
Richard  Hammond 
Chas.  L.  Huston 
Edward  F.  Mn.TiER 
H.  C.  Meinholtz* 
E.  D.  Meier* 
Deceased* 
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Presented  at  the  Annual  Meeting,  December  1914,  of  The  American  8o- 
ciett  of  Mechanioal  Engineers.  Approved  by  the  Cooneil,  February  13, 1915. 
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Your  Committee  secured  the  assistance  of  the  following  Engi- 
neers as  an  Advisory  Conmiittee,  representing  various  phases  of  the 
design,  installation  and  operation  of  boilers  and  the  Rules  were  un- 
animously approved  by  them. 

F.  H.  Clark,  Railroad  Sub-Committee,  The  American  Society  of  Mechanieal 
Engineers. 

F.  W.  Dean,  Consulting  Engineers. 

Thos.  E.  Durban,  Boiler  Manufacturers'  Association,  Uniform  Spedfici- 
tions  C/ommittee,  for  aU  types  of  boilers. 

Carl  Ferrari,  National  Tubular  Boiler  Manufacturers'  Association. 

Elbert  C.  Fisher,  Scotch  marine  and  other  types  of  boilers. 

Arthur  M.  Greene,  Jr..  Engineering  Education. 

Ohas.  E.  Oorton,  Steel  heating  boilers. 

A.  L.  Humphrey,  Railroad  Sub-Committee,  The  American  Society  of  Me- 
chanical Engineers. 

D.  S.  Jacobus,  Water-tube  boilers. 

S.  F.  Jeter,  Boiler  insurance. 

Wm.  F.  KiESEii,  Jr.,  Railroad  Sub-Committee,  The  American  Society  of  Me 
chanical  Engineers. 

W.  F.  MacGregor,  National  Association  of  Thresher  Manufacturers. 

M.  F.  Moore,  Steel  heating  boilers. 

I.  E.  Moultrop,  Boiler  users. 

Richard  D.  Reed,  National  Boiler  ft  Radiator  Manufacturers'  Association. 

H.  G.  Stott,  Boiler  users. 

H.  H.  Vauohan,  Railroad  Sub-Committee,  The  American  Society  of  Me- 
chanical Engineers. 

C.  W.  Obert,  Secretary  to  Committee. 


078 


RULES  FOR  THE 

CONSTRUCTION  OF  STATIONARY  BOILERS 

AND  FOR  ALLOWABLE  WORKING 

PRESSURES 


These  Rules  do  not  apply  to  boilers  which  are  subject  to  federal 
inspection  and  control,  including  marine  boilers,  boilers  of  steam  loco- 
motive and  other  self-propelled  railroad  apparatus. 


The  Rules  are  divided  into  two  parts: 

T»AT>m  T        T     X  '    i.  yy  L'        /Section  I,  Power  Boilers. 

PABT  I  appues  to  new  installations.  <  „    ^     tt  tt    x-      t^  •, 

^^  \  Section  II,  Heating  Boilers. 

PABT  II  applies  to  existing  installations. 
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PART  I     NEW  INSTALLATIONS 

SECTION  I 

POWER  BOILERS 

'Seleotion  of  Materials 

1  Specifications  are  given  in  these  Rules  for  the  important  ma- 
terials used  in  the  construction  of  boilers^  and  where  given,  the  ma- 
terials shall  conform  thereto. 

2  Steel  plates  for  any  part  of  a  boiler  when  exposed  to  the  fire 
or  products  of  combustion,  and  imder  pressure,  shall  be  of  firebox 
quality  as  designated  in  the  Specifications  for  Boiler  Plate  Steel. 

3  Steel  plates  for  any  part  of  a  boiler,  where  firebox  quality  is 
not  specified,  when  under  pressure,  shall  be  of  firebox  or  fiange  quality 
as  designated  in  the  Specifications  for  Boiler  Plate  Steel. 

4  Braces  when  welded,  shall  be  of  wrought-iron  of  the  quality 
designated  in  the  Specifications  for  Befined  Wrought-Iron  Bars. 

5  Manhble  and  handhole  covers  and  other  parts  subjected  to  pres- 
sure, and  braces  and  lugs  when  made  of  steel  plate,  shall  be  of  firebox 
or  fiange  quality,  as  designated  in  the  Specifications  for  Boiler  Plate 
Steel. 

6  Steel  bars  for  braces  and  for  other  boiler  parts,  except  as  other- 
wise specified  herein,  shall  be  of  the  quality  designated  in  the  Specifi- 
cations for  Steel  Bars. 

7  Staybolts  shall  be  of  iron  or  steel  of  the  quality  designated  in 
the  Specifications  for  Staybolt  Iron  or  in  the  Specifications  for  Stay- 
bolt  Steel. 

8  Rivets  shall  be  of  steel  or  iron  of  the  quality  designated  in  the 
Specifications  for  Boiler  Rivet  Steel  or  in  the  Specifications  for  Boiler 
Rivet  Iron. 

9  Cross  pipes  connecting  the  steam  and  water  drums  of  water- 
tube  boilers,  headers  and  cross  boxes  and  all  pressure  parts  of  the  boiler 
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proper  over  2-iD.  pipe  size^  or  equivalent  cross-sectional  area,  shall  be 
of  wrought  steel,  or  cast  steel  of  Class  B  grade,  as  designated  in  the 
Specifications  for  Steel  Castings,  when  the  maximum  allowable  work- 
ing pressure  exceeds  160  lb.  per  sq.  in. 

10  Mud  drums  of  boilers  used  for  other  than  heating  purposes 
shall  be  of  wrought  steel,  or  cast  steel  of  Class  B  grade,  as  designated 
in  the  Specifications  for  Steel  Castings. 

11  Pressure  parts  of  superheaters,  separately  fired  or  attached  to 
stationary  boilers,  unless  of  the  locomotive  type,  shall  be  of  wrou^t 
steel,  or  cast  steel  of  Class  B  grade,  as  designated  in  the  Specifications 
for  Steel  Castings. 

12  Cast  iron  shall  not  be  used  for  boiler  and  superheater  mount- 
ings, such  as  nozzles,  connecting  pipes,  fittings,  valves  and  their  bon- 
nets, for  steam  temperatures  of  over  450  d%.  fahr. 

13  Water-leg  and  door-frame  rings  of  vertical  fire-tube  boilers 
36  in.  or  over  in  diameter,  and  of  locomotive  and  other  type  boilers, 
shall  be  of  wrought  iron  or  steel,  or  cast  steel  of  Class  B  grade,  as 
designated  in  the  Specifications  for  Steel  Castings.  The  0  O  or  other 
flanged  construction  may  be  used  as  a  substitute  in  any  case. 

Ultimate  Strength  op  Material  used  in  Computing  Joints 

14  Tensile  Strength  of  Steel  Plate.  The  tensile  strength  used 
in  the  computations  for  steel  plates  shall  be  that  stamped  on  the  plates 
as  herein  provided,  which  is  the  minimum  of  the  stipulated  range,  or 
55,000  lbs.  per  sq.  in.  for  all  steel  plates,  except  for  special  grades 
having  a  lower  tensile  strength. 

15  Crushing  Strength  of  Steel  Plate.  The  resistance  to  crush- 
ing of  steel  plate  shall  be  taken  at  9^5,000  lb.  per  sq.  in.  of  cross-sec- 
tional area. 

16  Strength  of  Rivets  in  Shear.  In  computing  the  ultimate 
strength  of  rivets  in  shear,  the  following  values  in  pounds  per  square 
inch  of  the  cross-sectional  area  of  the  rivet  shank  shall  be  used: 

Iron  rivets  in  single  shear 38,000 

Iron  rivets  in  double  shear 76,000 

Steel  rivets  in  single  shear 44,0()<) 

Steel  rivets  in  double  shear 88,000 
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The  cross-sectional  area  used  in  the  computations  shall  be  that  of 
the  rivet  shank  after  driving. 

Minimum  Thioknesses  of  Plates  and  Tubes 


17  Thickness  of  Plates.    The  minimuin  thickness  of  any  boiler 
plate  under  pressure*  shall  be  ^  in. 

18  The  minimuin  thicknesses  of  shell  plates,  and  dome  plates 
after  flanging,  shall  be  as  follows: 

Whkn  the  Diametkb  of  Shell  is 

36  In.  or  Under      Over  36  In.  to  64  In.      Over  54  In.  to  72  In.      Over  72  In. 
%  in.  A  in.  %  in.  %  in. 

19  The  minimum  thicknesses  of  butt  straps  shall  be  as  given  in 
Table  1. 

table  1     minimum  thicknesses  OF  BUTT  STRAPS 


Thickneiaof 

Minimum  Thickn«M 

ThiokneMof 

Minimum  Thiclcnass 

Shell  Platw. 

of  Butt  Straps. 

Shell  PlatM. 

of  Butt  Straps. 

Id. 

In. 

In. 

In. 

H 

H 

tt 

A 

H 

H 

A 

A 

A 

H 

H 

H 

H 

H 

H 

H 

H 

A 

H 

H 

H 

A 

I 

H 

A 

H 

IH 

H 

H 

H 

IH 

H 

H 

A 

^  The  minimum  thicknesses  of  tube  sheets  for  horizontal  return 
tubular  boilers^  shall  be  as  follows: 

When  thi  Diamitks  of  Tube  Sheet  is 

42  In.  or  Under       Over  42  In.  to  54  In.       Over  54  In.  to  72  In.       Over  72  In. 
%  in.  A  in.  %  in.  A  in- 

21  Tubes  for  Water-Tube  Boilers,  The  minimum  tliicknesses 
of  tubes  used  in  water-tube  boilers  measured  by  Birmingham  wire 
gage,  for  maximum  allowable  working  pressures  not  exceeding  165  lb. 
per  sq.  in.,  shall  be  as  follows : 

Diameters  less  than  3  in No.  1 2  B. W.G. 

Diameter  3  in.  or  over,  but  less  than  4  in No.  1 1   B.W.(i. 

Diameter  4  in.  or  over,  but  less  than  5  in No.  10  B.W.G. 

Diameter  5  in No.  9  B.W.G. 
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The  above  thicknesses  shall  be  increased  for  TnaxiniiiTn  allowable 
working  pressures  higher  than  16S  lb.  per  sq.  in.  as  follows : 

Over  165  lb.  but  not  exceeding  235  lb 1  ga^ 

Over  235  lb.  but  not  ezeeeding  285  lb 2  ga^ 

Over  285  lb.  but  not  exceeding  400  lb 3  gages 

Tubes  over  4rm.  diameter  shall  not  be  used  fo{  maxiTnum  allowable 
working  pressures  above  285  lb.  per  sq.  in. 

22  Tubes  for  Fire-Tube  Boilers.  The  miniTnum  thicknesses  of 
tubes  used  in  fire  tube  boilers  measured  by  Birmingham  wire  gage,  for 
maximum  allowable  working  pressures  not  exceeding  175  lb.  per  sq. 
in.,  shall  be  as  follows : 

Diameters  less  than  2^  in No.  13  B.W.6. 

Diameter  2%  in.  or  over,  but  less  than  Z%  in No.  12  B.W.G. 

Diameter  3%  in.  or  over,  but  less  than  4  in No.  11  6.W.6. 

Diameter  4      in.  or  over,  but  less  than  5  in No.  10  6.W.G. 

Diameter  5      in , .*. .  No.    9  B.W.G. 

For  higher  maximum  allowable  working  pressures  than  given  above 
the  thicknesses  shall  be  increased  one  gage. 
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SPECIFICATIONS  FOR  BOILER  PLATE  STEEL 

THESE   SPECIFICATIONS^   ARE   SIMILAR   TO   THOSE  OF   THE   AMER- 
ICAN SOCIETY  FOR  TESTING  MATERIALS,  SERIAL  DESIGNATION  A   10.14. 

23  Orades.    These  specifications  cover  two  grades  of  steel  for 
boilers,  namely :  flange  and  firebox. 

I    Manufaotubb 

24  Process,    The  steel  shall  be  made  by  the  open-hearth  process 

II    Chemical  Properties  and  Tests 

25  Chemicai  Composition.    The  steel  shall  conform  to  the  fol- 
lowing requirements  as  to  chemical  composition : 


FLANGE  FIREBOX 

Carbon Plates  H  '^^  thick  and  under. . 0.12 — 0.25  per  cent 

Plates  over  H  in*  thick 0.12 — 0.30  per  cent 

Manganese 0.30 — 0.60  per  cent  0.30—0.50  per  cent 

Not  over  0.05  per  cent  Not  over  0.04   per  cent 


/Acid. 
\Baaic 


^^  ^  Baaic Not  over  0.04  per  cent  Not  over  0.035  per  cent 

Sulphur Not  over  0.05  per  cent  Not  over  0.04    per  cent 

Copper Not  over  0.05   per  cent 


26  Lddle  Analyses.  An  analysis  shall  be  made  by  the  manu- 
facturer from  a  test  ingot  taken  during  the  pouring  of  each  melt,  a 
copy  of  which  shall  be  given  to  the  purchaser  or  his  representative. 
This  analysis  shall  conform  to  the  requirements  specified  in  Par.  25. 

27  Check  Analyses.  Analyses  may  be  made  by  the  purchaser 
from  a  broken  tension  test  specimen  representing  each  plate  as  rolled, 
which  shall  conform  to  the  requirements  specified  in  Par.  25. 


'Approved  and  recommended  in  its  modified  form,  October  9,  1914,  by  the 
Association  of  American  Steel  Manufacturers,  the  American  Boiler  Manu- 
facturers' Association,  the  National  Tubular  Boiler  Manufacturers'  Associa- 
tion, the  National  Association  of  Thresher  Manufacturers  and  the  representa- 
tives present  of  leading  Water  Tube  Boiler  Manufacturers,  with  whom  the 
Boiler  C!ode  Committee  was  in  conference  on  September  16,  1914,  and  by  whom 
further  modifications  were  afterwards  offered. 
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III    Physioal  Pbopebtibs  and  Tests 

28  Tension  Tests,  a  The  material  shall  conform  to  the  follow- 
ing requirements  as  to  tensile  properties : 

FLANGE  FIREBOX 

Teuile  fftransth.  lb.  per  sq.  in 5SAXN>— 6S.00O  5S.00O— 8S,000 

Yield  point,  min.,  lb.  per  sq.  in 0.6  tens.  etr.  0.5  tone.  ftr. 

»,         X.      •    o  1                           A  /a     D      AAx            1,500.000                                  1.600.000 
Elongation  in  8-in.,  mm.,  per  cent  (Bee  Par.  20)  — ■ 

Tena.  str.  Tens.  etr. 

b  If  desired  steel  of  lower  tensile  strength  than  the  above  may  be 
used  in  an  entire  boiler^  or  part  thereof ,  the  desired  tensile  limits  to 
be  specified,  having  a  range  of  10,000  lb.  per  sq.  in.  for  flange  or  8000 
lb.  per  sq.  in.  for  firebox,  the  steel  to  conform  in  all  respects  to  the 
other  corresponding  requirements  herein  specified,  and  to  be  stamped 
with  the  minimum  tensile  strength  of  the  stipulated  range. 

c  The  yield  point  shall  be  determined  by  the  drop  of  the  beam 
of  tlie  testing  machine. 

29  Modifications  in  Elongation,  a  For  material  over  %  in.  in 
thickness,  a  deduction  of  0.5  from  the  percentages  of  elongation 
specified  in  Par.  2Sa,  shall  be  made  for  each  increase  of  %  in.  in 
thickness  above  %  in.,  to  a  minimum  of  20  per  cent. 

b  For  material  1/4  in.  or  under  in  thickness,  the  elongation  shall 
be  measured  on  a  gage  length  of  24  times  the  thickness  of  the  specimen. 

30  Bend  Tests,  a  Cold-bend  Tests — The  test  specimen  shall 
bend  cold  through  180  deg.  without  cracking  on  the  outside  of  the 
bent  portion,  as  follows :  For  material  1  in.  or  under  in  thickness,  flat 
on  itself;  and  for  material  over  1  in.  in  thickness,  around  a  pin  the 
diameter  of  which  is  equal  to  the  thickness  of  the  specimen. 

b  Quench'bend  Tests — The  test  specimen,  when  heated  to  a  ligiit 
cherry  red  as  seen  in  the  dark  (not  less  than  1200  deg.  fahr.),  and 
quenched  at  once  in  water  the  temperature  of  which  is  between  80  deg. 
and  90  deg.  fahr.,  shall  bend  through  180  deg.  without  cracking  on  the 
outside  of  the  bent  portion,  as  follows :  For  material  1  in.  or  imder  in 
thickness,  flat  on  itself;  and  for  material  over  1  in.  in  thickness, 
around  a  pin  the  diameter  of  which  is  equal  to  the  thickness  of  the 
specimen. 

31  Homogeneity  Tests,  For  firebox  steel,  a  sample  taken  from 
a  broken  tension  test  specimen  shall  not  show  any  single  seam  or 
cavity  more  than  14  ^^'  loiig>  in  either  of  the  three  fractures  obtained 
in  the  test  for  homogeneity,  which  shall  be  made  as  follows : 
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The  Bpecimen  shall  be  either  nicked  with  a  chisel  or  grooved  on 
a  machine,  transversely,  about  1/16  in.  deep,  in  three  places  about 
2  in.  apart.  The  first  groove  shall  be  made  2  in.  from  the  square  end; 
each  succeeding  groove  shall  be  made  on  the  opposite  side  from  the 
preceding  one.  The  specimen  shall  then  be  firmly  held  in  a  vise^  with 
the  first  groove  about  ^  in.  above  the  jaws,  and  the  projecting  end 
broken  off  by  light  blows  of  a  hammer,  the  bending  being  away  from 
the  groove.  The  specimen  shall  be  broken  at  the  other  two  grooves  in 
the  same  maimer.  The  object  of  this  test  is  to  open  and  render  visible 
to  the  eye  any  seams  due  to  failure  to  weld  or  to  interposed  foreign 
matter,  or  any  cavities  due  to  gas  bubbles  in  the  ingot.  One  side  of 
each  fracture  shall  be  examined  and  the  length  of  the  seams  and 
cavities  determined,  a  pocket  lens  being  used  if  necessary. 

32  Test  Specimens.  Tension  and  bend  test  specimens  shall  be 
taken  from  the  finished  rolled  material.    They  shall  be  of  the  full 


,^ 


ParvtM  Secftbrr ^ 
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Fig.  1    Standard  Form  of  Test  Specimen  Required  for  all  Tension  Tests 

OF  Plate  Material 

thickness  of  material  as  rolled,  and  shall  be  machined  to  the  form  and 
dimensions  shown  in  Fig.  1 ;  except  that  bend  test  specimens  may  be 
machined  with  both  edges  parallel. 

33  Number  of  Tests,  a  One  tension,  one  cold-bend,  and  one 
quench-bend  test  shall  be  made  from  each  plate  as  rolled. 

i  If  any  test  specimen  shows  defective  machining  or  develops 
flaws,  it  may  be  discarded  and  another  specimen  substituted. 

c  If  the  percentage  of  elongation  of  any  tension  test  specimen  is 
less  than  that  specified  in  Pars.  28  and  29,  and  any  part  of  the  fracture 
is  outside  the  middle  third  of  the  gaged  length,  as  indicated  by  the 
scribe  scratches  marked  on  the  specimen  before  testing,  a  retest  shall 
be  allowed. 

IV    Pkbmissible  Variation  in  Gaqk 

34     Permissible  Variation.     The  thickness  of  each  plate  shall  not 
vary  under  the  gage  specified  more  than  0.01  in.    The  overweight 
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limits  are  considered  a  matter  of  contract  between  the  steel  manu- 
facturer and  the  boiler  builder. 

V    Finish 

35  Finish,  The  finished  material  shall  be  free  from  injuriouB 
defects  and  shall  have  a  workmanlike  finish. 

VI    Mabkinq 

36  Marking,  a  Each  shell  plate  shall  be  legibly  stamped  bj 
the  manufacturer  with  the  melt  or  slab  number,  name  of  manu- 
facturer, grade  and  the  minimum  tensile  strength  of  the  stipulated 
range  as  specified  in  Par.  28,  in  three  places,  two  of  which  shall  be 
located  at  diagonal  corners  about  12  in.  from  the  edge  and  one  abont 
the  center  of  the  plate,  or  at  a  point  selected  and  designated  by  the 
purchaser  so  that  the  stamp  shall  be  plainly  visible  when  the  boiler  is 
completed. 

h  Each  head  shall  be  legibly  stamped  by  the  maniif acturer  in 
two  places,  about  12  in.  from  the  edge,  with  the  melt  or  slab  number, 
name  of  manufacturer,  grade,  and  the  minimum  tensile  strength 
of  the  stipulated  range  as  specified  in  Par.  28,  in  such  manner  that 
the  stamp  is  plainly  visible  when  the  boiler  is  completed. 

c  Each  butt  strap  shall  be  legibly  stamped  by  the  manufacturer 
in  two  places  on  the  center  line  about  12  in.  from  the  ends  with  the 
melt  or  slab  number,  name  of  manufacturer,  grade,  and  the  minimum 
tensile  strength  of  the  stipulated  range  as  specified  in  Par.  28. 

d  Tiie  melt  or  slab  number  shall  be  legibly  stamped  on  each  test 
specimen. 

VIT    Inspection  and  Rejection 

37  Inspection,  The  inspector  representing  the  purchaser  shall 
have  free  entry,  at  all  times  while  work  on  the  contract  of  the  pur- 
chaser is  being  performed,  to  all  parts  of  the  manufacturer's  works 
which  concern  the  manufacture  of  the  material  ordered.  The  manu- 
facturer sliall  afford  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  material  is  being  furnished  in  accordance  with 
these  specifications.  All  tests  (except  check  analyses)  and  inspection 
sliall  be  made  at  the  place  of  manufacture  prior  to  shipment,  unless 
otherwise  specified,  and  shall  be  so  conducted  as  not  to  interfere  un- 
necessarily with  the  operation  of  the  works. 
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38  Rejection,  a  TTnless  otherwise  specified,  any  rejection  based 
on  tests  made  in  accordance  with  Par.  27  shall  be  reported  within  five 
working  days  from  the  receipt  of  samples. 

b  Material  which  shows  injurious  defects  subsequent  to  its  ac- 
ceptance at  the  manufacturer's  works  will  be  rejected,  and  the  manu- 
facturer shall  be  notified. 

39  Rehearing,  Samples  tested  in  accordance  with  Par.  27,  which 
represent  rejected  material,  shall  be  preserved  for  two  weeks  from  the 
date  of  the  test  report.  In  case  of  dissatisfaction  with  the  results  of 
the  tests,  the  manufacturer  may  make  claim  for  a  rehearing  within 
that  time. 


SPECIFICATIONS  FOR  BOILER  RIVET  STEEL 

THESE  SPECIFICATIONS  ABE  SUBSTANTIALLY  THE  SAME  AS  THOSE 
OF  THE  AMEBICAN  SOCIETY  FOB  TESTING  MATEBIALS,  SERIAL  DESIG- 
NATION A  Sl-14. 

A     Requibements  fob  Rolled  Babs 

I    Manufaotube 

40  Process,     The  pfool  shall  be  made  by  the  open-hearth  process. 

II    Chemical  Pbopebties  and  Tests 

41  Chemical  Composition.  The  steel  shall  conform  to  the  fol- 
lowing requirements  as  to  chemical  composition : 

Manganeea    0.30-0.50    per  cent 

Phosphomi  not  oyer  0.04    per  cent 

Snlphnr    not  otot  0.045  per  cent 

42  Ladle  Analyses.  An  analysis  to  determine  the  percentages 
of  carbon,  manganese,  phosphorus  and  sulphur  shall  be  made  by  the 
manufacturer  from  a  test  ingot  taken  during  the  pouring  of  each  melt, 
a  copy  of  which  shall  be  given  to  the  purchaser  or  his  representative. 
This  analysis  shall  conform  to  the  requirements  specified  in  Par.  41. 

43  Check  Analyses.  Analyses  may  be  made  by  the  purchaser 
from  finished  bars,  representing  each  melt,  which  shall  conform  to  the 
requirements  specified  in  Par.  41. 
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III    Physical  Pbopkrties  and  Tests 

44  Tension  Tests,    a    The  bars  shall  conform  to  the  following 
requirements  as  to  tensile  properties : 

Tensile  strength,  lb.  per  sq.  in 45,000-55,000 

Yield  pointy  min.,  lb.  per  sq.  in 0.5  tens.  Btr. 

Elongation  in  8  in.,  min.,  per  cent _!___'.  _ 

but  need  not  exceed  30  per  cent.  Tens.  str. 

b  The  yield  point  shall  be  determined  by  the  drop  of  the  beam  of 
the  testing  machine. 

45  Bend  Tests,  a  Cold-bend  Tests — The  test  specimen  shall 
bend  cold  through  180  deg.  flat  on  itself  without  cracking  on  the  out- 
side of  the  bent  portion. 

b  Quench'bend  Tests — The  test  specime  •,  when  heated  to  a  light 
cherry  red  as  seen  in  the  dark  (not  less  than  1200  deg.  fahr.),  and 
quenched  at  once  in  water  the  temperature  of  which  is  between  80  deg. 
and  90  deg.  fahr.,  shall  bend  through  180  deg.  flat  on  itself  without 
cracking  on  the  outside  of  the  bent  portion. 

46  Test  Specimens,  Tension  and  bend  test  specimens  shall  l)e 
of  the  full-size  section  of  bars  as  rolled. 

47  Number  of  Tests,  a  Two  tension,  two  cold-bend,  and  two 
quench-bend  tests  shall  be  made  from  each  melt,  each  of  which  shall 
conform  to  the  requirements  specified. 

b  If  any  test  specimen  develops  flaws,  it  may  be  discarded  and 
another  specimen  substituted. 

c  If  the  percentage  of  elongation  of  any  tension  test  spocimeD 
is  less  than  that  specified  in  Par.  44  and  any  part  of  the  fracture  is 
outside  the  middle  third  of  the  gaged  length,  as  indicated  by  scribe 
scratches  marked  on  the  specimen  before  testing,  a  retest  shall  be 
allowed. 

48  Permissible  Variations  in  Gage,  Tlio  gage  of  each  bar  shall 
not  vary  more  than  0.01  in.  from  that  specified. 

V     Workmanship  and  Finish 

49  ^Y orhman^hip.  The  finished  bars  shall  be  circular  within 
0.01  in. 

50  Finish.  The  finished  bars  shall  be  free  from  injurious  de- 
fects and  shall  have  a  workmanlike  finish. 
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VI    Mabkino 

51  Marking.  Bivet  bars  Bhall^  when  loaded  for  ahipmenty  be 
properly  separated  and  marked  with  the  name  or  brand  of  the  manu- 
facturer and  the  melt  number  for  identification.  The  melt  number 
shall  be  legibly  marked  on  each  test  specimen. 

VII    Inspection  and  Rejection 

52  Inspection.  The  inspector  representing  the  purchaser  shall 
have  free  entry,  at  all  times  while  work  on  the  contract  of  the  pur- 
chaser is  being  performed,  to  all  parts  of  the  manufacturer's  works 
which  concern  the  manufacture  of  the  bars  ordered.  The  manu- 
facturer shall  afford  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  bars  are  being  furnished  in  accordance  with 
these  specifications.  All  tests  (except  check  analyses)  and  inspection 
shall  be  made  at  the  place  of  manufacture  prior  to  shipment,  unless 
otherwise  specified,  and  shall  be  so  conducted  as  not  to  interfere  un- 
necessarily with  the  operation  of  the  works. 

5;^  Rejection,  a  Unless  otherwise  specified,  any  rejection  based 
on  tests  made  in  accordance  with  Par.  43  shall  be  reported  within  five 
working  days  from  the  receipt  of  samples. 

b  Bars  which  show  injurious  defects  subsequent  to  their  ac- 
ceptance at  the  manufacturer's  works  will  be  rejected,  and  the  manu- 
facturer shall  be  notified. 

54  Rehearing.  Samples  tested  in  accordance  with  Par.  43,  which 
represent  rejected  bars,  shall  be  preserved  for  two  weeks  from  the 
date  of  the  test  report.  In  case  of  dissatisfaction  with  the  results  of 
the  tests,  the  manufacturer  may  make  claim  for  a  rehearing  within 
that  time. 

B    Rbquibements  for  Bivsts 

I    Physical  Properties  and  Tests 

55  Tension  Tests.  The  rivets,  when  tested,  shall  conform  to  the 
requirements  as  to  tensile  properties  specified  in  Par.  44,  except  that 
the  elongation  shall  be  measured  on  a  gaged  length  not  less  than  four 
times  the  diameter  of  the  rivet. 

56  Bend  Tests.  The  rivet  shank  shall  bend  cold  through  180 
deg.  flat  on  itself,  as  shown  in  Fig.  2,  without  cracking  on  the  outside 
of  the  bent  portion. 
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57  FlatUning  Tests.  The  rivet  bead  shaU  flatten,  while  hot,  to 
a  diameter  3^^  times  the  diameter  of  the  shank,  as  shown  in  ¥ig.  3, 
without  cracking  at  the  edges. 

58  Number  of  Tests,  a  Wh^i  specified,  one  tension  test  shaU 
he  made  from  each  size  in  each  lot  of  rivets  offered  for  inspection. 

b  Three  bend  and  three  flattening  tests  shall  be  made  from  eadi 
size  in  each  lot  of  rivets  offered  for  inspection,  each  of  whidi  shall  oon- 
form  to  the  requirements  specified. 

II      WOBKUANSHIF   A.KD   !FlNI8H 

59  Workmanship.  The  rivets  shall  be  true  to  form,  concentric, 
aud  shall  he  made  in  a  workmanlike  manner. 

60  Finish.  Thp  finished  rivets  shall  be  free  from  injarious  de- 
fects. 


FiQ.  2 

TkbBxnb 
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III    Inspection  and  Hejeution 

61  Inspection.  The  inspector  representing  the  purcliaser  shall 
have  free  entry,  at  all  times  while  work  on  the  contract  of  the  pur- 
(^haaer  is  beinf?  performed,  to  all  parts  of  the  manufacturer's  works 
which  conrern  the  mamifaeture  of  the  rivets  ordered.  The  manu- 
facturer shall  atforit  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  rivets  are  being  furnished  in  accordance  with 
these  specifications.  All  tests  and  inspection  shall  be  made  at  the 
place  of  manufacture  prior  to  shipment,  imlees  otherwise  specified, 
and  shall  be  so  conducted  as  not  to  interfere  unnecessarily  with  the 
operation  of  the  works, 

63  Rejection.  Rivets  which  show  injurious  defects  subsequent 
to  their  acceptance  at  the  manufacturer's  works  will  be  rejected,  and 
the  manufacturer  shall  be  notified. 
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SPECIFICATIONS  FOR  STAYBOLT  &TEEL 

£EQUIREM£NT8  FOB  ROLLED  BARS 

63  Steel  for  staybolts  shall  conform  to  the  requirements  for 
Boiler  Bivet  Steel  specified  in  Pars.  40  to  62,  except  that  the  tensile 
properties  shall  be  as  follows: 

Tfloflile  strength,  lb.  per  sq.  in 50,000-60,000 

Tield  point,  min.,  lb.  per  sq.  in 0.5  tens.  str. 

1,500,000 
Elongation  in  8  in.,  min.,  per  cent 

Tens.  str. 

Also  with  the  exception  that  the  permissible  variations  in  gage  shall 
be  as  follows : 

Permissible  Variations  in  Oage.  The  bars  shall  be  truly  round 
within  0.01  in.  and  shall  not  vary  more  than  0.005  in.  above,  or  more 
than  0.01  in.  below  the  specified  size. 

SPECIFICATIONS  FOR  STEEL  BARS 

THESE  SPECIFICATIONS  ABE  ABSTBACTED  FBOM  THOSE  FOB  STEEL 
FOB  BBIDGES  OF  THE  AMEBICAN  SOCIETY  FOB  TESTING  MATEBIALS, 
8EBIAL  DESIGNATION  A  7-14. 

I    Manufaotube 

64  Process,    The  steel  shall  be  made  by  the  open-hearth  process. 

II    Chemical  Pbopebtibs  and  Tests 

65  Chemical  Composition.  The  steel  shall  conform  to  the  fol- 
lowing requirements  as  to  chemical  composition : 

{Aeid  not  over  0.06  per  cent 
Biwie    not  over  0.04  per  cent 

Sulphur    not  over  0.05  per  cent 

66  Ladle  Analysis.  An  analysis  to  determine  the  percentages  of 
carbon,  manganese,  phosphorus  and  sulphur  shall  be  made  by  the 
manufacturer  from  a  test  ingot  taken  during  the  pouring  of  each 
melt,  a  copy  of  which  shall  be  given  to  the  purchaser  or  his  representa- 
tive. This  analysis  shall  conform  to  the  requirements  specified  in 
Par.  66. 
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III    Physical  Pbopebtibs  and  Tests 

67  Tension  Tests,    a    The  material  shall  conform  to  the  follow- 
ing requirements  as  to  tensile  properties : 

Tensile  strength,  lb.  per  sq.  in 55,000-05,000 

Yield  point,  min.,  per  sq.  in 0^  tens.  itr. 

1,500,000 
Elongation  in  8  in.,  min.,  per  cent* ■ 

Teii8.8tr. 

Elongation  in  2  in.,  min.,  per  cent 22 

•See  Par.  68. 

b  The  yield  point  shall  be  determined  by  the  drop  of  the  beam  of 
the  testing  machine. 

68  Modifications  in  Elongation,  a  For  bars  over  %  in.  in 
thickness  or  diameter  a  deduction  of  1  from  the  percentage  of  elonga- 
tion in  8  in.  specified  in  Par.  67^  shall  be  made  for  each  increase  of  % 
in.  in  thickness  or  diameter  above  %  in.,  to  a  minimum  of  18  per  cent 

b  For  bars  under  5/16  in.  in  thickness  or  diameter  a  deduction 
of  2.5  from  the  percentage  of  elongation  in  8  in.  specified  in  Par.  67, 
shall  be  made  for  each  decrease  of  1/16  in.  in  thickness  or  diameter 
below  5/16  in. 

69  Bend  Tests,  a  The  test  specimen  shall  bend  cold  through 
180  deg.  without  cracking  on  the  outside  of  the  bent  portion,  as  fol- 
lows :  For  material  %  in.  or  under  in  thickness  or  diameter  flat  on 
itself;  for  material  over  %  in.  to  and  including  1^  in.  in  thickness  or 
diameter  around  a  pin  the  diameter  of  which  is  equal  to  the  thickness 
or  diameter  of  the  specimen;  and  for  material  over  1^4  iii-  in  thickness 
or  diameter  around  a  pin  the  diameter  of  which  is  equal  to  twice  the 
thickness  or  diameter  of  the  specimen. 

b  The  test  specimen  for  bars  over  li^  in.  in  thickness  or  diameter 
when  prepared  as  specified  in  Par.  70,  shall  bend  cold  through  180 
deg.  around  a  1-in.  pin  without  cracking  on  the  outside  of  the  bent 
portion. 

70  Test  IS pecimetis.  a  Tension  and  bend  test  specimens  except 
as  specified  in  b,  shall  be  of  the  full  thickness  of  material  as  rolled. 
They  may  be  machined  to  the  form  and  dimensions  shown  in  Fig.  1, 
or  may  have  both  edges  parallel. 

b  Tension  test  specimens  for  bars  over  lyo  in.  in  thickness  or 
diameter  may  be  of  the  form  and  dimensions  shown  in  Fig.  4.    Bend 
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test  specimens  may  be  1  by  ^  in.  in  section.  The  axis  of  the  specimen 
shall  be  located  at  any  point  midway  between  the  center  and  surface 
and  shall  be  parallel  to  the  axis  of  the  bar. 

71  Number  of  Tests,  a  One  tension  and  one  bend  test  shall  be 
made  from  each  melt;  except  that  if  material  from  one  melt  differs 
%  in.  or  more  in  thickness^  one  tension  and  one  bend  test  shall  be 
made  from  both  the  thickest  and  the  thinnest  material  rolled. 

b  If  any  test  specimen  shows  defective  machining  or  develops 
flaws,  it  may  be  discarded  and  another  specimen  substituted. 

c  If  the  percentage  of  elongation  of  any  tension  test  specimen  is 
less  than  that  specified  in  Par.  67,  and  any  part  of  the  fracture  is 
more  than  %  in.  from  the  center  of  the  gage  length  of  a  2-in.  specimen 
or  is  outside  the  middle  third  of  the  gage  length  of  an  8-in.  specimen, 
as  indicated  by  scribe  scratches  marked  on  the  specimen  before  testing, 
a  retest  shall  be  allowed. 

IV    Permissible  Variations  in  Gage 

72  Permissible  Variation.  The  thickness  or  cross-section  of  each 
piece  of  steel  shall  not  vary  under  that  specified  more  than  2.5  per 
cent.  (Note:  Overweight  variation  is  a  matter  of  contract  between 
the  steel  manufacturer  and  boiler  builder.) 

V    Finish 

73  Finish.  The  finished  material  shall  be  free  from  injurious 
defects  and  shall  have  a  workmanlike  finish. 

VI    Marking 

74  Marking.  Bars  shall,  when  loaded  for  shipment,  be  properly 
separated  and  marked  with  the  name  or  brand  of  the  manufacturer 
and  melt  number  for  identification.  The  melt  number  shall  be  legibly 
marked  on  each  test  specimen. 

VII    Inspection  and  Rejection 

75  Inspection.  The  inspector  representing  the  purchaser  shall 
have  free  entry,  at  all  times  while  work  on  the  (contract  of  the  pur- 
chaser is  being  performed,  to  a^  parts  of  the  manufacturer's  works 
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which  concern  the  manufacture  of  the  material  ordered.  The  maiia- 
f acturer  shall  afford  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  material  is  being  furnished  in  accordance  with 
these  specifications.  All  tests  and  inspection  shall  be  made  at  the  place 
of  manufacture  prior  to  shipment,  unless  otherwise  specified,  and  shall 
be  so  conducted  as  not  to  interfere  unnecessarily  with  the  operation  of 
the  works. 

76  Rejection.  Material  which  shows  injurious  defects  subsequent 
to  its  acceptance  at  the  manufacturer's  works  will  be  rejected,  and  the 
manufacturer  shall  be  notified. 


SPECIFICATIONS  FOR  STEEL  CASTINGS 

rHESE  SPECIFICATIONS  ARE  ABSTBACTED  FBOM  THOSE  FOR  STEEL 
CASTINGS  OF  THE  AMERICAN  SOCIETY  FOR  TE8TIK6  MATERIALS, 
SERIAL  DESIGNATION  A  27-14. 

77  Classes.  These  specifications  cover  two  classes  of  castings, 
namely : 

Class  A,  ordinary  castings  for  which  no  physical  requirements 

are  specified. 
Class  B,  castings  for  which  physical  requirements  are  specified. 

These  are  of  three  grades:   hard,  medium,  and  soft. 

78  Patterns,  a  Patterns  shall  be  made  so  that  sufficient  finish 
is  allowed  to  provide  for  all  variations  in  shrinkage. 

h  Patterns  shall  be  painted  three  colors  to  represent  met*!,  corep, 
and  finished  surfaces.  It  is  recommended  that  core  prints  shall  ho 
painted  black  and  finished  surfaces  red. 

79  Ba^is  of  Purchase.  The  purchaser  shall  indicate  his  intention 
to  substitute  the  test  to  destruction  specified  in  Par.  &7,  for  the  tension 
and  bend  tests,  and  shall  designate  the  patterns  from  which  castings 
for  this  test  shall  be  made. 

I    Manupactubb 

80  Process.  The  steel  may  be  made  by  the  open-hearth,  crucible, 
or'*any  other  process  approved  by  the  purchaser. 

81  Heat  Treatment,  a  Class  A  castings  need  not  be  aimealed 
unless  so  specified. 

h  Glass  B  castings  shall  be  allowed  to  become  cold.  They  shall 
then  be  uniformly  reheated  to  the  proper  temperature  to  refine  the 
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grain  (a  group  thus  reheated  being  known  as  an  '^annealing  charge''), 
and  allowed  to  cool  uniformly  and  slowly.  If,  in  the  opinion  of  the 
purchaser  or  his  representative^  a  casting  is  not  properly  annealed,  he 
may  at  his  option  require  the  casting  to  be  re-annealed. 

II    Chemical  Pbopbbties  and  Tests 

S2  Chemical  Composition,  The  castings  shall  conform  to  the 
following  requirements  as  to  chemical  composition : 

Glass  A  Glass  B 

■ 

Carbon not  over  0.30  per  cent  

Phosphorus not  over  0.06  per  cent  not  over  0.05  per  cent 

Sulphur not  over  0.05  per  cent 

83  Ladle  Analyses.  An  analysis  to  determine  the  percentages  of 
carbon,  manganese,  phosphorus  and  sulphur  shall  be  made  by  the  man- 
ufacturer from  a  test  ingot  taken  during  the  pouring  of  each  melt,  a 
copy  of  which  shall  be  given  to  the  purchaser  or  his  representative. 
This  analysis  shall  conform  to  the  requirements  specified  in  Par.  82. 
Drillings  for  analysis  shall  be  taken  not  less  than  ^4  i^-  beneath  the 
surface  of  the  test  ingot. 

84  Check  Analyses,  a  Analyses  of  Class  A  castings  may  be 
made  by  the  purchaser,  in  which  case  an  excess  of  20  per  cent  above  the 
requirement  as  to  phosphorus  specified  in  Par.  8i2,  shall  be  allowed. 
Drillings  for  analysis  shall  be  taken  not  less  than  l^  in  beneath  the 
surface. 

h  Analyses  of  Olass  B  castings  may  be  made  by  the  purchaser 
from  a  broken  tension  or  bend  test  specimen,  in  which  case  an  excess 
of  20  per  cent  above  the  requirements  as  to  phosphorus  and  sulphur 
specified  in  Par.  8i2,  shall  be  allowed.  Drillings  for  analysis  shall  be 
taken  not  less  than  ^  in.  beneath  the  surface. 

ITI    Physical  Pbopbrties  and  Tests 
(For  Class  B  Castings  only.) 

86  Tension  Tests,  a  The  castings  shall  conform  to  the  follow- 
ing minimum  requirements  as  to  tensile  properties: 
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Hard  Medium  Soft 

Tensile  strength,  lb.  per  sq.  in 80,000  70,000  60,000 

Yield  point,  lb.  per  sq.  in 36,000  31,500  27,000 

Elongation  in  2  in.,  per  cent 15  18  22 

Reduction  of  area,  per  cent 20  25  30 

h  The  yield  point  shall  be  determined  by  the  drop  of  the  beam 
of  the  testing  machine. 

86  Bend  Tests,  a  The  test  specimen  for  soft  castings  shall  bend 
cold  through  120  deg.,  and  for  medium  castings  through  90  deg., 
around  a  1-in.  pin,  without  cracking  on  the  outside  of  the  bent  portion. 

b     Hard  castings  shall  not  be  subject  to  bend  test  requirement. 

87  Alternative  Tests  to  Destruction,  In  the  case  of  small  or  un- 
important castings,  a  test  to  destruction  on  three  castings  from  a  lot 
may  be  substituted  for  the  tension  and  bend  tests.  This  test  shall  show 
the  material  to  be  ductile,  free  from  injurious  defects,  and  suitable 
for  the  purpose  intended.  A  lot  shall  consist  of  all  castings  from  one 
melt,  in  the  same  annealing  charge. 

88  Test  Specimens,  a  Sufficient  test  bars,  from  which  the  test 
specimens  required  in  Par.  89,  may  be  selected,  sliall  be  attached  to 
castings  weighing  500  lb.  or  over,  when  the  design  of  the  castings  will 
permit.  If  the  castings  weigh  less  than  500  lb.,  or  are  of  such  a  design 
that  test  bars  cannot  be  attached,  two  test  bars  shall  be  cast  to  represent 
each  melt;  or  the  quality  of  the  castings  shall  be  determined  by  tests 
to  destruction  as  specified  in  Par.  87.  All  test  bars  shall  be  annealed 
with  the  castings  they  represent. 

6  The  manufacturer  and  purchaser  shall  agree  whether  test  bars 
can  be  attached  to  castings,  on  the  location  of  the  bars  on  the  castings, 
on  the  castings  to  which  bars  are  to  be  attached,  and  on  the  method 
of  casting  unattached  bars. 

c  Tension  test  specimens  shall  be  of  the  form  and  dimensions 
shown  in  Fig.  4.  Bend  test  specimens  shall  be  machined  to  1  by  Ml 
in.  in  section  with  corners  rounded  to  a  radius  not  over  1/16  in. 

89  Number  of  Tests,  a  One  tension  and  one  bend  test  shall  be 
made  from  each  annealing  charge.  If  more  than  one  melt  is  repre- 
sented in  an  annealing  charge,  one  tension  and  one  bend  test  shall  be 
made  from  each  melt. 

b  If  any  test  specimen  shows  defective  machining  or  develops 
flaws,  it  may  be  discarded ;  in  which  case  the  manufacturer  and  the 
purchaser  or  his  representative  shall  agree  upon  the  selection  of  an- 
other specimen  in  its  stead. 
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0  If  the  percentage  of  elongation  of  any  tension  test  specimen  is 
less  than  that  specified  in  Par.  85^  and  any  part  of  the  fracture  is 
more  than  %  in.  from  the  center  of  the  gaged  length,  as  indicated  by 
scribe  scratches  marked  on  the  specimen  before  testing,  a  retest  shall 
be  allowed. 

IV    Workmanship  and  Finish 

90  Workmanship.  The  castings  shall  substantially  conform  to 
the  sizes  and  shapes  of  the  patterns,  and  shall  be  made  in  a  workman- 
like manner. 

91  Finish,    a    The  castings  shall  be  free  from  injurious  defects. 
6     Minor  defects  which  do  not  impair  the  strength  of  the  castings 

may,  with  the  approval  of  the  purchaser  or  his  representative,  be 
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Fio.  4    Standard  Form  or  Test  Specimen  Bequieed  for  all  Tension  Tests 

or  Steel  Casting  Material 

welded  by  an  approved  process.  The  defects  shall  first  be  cleaned  out 
to  solid  metal;  and  after  welding,  the  castings  shall  be  annealed,  if 
specified  by  the  purchaser  or  his  representative. 

c  The  castings  offered  for  inspection  shall  not  be  painted  or 
covered  with  any  substance  that  will  hide  defects,  nor  rusted  to  such 
an  extent  as  to  hide  defects. 

V    Inspection  and  Rkjection 


92  Inspection.  The  inspector  representing  the  purchaser  shall 
have  free  entry,  at  all  times  while  work  on  the  contract  of  the  pur- 
chaser is  being  performed,  to  all  parts  of  the  manufacturer's  works 
which  concern  the  manufacture  of  the  castings  ordered.  The  manu- 
facturer shall  afford  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  castings  arc  being  furnished  in  accordance  with 
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these  specifications.  All  tests  (except  check  analyses)  and  inspection 
shall  be  made  at  the  place  of  manufacture  prior  to  shipment,  unless 
otherwise  specified^  and  shall  be  so  conducted  as  not  to  interfere  un- 
necessarily with  the  operation  of  the  works. 

93  Rejection,  a  Unless  otherwise  specified,  any  rejection  based 
on  tests  made  in  accordance  with  Par.  84,  shall  be  reported  within 
five  working  days  from  the  receipt  of  samples. 

b  Castings  which  show  injurious  defects  subsequent  to  their  ac- 
ceptance at  the  manufacturer's  works  will  be  rejected,  and  the  manu- 
facturer shall  be  notified. 

94  Rehearing,  Samples  tested  in  accordance  with  Par.  84, 
which  represent  rejected  castings,  shall  be  preserved  for  two  weeb 
from  the  date  of  the  test  report.  In  case  of  dissatisfaction  with  the 
results  of  the  tests,  the  manufacturer  may  make  claim  for  a  rehearing 
within  that  time. 


SPECIFICATIONS  FOR  GRAY  IRON  CASTINGS 

THESE  SPECIFICATIONS  AEE  IDENTICAL  WITH  THOSE  OF  THE 
AMERICAN  SOCIETY  FOR  TESTING  MATERIALS,  SERIAL  DESIGNATIOK 
A  48-06. 

95  Process  of  Manufacture.  Unless  furnace  iron  is  specified,  all 
gray  castings  are  understood  to  be  made  by  the  cupola  process. 

96  Chemical  Properties.    The  sulphur  contents  to  be  as  follows: 

Light  castings   not  over  0.08  per  cent 

Medium  castings   not  over  0.10  per  cent 

Heavy  Castings  not  over  0.12  per  cent 

97  Classification.  In  dividing  castings  into  light,  medium  and 
heavy  classes,  the  following  standards  have  been  adopted : 

98  Castings  having  any  section  less  than  ^  in.  thick  shall  be 
known  as  light  castings. 

99  Castings  in  which  no  section  is  less  than  2  in.  thick  shaU  be 
known  as  heavy  castings. 

100  Medium  castings  are  those  not  included  in  the  above  classifi- 
cation. 
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Physical  Pbopebties  ahd  Tksis 

101  Transverse  Test,    The  minimum  breaMng  strength  of  the 
"Arbitration  Bar"  under  transveiBe  load  shall  be  not  under: 

Li^t  coatings 2600  Iba. 

Medium  eaatiiigs 2900  lbs. 

Heavy  caatings  3300  Iba. 

In  no  case  sball  the  deflection  be  under  0.10  in. 

102  Tensile  Test.    Where  specified,  this  shall  not  run  less  than : 

Light  eastings 18,000  lb.  per  sq.  in. 

Medium  eaatinga 81,000  lb.  per  aq.  in. 

HeaTy  castings  24,000  lb.  per  sq.  in. 


^ 3i- - *^ 

Fio.  5    Stakdabd  FoBii  or  Tkst  SpiciiiaN  Biqunto  tob  Tension  Tists  or 
Qrat-Ibon  Casting  Matxual 

103  Arbitration  Bar.  The  quality  of  the  iron  going  into  csstingB 
under  specification  shall  be  determined  by  means  of  the  "Arbitration 
Bar."  This  is  a  bar  1^4  i°-  it^  diameter  and  15  in.  long.  It  shall  be 
prepared  as  stated  further  on  and  tested  transversely.  The  tensile 
test  is  not  recommended,  but  in  case  it  is  called  for,  the  bar  as  shown 
in  Fig.  5,  and  turned  up  from  any  of  the  broken  pieces  of  the  trans- 
verse test  shall  be  used.  The  expense  of  the  tensile  test  shall  fall  on 
the  purchaser. 

101  Number  of  Test  Bars.  Two  sets  of  two  bars  shall  be  cast 
from  each  heat,  one  set  from  the  first  and  the  other  set  from  the  last 
iron  going  into  the  castings.  Where  the  heat  exceeds  twenty  tons,  an 
additional  set  of  two  bars  shall  be  cast  for  each  twenty  tons  or  fraction 
thereof  above  this  amount  In  case  of  a  change  of  mixture  during 
the  heat,  one  set  of  two  bars  shall  also  he  cast  for  every  mixture  other 
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than  the  regular  one.  Each  set  of  two  bare  ie  to  go  into  a  single  moli 
The  bare  Bhall  not  be  rumbled  or  otherwise  treated,  being  eimply 
brushed  off  before  testing. 

105    Method  of  Testing.    The  transverse  test  shall  be  made  on  all 
the  bars  cast,  with  supports  12  in.  apart,  load  applied  at  the  middle, 


-,r-> 
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and  tlie  deflection  at  rupture  noted.  One  bar  of  every  two  of  each  set 
maile  must  fulfill  the  re<iuirements  to  permit  acceptauoe  of  the  cast- 
ings represented. 

106    Mold  for  Test  Bar.     The  mold  for  the  bars  is  shown  in  Pig. 
6.    The  bottom  of  the  bar  is  1/16  in.  smaller  in  diameter  than  the 
to  allow  for  draft  and  for  the  strain  of  pouring.     The  pattern 
not  be  rapped  befoi«  'wUhdiawin^.    The  flaslt  is  to  be  rammed  up 
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with  green  molding  sand^  a  little  damper  than  usual^  well  mixed  and 
put  through  a  No.  8  sieve,  with  a  mixture  of  one  to  twelve  bituminous 
facing.  The  mold  shall  be  rammed  evenly  and  fairly  hard,  thoroughly 
dried  and  not  cast  until  it  is  cold.  The  test  bar  shall  not  be  removed 
from  the  mold  until  cold  enough  to  be  handled. 

107  Speed  of  Testing.  The  rate  of  application  of  the  load  shall 
be  from  20  to  40  seconds  for  a  deflection  of  0.10  in. 

108  Samples  for  Analysis,  Borings  from  the  broken  pieces  of 
the  "Arbitration  Bar^*  shall  be  used  for  the  sulphur  determinations. 
One  determination  for  each  mold  made  shall  be  required.  In  case  of 
dispute,  the  standards  of  the  American  Foundrymen^s  Association 
shall  be  used  for  comparison. 

109  Finish.  Castings  shall  be  true  to  pattern,  free  from  cracks, 
flaws  and  excessive  shrinkage.  In  other  respects  they  shall  conform 
to  whatever  points  may  be  specially  agreed  upon. 

110  Inspection.  The  inspector  shall  have  reasonable  facilities 
afforded  him  by  the  manufacturer  to  satisfy  him  that  the  finished 
material  is  furnished  in  accordance  with  these  specifications.  All 
tests  and  inspections  shall,  as  far  as  possible,  be  made  at  the  place  of 
manufacture  prior  to  shipment. 


SPECIFICATIONS   FOR   MALLEABLE   CASTINGS 

THESE    SPECIFICATIONS    AEE    IDENTICAL    WITH    THOSE    OF    THE 
AMERICAN    SOCIETY    FOR    TESTING    MATERIALS,    SERIAL    DESIGNATION 


111  Process  of  Manufacture.  Malleable  iron  castings  may  be 
made  by  the  open-hearth,  air  furnace,  or  cupola  process.  Cupola  iron, 
however,  is  not  recommended  for  heavy  nor  for  important  castings. 

112  Chemical  Properties.  Castings  for  .which  physical  require- 
ments are  specified  shall  not  contain  over  0.06  sulphur  nor  over  0.225 
phosphorus. 

Physical  PROPBBTnss  and  Tests 

113  Standard  Test  Bar.  This  bar  shall  be  1  in.  sq.  and  14  in. 
long,  without  chills  and  with  ends  left  perfectly  free  in  the  mold. 
Three  shall  be  cast  in  one  mold,  heavy  risers  insuring  sourfd  bars. 
Where  the  full  heat  goes  into  castings  which  are  subject  to  specifica- 
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tion,  one  mold  shall  be  poured  two  minutes  after  tapping  into  the  &r$t 
ladle^  and  another  mold  from  the  last  iron  of  the  heat.  Molds  shall  be 
suitably  stamped  to  insure  identification  of  the  bars^  the  bars  being 
annealed  with  the  eastings.  Where  only  a  partial  heat  is  required  for 
the  work  in  hand,  one  mold  should  be  cast  from  the  first  ladle  used 
and  another  after  the  required  iron  has  been  tapped. 

a  Of  the  three  test  bars  from  the  two  molds  required  for  each 
heat,  one  shall  be  tested  for  tensile  strength  and  elongation,  the  other 
for  transverse  strength  and  deflection.  The  other  remaining  bar  is 
reserved  for  either  the  transverse  or  tensile  test,  in  ease  of  the  failure 
of  the  two  other  bars  to  come  up  to  requirements.  The  halves  of  the 
bars  broken  transversely  may  also  be  used  for  the  tensile  test. 

b  Failure  to  reach  the  required  limit  for  the  tensile  strength 
with  elongation,  as  also  the  transverse  strength  with  deflection,  on 
the  part  of  at  least  one  test,  shall  reject  the  castings  from  that  heat 

114  Tetisile  Test,  The  tensile  strength  of  a  standard  test  bar 
for  castings  under  specification  shall  not  be  less  than  40,000  lb. 
per  sq.  in.  The  elongation  measured  in  2  in.  shall  not  be  less  than 
2y2  per  cent. 

115  Transverse  Test.  The  transverse  strength  of  a  standard  test 
bar,  on  supports  12  in.  apart,  pressure  being  applied  at  the  center,  shall 
not  be  less  than  3000  lb.,  defiection  being  at  least  V^  in. 

116  Test  Lugs,  Castings  of  special  design  or  of  special  impor- 
tance may  be  provided  with  suitable  test  lugs  at  the  option  of  the 
inspector.  At  least  one  of  these  lugs  shall  be  left  on  the  casting  for 
his  inspection  upon  his  request  therefor. 

117  Annealing,  Malleable  castings  shall  neither  be  '^over^'  nor 
"under"  annealed.  They  must  have  received  their  full  heat  in  the 
oven  at  least  sixty  hours  after  reaching  that  temperature. 

118  The  "saggers"  shall  not  be  dumped  until  the  <*ont<.»iits  shall 
at  least  be  'Halack  hot." 

119  Finish,  Castings  shall  be  true  to  pattern,  free  from 
blemishes,  scale  or  shrinkage  cracks.  A  variation  of  1/16  in.  per  foot 
shall  be  permissible.  Founders  shall  not  be  held  responsible  for 
defects  due  to  irregular  cross  sections  and  unevenly  distributed  metal 

120  fnspection.  The  inspector  representing  the  purchaser  shall 
have  all  reasonable  facilities  given  him  by  the  founder  to  satisfy  him 
that  the  finished  material  is  furnished  in  accordance  with  these 
specifications.  All  tests  and  inspections  shall  be  made  prior  to  ship- 
ment. 
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SPECIFICATIONS  FOR  BOILER  RIVET  IRON 

THESE  BEQUIEEMENTS  ARE  AN  ADAPTATION,  WITH  SLIGHT  MODI- 
FICATIONS IN  THE  PHYSICAL  PROPERTIES  AND  TESTS,  OF  THE  SPECI- 
FICATIONS FOR  ENGINE  BOLT  IRON  OF  THE  AMERICAN  SOCIETY  FOR 
TESTING  MATERIALS. 

A    Bequibkments  fob  Bolled  Babs 

I    Manufaotube 

121  Process.  The  iron  shall  be  made  wholly  from  puddled  iron 
or  knobbled  charcoal  iron,  and  shall  be  free  from  any  admixture  of 
iron  scrap  or  steel. 

122  Iron  Scrap.  This  term  applies  only  to  foreign  or  bought 
scrap  and  does  not  include  local  mill  products  free  from  foreign  or 
bought  scrap. 

II    Physical  Pbopebtibs  and  Tests 

123  Tension  Tests,  a  The  iron  shall  conform  to  the  following 
requirements  as  to  tensile  properties: 

Tensile  strength,  lb.  per  sq.  in 48,000-52,000 

Yield  pointy  min.,  lb.  per  sq.  in 0.6  tens.  str. 

Elongation  in  8  in.,  min.,  per  cent 28 

Seduction  of  area,  min.,  per  cent 45 

h  The  yield  point  shall  be  determined  by  the  drop  of  the  beam 
of  the  testing  machine.  The  speed  of  the  cross-head  of  the  machine 
shall  not  exceed  V/^  in.  per  minute. 

124  Bend  Tests,  a  Cold-bend  Tests — The  test  specimen  shall 
bend  cold  through  180  deg.  flat  on  itself  without  cracking  on  the  out- 
side of  the  bent  portion. 

b  Hot-bend  Tests — The  test  specimen^  when  heated  to  a  bright 
cherry  red,  shall  bend  through  ISO  deg.  flat  on  itself,  without  fracture 
on  the  outside  of  the  bent  portion. 

c  Nick-bend  Tests — The  test  specimen,  when  nicked  25  per  cent 
around  with  a  tool  having  a  60-deg.  cutting  edge,  to  a  depth  of  not 
less  than  8  nor  more  than  16  per  cent  of  the  diameter  of  the  specimen, 
and  broken,  shall  show  a  wholly  fibrous  fracture. 

d    Bend  tests  may  be  made  by  pressure  or  by  blows. 
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125  Etch  T*ests.^  The  cross-section  of  the  test  specimen  shall  be 
ground  or  polished,  and  etched  for  a  sufficient  period  to  develop  the 
structure.    This  test  shall  show  the  material  to  be  free  from  steel. 

126  Test  Specimens.  All  test  specimens  shall  be  of  the  full  sec- 
tion of  material  as  rolled. 

127  Number  of  Tests,  a  Bars  of  one  size  shall  be  sorted  into 
lots  of  100  each.  Two  bars  shall  be  selected  at  random  from  each  lot 
or  fraction  thereof,  and  tested  as  specified  in  Pars.  123  and  124 ;  but 
only  one  of  these  bars  shall  be  tested  as  specified  in  Par.  125. 

h  If  any  test  specimen  from  either  of  the  bars  originally  selected 
to  represent  a  lot  of  material,  contains  surface  defects  not  visible  before 
testing  but  visible  after  testing,  or  if  a  tension  test  specimen  breaks 
outside  the  middle  third  of  the  gage  length,  one  retest  from  a  different 
bar  will  be  allowed. 

Til     Permissible  Variations  in  Gage 

128  Permissible  Vartatioris.  The  gage  of  each  bar  shall  not  vary 
more  than  0.01  in.  from  that  specified. 

IV  Finish 

129  Finish.  The  bars  shall  be  smoothly  rolled  and  free  from 
slivers,  depressions,  seams,  crop  ends  and  evidences  of  being  burnt. 

V  Marking 

130  Marking.  Tlie  bars  shall  be  stamped  or  marked  as  desig- 
nated by  the  purchaser. 

VI     Inspection  and  Kejection 

131  Inspection,  a  The  inspector  representing  the  purchaser 
shall  have  free  entry  at  all  times,  while  work  on  the  contract  of  the 
purchaser  is  being  performed,  to  all  parts  of  the  manufacturer's  works 
which  concern  the  manufacture  of  the  material  ordered.  The  manu- 
facturer shall  afford  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  material  is  being  furnished  in  accordance  with 


^A  aolution  of  two  parts  water,  one  part  concentrated  hydrochloric  acid,  and  one  part  concen- 
trated sulphuric  acid  is  recommended  for  the  etch  test. 
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these  specifications.  Tests  and  inspection  at  the  place  of  manufacture 
shall  be  made  prior  to  shipment. 

b  The  purchaser  may  make  the  tests  to  govern  the  acceptance  or 
rejection  of  material  in  his  own  laboratory  or  elsewhere.  Such  tests, 
however,  shall  be  made  at  the  expense  of  the  purchaser. 

13^2  Rejection,  If  either  of  the  test  bars  selected  to  represent  a 
lot  does  not  conform  to  the  requirements  specified  in  Pars.  123,  IM 
and  125,  the  lot  will  be  rejected. 

B    Rkquikements  for  Bivets 
I    Physical  Properties  and  Tests 

133  Number  of  Tests.  When  specified,  three  rivets  of  each  di- 
ameter shall  be  taken  at  random  from  each  lot  offered  for  inspection, 
and  if  they  fail  to  stand  the  following  tests  the  lot  will  be  rejected. 

134  Bend  Tests,  a  The  rivet  shank  shall  bend  cold  through 
180  deg.  flat  on  itself,  as  shown  in  Fig.  2,  without  cracking  on  the  out- 
side of  the  bent  portion. 

b  The  heads  must  stand  bending  back,  showing  that  they  are 
firmly  joined. 

c  When  nicked  and  broken  gradually  the  fracture  must  show  a 
clean,  long  and  fibrous  iron. 

II    Workmanship  and  Finish 

135  Workmanship.  The  rivets  shall  be  true  to  form,  concentric, 
and  shall  be  made  in  a  workmanlike  manner. 

136  Finish.  The  finished  rivets  shall  be  free  from  injurious  de- 
fects. 

Ill    Inspection  and  Rejection 

137  Inspection.  The  inspector  representing  the  purchaser,  shall 
have  free  entry  at  all  times,  while  work  on  the  contract  of  the  pur- 
chaser is  being  performed,  to  all  parts  of  the  manufacturer's  works 
which  concern  the  manufacture  of  the  rivets  ordered.  The  manu- 
facturer shall  afford  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  rivets  are  being  furnished  in  accordance  witli 
these  specifications.     All  tests  and  inspection  shall  be  made  at  the 
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place  of  manufacture  prior  to  shipment,  unless  otherwise  specified,  and 
shall  be  so  conducted  as  not  to  interfere  imnecessarily  with  the  opera- 
tion of  the  works. 

13i8  Rejection.  Rivets  which  show  injurious  defects  subsequent 
to  their  acceptance  at  the  manufacturer's  works  will  be  rejected,  and 
the  manufacturer  shall  be  notified. 


SPECIFICATIONS  FOR  STAYBOLT  IRON 

THESE  SPECIFICATIONS  AEE  IDENTICAL  WITH  THOSE  OF  THE 
AMERICAN  SOCIETY  FOE  TESTING  MATERIALS,  SERIAL  DESIGNATION 
A    89-14. 

I   'Manufacture 

130  Process.  The  iron  shall  be  rolled  from  a  bloom  or  boxpiie, 
made  wholly  from  puddled  iron  or  knobbled  charcoal  iron.  The 
puddle  mixture  and  the  component  parts  of  the  bloom  or  boxpile  shall 
be  free  from  any  admixture  of  iron  scrap  or  steel. 

140  Definition  of  Terms,  a  Bloom — A  bloom  is  a  solid  mass  of 
iron  that  has  been  hammered  into  a  convenient  size  for  rolling. 

b  Boxpile — 'A  boxpile  is  a  pile,  the  sides,  top  and  bottom  of  which 
are  formed  by  four  flat  bars  and  the  interior  of  which  consists  of  a 
number  of  small  bars  the  full  length  of  the  pile. 

c  Iron  Scrap — This  term  applies  only  to  foreign  or  purchased 
scrap  and  does  not  include  local  mill  products  free  from  foreign  or 
purchased  scrap. 

II    Physcial  Properties  and  Tests 

14:1  Tension  Te-sts.  a  The  iron  shall  conform  to  tlie  following 
requirements  as  to  tensile  properties: 

Tensile  strength,  lb.  per  sq.  in 49,000-o3,000 

Yield  point,  min.,  lb.  per  sq.  in 0.6  tens.  str. 

Elongation  in  S  in.,  min.,  per  cent 30 

Reduction  of  area,  min.,  per  cent 48 

6  The  yield  point  shall  be  determined  by  the  drop  of  the  beam 
of  the  testing  machine.  The  speed  of  the  cross-head  of  the  machine 
shall  not  exceed  1^  in.  per  minute. 


NEW  INSTALLATIONS,  PART  I,  SBCTION  I,  PO¥rER  BOILERS      1009 

142  Bend  Tests,  a  Cold-bend  Tests — The  test  specimen  shall 
end  cold  through  1-80  deg.  flat  on  itself  in  both  directions  without 
racture  on  the  outside  of  the  bent  portion. 

b  Quench'bend  Tests — The  test  specimen,  when  heated  to  a  yel- 
>w  heat  and  quenched  at  once  in  water  the  temperature  of  which  is 
etween  80  deg.  and  90  deg.  fahr.,  shall  bend  through  180  deg.  flat  on 
;self  without  fracture  on  the  outside  of  the  bent  portion. 

c  Nick-bend  Tests — The  test  specimen,  when  nicked  25  per  cent 
round  with  a  tool  having  a  60-deg.  cutting  edge,  to  a  depth  of  not 
588  than  8  nor  more  than  16  per  cent  of  the  diameter  of  the  specimen, 
nd  broken,  shall  show  a  clean  fiber  entirely  free  from  crystallization. 

d    Bend  tests  may  be  made  by  pressure  or  by  blows. 

143  Etch  Tests.^  The  cross-section  of  the  test  specimen  shall  be 
round  or  polished,  and  etched  for  a  sufficient  period  to  develop  the 
tructure.    This  test  shall  show  the  material  to  have  been  rolled  from 

bloom  or  a  boxpile,  and  to  be  free  from  steel. 

144  Test  Specimens.  All  test  specimens  shall  be  of  the  full  sec- 
ion  of  material  as  rolled. 

145  Number  of  Tests,  a  Bars  of  one  size  shall  be  sorted  into 
>ts  of  100  each.  Two  bars  shall  be  selected  at  random  from  each  lot 
r  fraction  thereof,  and  tested  as  specified  in  Pars.  141  and  142;  but 
nly  one  of  these  bars  shall  be  tested  as  specified  in  Par.  143. 

b  If  any  test  specimen  from  either  of  the  bars  originally  selected 
3  represent  a  lot  of  material,  contains  surface  defects  not  visible  be- 
3re  testing  but  visible  after  testing,  or  if  a  tension  test  specimen 
reaks  outside  the  middle  third  of  the  gage  length,  one  retest  from  a 
ifferent  bar  will  be  allowed. 

c  When  retests  as  specified  in  6  are  not  permitted,  a  reduction 
f  2  per  cent  in  elongation  and  3  per  cent  in  reduction  of  area  from 
fiat  specified  in  Par.  141,  shall  be  allowed. 


Ill    Permissible  Variations  in  Gage 

146  Permissible  Variations.  The  bars  shall  be  truly  round 
dthin  0.01  in.,  and  shall  not  vary  more  than  0.005  in.  above  or  more 
han  0.01  in.  below  the  specified  size. 


>A  solution  of  two  parts  water,  one  part  concentrated  hydrochloric  acid,  and  one  part  oonoeQ- 
atad  sulphitric  aoid  is  recommended  tor  the  etch  test. 
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IV  Finish 

147  Finish.    The  bars  shall  be  smoothly  rolled  and  free  from 
slivers,  depressions,  seams,  crop  ends  and  evidences  of  being  burnt. 

V  Marking 

148  Marking.  The  bars  shall  be  stamped  or  marked  as  desig- 
nated by  the  purchaser. 

VI     Inspection  and  Rejection 

149  Inspection,  a  The  inspector  representing  the  purchaser 
shall  have  free  entry,  at  all  times  while  work  on  the  contract  of  the 
purchaser  is  being  performed,  to  all  parts  of  the  manufacturer's  works 
which  concern  the  manufacture  of  the  material  ordered.  The  manu- 
facturer shall  afford  the  inspector,  free  of  cost,  all  reasonable  facilities 
to  satisfy  him  that  the  material  is  being  furnished  in  accordance  with 
these  specifications.  Tests  and  inspection  at  the  place  of  manufacture 
shall  be  made  prior  to  shipment. 

b  The  purchaser  may  make  the  tests  to  govern  the  acceptance  ur 
rejection  of  material  in  his  own  laboratory  or  elsewhere.  Sucli  tests, 
liowever,  shall  be  made  at  the  expense  of  the  purchaser. 

150  Rejection,  a  If  either  of  the  test  bars  selected  to  represent 
a  lot  does  not  conform  to  the  requirements  specified  in  Pars.  141,  142 
and  143,  the  lot  will  be  rejected. 

b  Bars  which  will  not  take  a  clean,  sharp  thread  with  dies  in  fair 
condition,  or  which  develop  defects  in  forging  or  machining;,  will  be 
rejected,  and  the  manufacturer  shall  be  notified. 
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SPECIFICATIONS  FOR  REFINED  WROUGHT-IRON 

BARS 

THESE  SPECIFICATIONS  ARE  SIMILAB  TO  THOSE  OF  THE  AMERICAN 
OCIETY  FOR  TESTING  MATERIALS,  SERIAL  DESIGNATION  A  41-lS. 

I    Manufaotube 

151  Process.  Refined  wrought-iron  bars  shall  be  made  wholly 
rom  puddled  iron,  and  may  consist  either  of  new  muck-bar  iron  or  a 
nixture  of  muck-bar  iron  and  scrap,  but  shall  be  free  from  any  ad- 
iiixture  of  steel. 

II    Physical  Properties  and  Tests 

152  Tension  Tests,  a  The  iron  shall  conform  to  the  following 
uinimum  requirements  as  to  tensile  properties. 

Tensile  strength,  lb.  per  sq.  in 48,000 

(See  Pars.  153  and  154.) 

ifield  point,  lb.  per  sq.  in 25,000 

Slongation  in  8  in.,  per  cent 22 

(See  Par.  165.) 

b  The  yield  point  shall  be  determined  by  the  drop  of  the  beam 
>f  the  testing  machine.  The  speed  of  the  cross-head  of  the  machine 
jhall  not  exceed  1%  in.  per  minute. 

153  Permissible  Variations.  Twenty  per  cent  of  the  test  speci- 
oiens  representing  one  size  may  show  tensile  strengths  1000  lb.  per 
jq.  in.  under,  or  5000  lb.  per  sq.  in.  over  that  specified  in  Par.  152 ; 
3ut  no  specimen  shall  show  a  tensile  strength  under  45,000  lb.  per 
H].  in. 

154  Modifications  in  Tensile  Strength.  For  flat  bars  which  have 
to  be  reduced  in  width,  a  deduction  of  1000  lb.  per  sq.  in.  from  the 
tensile  strength  specified  in  Pars.  152  and  153,  shall  be  made. 

155  Pefmissible  Variations  in  Elongation.  Twenty  per  cent  of 
the  test  specimens  representing  one  size  may  show  the  following  per- 
I'entages  of  elongation  in  8  in. : 

ROUND  BARS 

^  in.  or  over,  tested  as  rolled 20  per  cent 

[Jnder  %  in.,  tested  as  rolled 16  per  cent 

Seduced  by  machining 18  per  cent 
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FLAT  BARS 

%  in.  or  over,  tested  as  rolled 18  per  cent 

Under  %  in.,  tested  as  rolled 16  per  cent 

Reduced  bj  machining 16  per  cent 

156  Bend  Tests,  a  Cold-bend  Tests — Cold  bend  tests  will  be 
made  only  on  bars  having  a  nominal  area  of  4  sq.  in.  or  under,  in 
which  case  the  test  specimen  shall  bend  cold  through  180  deg.  without 
fracture  on  the  outside  of  the  bent  portion,  around  a  pin  the  diameter 
of  which  is  equal  to  twice  the  diameter  or  thickness  of  the  specimen. 

b  Ilot-bend  Tests — The  test  specimen,  when  heated  to  a  tempera- 
ture between  1700  deg.  and  1800  deg.  fahr.,  shall  bend  through  180 
deg.  without  fra'cture  on  the  outside  of  the  bent  portion,  as  follows: 
for  round  bars  under  2  sq.  in.  in  section,  flat  on  itself;  for  round  bars 
2  sq.  in.  or  over  in  section  and  for  all  flat  bars,  around  a  pin  the 
diameter  of  which  is  equal  to  the  diameter  or  thickness  of  the  specimen. 

c  Nick-bend  Tests — The  test  specimen,  when  nicked  26  per  cent 
around  for  round  bars,  and  along  one  side  for  flat  bars,  with  a  tool 
having  a  60-deg.  cutting  edge,  to  a  depth  of  not  less  than  8  nor  more 
than  16  per  cent  of  the  diameter  or  thickness  of  the  specimen,  and 
broken,  shall  not  show  more  than  10  per  cent  of  the  fracture  surface 
to  be  crystalline. 

d    Bend  tests  may  be  made  by  pressure  or  by  blows. 

157  Etch  Tests}  The  cross-section  of  the  test  specimen  shall  be 
ground  or  polished,  and  etched  for  a  sufficient  period  to  develop  the 
structure.    This  test  shall  show  the  material  to  be  free  from  steel. 

158  Test  Specimens,  a  Tension  and  bend  test  specimens  shall 
be  of  the  full  section  of  material  as  rolled,  if  possible;  otherwise  the 
specimens  shall  be  machined  from  the  material  as  rolled.  The  axis 
of  the  specimen  shall  be  located  at  any  point  one-half  the  distiiiu^ 
from  the  center  to  the  surface  of  round  bars,  or  from  the  center  to 
the  edge  of  flat  bars,  and  shall  be  parallel  to  the  axis  of  the  bar. 

b  Etch  test  specimens  sliall  be  of  the  full  section  of  material  as 
rolled. 

159  Number  of  Tests,  a  All  bars  of  one  size  shall  be  piled 
separately.  One  bar  from  each  100  or  fraction  thereof  will  be  selected 
at  random  and  tested  as  specified. 

b  If  any  test  specimen  from  the  bar  originally  selected  to  repre- 
sent a  lot  of  material  contains  surface  defects  not  visible  before  test- 


lA  solution  of  two  part^  water,  one  part  concentrated  hydrochloric  acid,  and  one  part  con- 
centrated sulphuric  acid  is  recommended  for  the  etch  test. 
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ing  but  visible  after  testing,  or  if  a  tension  test  specimen  breaks  outside 
the  middle  third  of  the  gage  length,  one  retest  from  a  different  bar 
will  be  allowed. 


Ill    Permissible  Variations  in  Gage 

160  Permissible  Variatiotis,  a  Round  bars  shall  conform  to  the 
standard  limit  gages  adopted  by  the  Master  Car  Builders'  Association 
given  in  Table  2. 

TABLE  2    PERMISSI BLE  VARIATIONS  IN  QAQE  FOR  ROUND  WROUQHT-IRON  BARS 


Duuneter. 
InebM 

Maximum 

Diameter, 

Inches 

Minimum 

Diameter, 

Inohee 

ToUl 

Variation, 

Inches 

IV 

0.2550 
0.3180 
0.3810 
0.4440 
0  5070 
0.5700 
0.0330 
0.7585 
0.8840 
1.0005 
1.1350 
1.2605 

0.2450 
0.3070 
0.3000 
0.4310 
0.4930 
0.5550 
0.6170 
0.7415 
0.8660 
0.9005 
1.1150 
1.2895 

0.010 

^*    **']       J"  •  •  • 

0.011 

£2 

0.012 

2 .'*! 

0.013 

J5 1 

0.014 

• 

0.015 

§» 

0.016 

•7 

0.017 

|5 

0.018 

1     

0.019 

lu 

0.020 

i>J::::::::::::::::::;;::::::::::::: 

0.021 

b  The  widths  or  thicknesses  of  flat  bars  shall  not  vary  more  than 
2  per  cent  from  that  specified. 

IV    Finish 

161  Finish.  Tlie  bars  shall  be  smoothly  rolled  and  free  from 
slivers,  depressions,  seams,  crop  ends  and  evidences  of  being  burnt. 

V    Inspection  and  Rejection 

162  Inspection,  a  The  inspector  representing  the  j)urchaser 
shall  have  free  entry,  at  all  times  while  work  on  the  contract  of  the 
purchaser  is  being  performed,  to  all  parts  of  the  manufacturer's 
works  which  concern  the  manufacture  of  the  material  ordered.  The 
manufacturer  shall  afford  the  inspector,  free  of  cost,  all  reasonable 
facilities  to  satisfy  him  that  the  material  is  being  furnished  in  ac- 
cordance with  these  specifications.  Tests  and  inspection  at  the  place 
of  manufacture  shall  be  made  prior  to  shipment. 

b  The  purchaser  may  make  the  tests  to  govern  tlie  ac(reptance 
or  rejection  of  material  in  his  own  laboratory  or  elsewhere.  Such 
tests,  however,  shall  be  made  at  the  expense  of  the  purchaser. 
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163  Rejection.  All  bars  of  one  size  will  be  rejected  if  the  test 
specimens  representing  that  size  do  not  conform  to  the  requirements 
specified. 


SPECIFICATIONS  FOR  LAPWELDED  AND  SEAMLESS 

BOILER  TUBES 

Approved  by  the  Boiler  Tube  Manufacturers  of  America 

September  26,  1914 

I    Manufacture 

164  Process,  a  Lap  welded  tubes  shall  be  made  of  open-hearth 
steel  or  knobbled  hammered  charcoal  iron. 

6     Seamless  tubes  shall  be  made  of  open-hearth  steel. 

II    Chemical  Properties  and  Tests 

165  Chemical  Composition,  a  The  steel  shall  conform  to  the 
following  requirements  as  to  chemical  composition: 

Carbon     0.08-0.18     per  cent 

Manganese    0.30-0.50     per  cent 

Phosphorua    not  over  0.04    per  cent 

Sulphur    not  over  0.045  per  cent 

b     Chemical  analyses  will  not  be  required  for  charcoal  iron  tubes. 

166  Chech  Analyses,  a  Analyses  of  two  tubes  in  each  lot  of 
250  (or  on  total  order  if  less  than  2-50 )  may  be  made  by  the  purchaser 
which  shall  conform  to  the  requirements  specified  in  Par.  165.  Drill- 
ings for  analyses  shall  be  taken  from  several  points  around  each  i\\\w. 

b  If  the  analysis  of  only  one  tube  does  not  conform  to  the  re- 
quirements specified,  analyses  of  two  additional  tubes  from  the  same 
lot  shall  be  made,  each  of  which  shall  conform  to  the  requirement* 
specified. 

Ill     Physical  Properties  and  Tests 

167  Flange  Test,  a  A  test  specimen  not  less  than  4  in.  in  length 
shall  have  a  flange  turned  over  at  right  angles  to  the  body  of  the  tube 
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irithoat  ebowing  cracks  or  flaws.  Thie  flange  as  measured  from  the 
outside  of  the  tube  shall  be  %  in.  wide. 

b  In  making  the  flange  test,  the  flaring  tool  and  die  block  as 
shown  in  Fig.  7,  may  be  used. 

168  Flattening  Tests.  A  test  specimen  3  in.  in  length  shall 
stand  hammering  flat  until  the  inside  walls  are  brought  parallel  and 
separated  by  a  distance  equal  to  three  (3)  times  the  wall  thickness, 
without  showing  cracks  or  flaws.  In  the  case  lapwelded  tubes,  the 
test  shall  be  made  with  the  weld  at  the  point  of  maximum  bend. 


FLARING  TOOL 
A  •  OS.  Dram,  of  Tubt  leas  i  " 

« "  r 

C  .    "  -       ..      -  ^M  4' 

Fio.  7    Details  of  Fubino  Tool  anp  Die  Block  Requibed  i 
Flakqb  Tests  of  Boileb  Tubes 


169  Hydrostatic  Tests.  Tubes  under  5  in.  in  diameter  shall  stand 
an  internal  hydrostatic  pressure  of  1000  lb.  per  sq.  in.  and  tubes  5  in. 
in  diameter  or  over,  an  internal  hydrostatic  pressure  of  800  lb.  per  sq. 
in.  Lapwelded  tubes  shall  be  struck  near  both  ends,  while  under  pres- 
sure, with  a  two-pound  hand  hammer  or  the  equivalent. 

170  Test  Specimens,  a  All  test  specimens  shall  be  taken  from 
tubes  before  being  cut  to  finished  lengths  and  shall  be  smooth  on  the 
ends  and  free  from  burrs,    h    All  teats  shall  be  made  cold. 

171  Number  of  Tests.  One  flange  and  one  flattening  test  shall 
be  made  from  each  of  two  tubes  in  each  lot  of  &50  or  less.  Each  tube 
shall  be  subjected  to  the  hydrostatic  t«st. 

172  Eetests.  If  the  result  of  the  physical  tests  of  only  one  tube 
from  any  lot  do  not  conform  to  the  requirements  specified  in  Pars.  167 
and  168,  retests  of  two  additional  tubes  from  the  same  lot  shall  be 
made,  each  of  which  shall  conform  to  the  nquirements  specifled. 
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ETOH  TESTS  FOB  OHABCOAL  IRON 

173  Etch  Tests.^  A  cross  section  of  tube  may  be  turned  or 
ground  to  a  perfectly  true  surface  polished  free  from  dirt  or  cracks, 
and  etched  until  the  soft  parts  are  suflSciently  dissolved  for  the  iron 
tube  to  show  a  decided  ridged  surface  with  the  weld  very  distinct, 
while  a  steel  tube  would  show  a  homogeneous  surface. 

IV    Workmanship  and  Finish 

174  Workmanship.  The  finished  tubes  shall  be  circular  within 
0.02  in.  and  the  mean  outside  diameter  shall  not  vary  more  than  O.Qlo 
in.  from  the  size  ordered.  All  tubes  shall  be  carefully  gaged  with  a 
B.W.G.  gage  and  shall  not  be  less  than  the  gage  specified,  except 
the  tubes  on  which  the  standard  slot  gage,  specified,  will  go  on 
tightly  at  the  thinnest  point,  will  be  accepted.  The  length  shall  not 
be  less,  but  may  be  0.125  in.  more  than  that  ordered. 

175  Finish.  The  finished  tubes  shall  be  free  from  injurious  de- 
fects and  shall  have  a  workmanlike  finish  and  shall  be  practically  free 
from  kinks,  bends  and  buckles. 

V    Marking 

176  Marking.  The  name  or  brand  of  the  manufacturer,  the  ma- 
terial from  which  it  is  made,  whether  steel  or  charcoal  iron,  and 
"Tested  at  1000  lb/'  for  tubes  under  5  in.  in  diameter,  or  "Tested  at 
800  lb."  for  tubes  5  in.  in  diameter  or  over,  shall  be  legibly  stenciled 
on  each  tube. 

VI    Inspection  and  Rejection 

177  Inspection.  All  tests  and  inspection  shall  be  made  at  tlie 
place  of  manufacture.  The  manufacturer  of  boiler  tubes  shall  furnish 
the  purchaser  of  each  lot  of  tubes  a  statement  of  the  kind  of  material 
of  wliich  the  tubes  are  made,  and  that  the  tubes  have  been  tested  and 
have  met  all  the  requirements  of  these  rules.  This  statement  shall  be 
furnished  to  the  manufacturer  using  the  tubes. 

178  Rejection.  Tubes  when  inserted  in  the  boiler  shall  stand 
expanding  and  beading  without  showing  cracks  or  flaws,  or  opening 
at  the  weld.  Tubes  which  fail  in  this  manner  will  be  rejected  and  the 
manufacturer  shall  be  notified. 


1 A  solution  of  two  parts  of  water,  one  part  concentrated  hydrochloric  acid,  and  one  part 
concentrated  sulphuric  acid  is  recommended  for  the  etch  teat. 
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CONSTBUOTION  AND  MAXIMUM  ALLOWABLE  WOREINQ   PRESSURES 

JOR  Power  Boilers 

179  Maximum  Allowable  Working  Pressure.  The  maximum  al- 
lowable working  pressure  is  that  at  which  a  boiler  may  be  operated  as 
determined  by  employing  the  factors  of  safety,  stresses,  and  dimensions 
designated  in  these  Rules. 

No  boiler  shall  be  operated  at  a  higher  pressure  than  the  maxi- 
mum allowable  working  pressure  except  when  the  safety  valve  or 
valves  are  blowing,  at  which  time  the  maximum  allowable  working 
pressure  shall  not  be  exceeded  by  more  than  six  per  cent. 

Wherever  the  term  maximum  allowable  working  pressure  is  used 
herein,  it  refers  to  gage  pressure,  or  the  pressure  above  the  atmosphere, 
in  pounds  per  square  inch. 

180  The  maximum  allowable  working  pressure  on  the  shell  of  a 
boiler  or  drum  shall  be  determined  by  the  strength  of  the  weakest 
course,  computed  from  the  thickness  of  the  plate,  the  tensile  strength 
stamped  thereon,  as  provided  for  in  Par.  36,  the  efficiency  of  the 
longitudinal  joint,  or  of  the  ligament  between  the  tube  holes  in  shell 
or  drum,  (whichever  is  the  least),  the  inside  diameter  of  the  course, 
and  the  factor  of  the  safety. 

TSXtXE 

-— — — — -  =  maximum  allowable  working  pressure,  lb.  per  sq.  in. 

where 

T8  =  ultimate  tensile  strength  stamped  on  shell  plates^  as 
provided  for  in  Par.  3i6,  lb.  per  sq.  in. 

t  =  minimum  thickness  of  shell  plates  in  weakest  course,  in. 

E  =  efficiency  of  longitudinal  joint  or  of  ligaments  between 
tube  holes  (whichever  is  the  least) 

R  =  inside  radius  of  the  weakest  course  of  the  shell  or 
drum,  in. 

FS  =  factor  of  safety,  or  the  ratio  of  the  ultimate  strength  of 
the  material  to  the  allowable  stress.  For  new  con- 
structions covered  in  Part  I,  F8  in  the  above  for- 
mula =  5. 
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Boiler  Joints 

181  Efficiency  of  a  Joint.  The  eflBciency  of  a  joint  is  the  ratio 
which  the  strength  of  the  joint  bears  to  the  strength  of  the  solid 
plate.  In  the  ease  of  a  riveted  joint  this  is  determined  by  calculating 
the  breaking  strength  of  a  unit  section  of  the  joint,  considering  each 
possible  mode  of  failure  separately,  and  dividing  the  lowest  result  by 
the  breaking  strength  of  the  solid  plate  of  a  length  equal  to  that  of  the 
section  considered.  (See  Appendix,  Par.  410  to  416,  for  detailed 
methods  and  examples.) 

1B2  The  distance  between  the  center  lines  of  any  two  adjacent 
rows  of  rivets,  or  the  "back  pitch*'  measured  at  right  angles  to  the 
direction  of  the  joint,  shall  be  at  least  twice  the  diameter  of  the  rivets 
and  shall  also  meet  the  following  requirements : 

a  Where  each  rivet  in  the  inner  row  comes  midway  between 

two  rivets  in  the  outer  row,  the  sum  of  the  two  diagonal 

sections  of  the  plate  between  the  inner  rivet  and  the  two 

outer  rivets  shall  be  at  least  20  per  cent  greater  than  the 

section  of  the  plate  between  the  two  rivets  in  the  outer 

row. 

b  Where  two  rivets  in  the  inner  row  come  between  two  rivets 

in  the  outer  row,  the  sum  of  the  two  diagonal  sections  of 

the  plate  between  the  two  inner  rivets  and  the  two  rivets 

in  the  outer  row  shall  be  at  least  20  per  cent  greater  than 

the  difference  in  the  section  of  the  plate  between  the  two 

rivets  in  the  outer  row  and  the  two  rivets  in  the  inner  row. 

183     On  longitudinal  joints,  the  distance  from  the  centers  of 

rivet  holes  to  the  edges  of  the  plates,  except  rivet  holes  in  the  ends  of 

butt  straps,  shall  be  not  less  than  one  and  one-half  times  the  diameter 

of  the  rivet  holes. 

.184  a  Circumferential  Joints,  The  strength  of  circumferential 
joints  of  boilers,  the  heads  of  which  are  not  stayed  by  tubes  or  through 
braces  shall  be  at  least  50  per  cent  that  of  the  longitudinal  joints  of  the 
same  structure. 

b  When  50  per  cent  or  more  of  the  load  which  would  act  on  an 
unstayed  solid  head  of  the  same  diameter  as  the  shell,  is  relieved  by  the 
effect  of  tubes  or  through  stays,  in  consequence  of  the  reduction  of  the 
area  acted  on  by  the  pressure  and  the  holding  power  of  the  tubes  and 
stays,  the  strength  of  the  circumferential  joints  in  the  shell  shall  be 
at  least  35  per  cent  that  of  the  longitudinal  joints. 

185    When  shell  plates  exceed  9/16  in.  in  thickness  in  horizontal 
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return  tubular  boilers,  the  portion  of  the  plates  forming  the  laps  of  the 
circumferential  joints,  where  exposed  to  the  fire  or  products  of  com- 
bustion, shall  be  planed  or  milled  down  as  shown  in  Fig.  8,  to  %  in. 
in  thickness,  provided  the  requirement  in  Par.  184  is  complied  with. 

186  Welded  Joints.  The  ultimate  tensile  strength  of  a  longi- 
tudinal joint  which  has  been  properly  welded  by  the  forging  process, 
shall  be  taken  as  28,500  lb.  per  sq.  in.^  with  steel  plates  having  a  range 
in  tensile  strength  of  47,000  to  55,000  lb.  per  sq.  in. 

187  Longitvdinal  Joints.  The  longitudinal  joints  of  a  shell  or 
drum  which  exceeds  36  in.  in  diameter,  shall  be  of  butt  and  double- 
strap  construction. 

188  The  longitudinal  joints  of  a  shell  or  drum  which  does  not 


flo.  8    olbcumferbntial  joint  for  thick  plates  of  horizontal  return 

Tubular  Boilers 


exceed  36  in.  in  diameter,  may  be  of  lap-riveted  construction ;  but  the 
maximum  allowable  working  pressure  shall  not  exceed  100  lb.  per 
sq.  in. 

180  The  longitudinal  joints  of  horizontal  return  tubular  boilers 
shall  be  located  above  the  fire-line  of  the  setting. 

190  A  horizontal  return  tubular  boiler  on  which  a  longitudinal 
lap  joint  is  permitted  shall  not  have  a  course  over  12  ft.  in  length. 
With  butt  and  double-strap  construction,  longitudinal  joints  of  any 
length  may  be  used  provided  the  plates  are  tested  transversely  to 
the  direction  of  rolling,  which  tests  shall  show  the  standards  pre- 
scribed under  the  Specifications  of  Boiler  Plate  Steel. 

191  Butt  straps  and  the  ends  of  shell  plates  forming  the  longi- 
tudinal joints  shall  be  rolled  or  formed  by  pressure,  not  blows,  to  the 
proper  curvature. 
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LlOAKENTB 

19i^    Efficiency  of  Ligament.    When  a  shell  or  drum  is  drilled  for 

tubes  in  a  line  parallel  to  the  axis  of  the  shell  or  drum,  the  efiSciency 

of  the  ligament  between  the  tube  holes  shall  be  determined  as  follows: 

a  When  the  pitch  of  the  tube  holes  on  every  row  is  equal  (Fig. 

9),  the  formula  is: 


where 


i =  efficiency  of  ligament 


p  =  pitch  of  tube  holes,  in. 
d  =  diameter  of  tube  holes,  in. 


LongifvSnhal  Line  ^ 

Fig.  9    Example  of  Tubs  Spacing  with  Pitch  of 
Holes  Equal  in  Evert  Bow 

Example:  Pitch  of  tube  holes  in  the  drum  as  shown  in  Pig.  9 
=  5^  in.  Diameter  of  tubes  =  3^4  u^-  Diameter  of  tube  holes  = 
3  9/32  in. 

jy-d       5.25— 3.2S1         ^_^     ^  .  ... 

-' = =  0.375,  eflBciency  of  ligament 

p  t}..4o 


0-g^©-<^ -9>^)-$-^- 


Mong/fucfma/  Line 


Fig.  10    Example  of  Tube  Spacing  with  Pitch 
OF  Holes  Unequal  in  Evert  Second  Bow 


h  Wlieii  tlie  pitch  of  tube  holes  on  any  one  row  is  unequal  (as 
in  Figs.  10  or  11),  the  formula  is: 

f—^ —  =  eflBciency  of  ligament 
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where 

p  =  unit  length  of  ligament,  in. 

n  =  number  of  tube  holes  in  length,  p. 

d  =  diameter  of  tube  holes,  in. 

Example:    Spacing  shown  in  Pig.  10.    Diameter  of  tube  holes  = 
3  9/a2  in. 

p-^d       J2— 2X3.2ai  «,  .  ,  . 
=i T^ =  0.4*53,  efficiency  of  ligament 

Example:    Spacing  shown  in  Fig.  11.     Diameter  of  tube  holes 
=  3  9/3^2  in. 


p—n  d       29.2.5—5X3.281 


=  0.430,  efficiency  of  ligament 


C>^-<B-®-©- 


„f.. 

Lonffifuellntil  Un€ 


Fio.  11    Example  of  Tubs  Spaoimo  with  Pitch  of  Holes 
Vabtino  in  Every  Second  and  Thibd  Bow 


193  When  a  shell  or  drum  is  drilled  for  tube  holes  in  a  line 
diagonal  with  the  axis  of  the  shell  or  drum  as  shown  in  Fig.  12,  the 
efficiency  of  the  ligament  between  the  tube  holes  shall  be  determined 
by  the  following  methods  and  the  lowest  value  used. 


a 


0.9d(pi— rf) 


=  efficiency  of  ligament 


h 
where 


=  efficiency  of  ligament 


Pi 
d 

P 


diagonal  pitch  of  tube  holes,  in. 
diameter  of  tube  holes,  in. 

longitudinal  pitch  of  tube  holes  or  distance  between 
centers  of  tubes  in  a  longitudinal  row,  in. 


The  constant  0.95  in  formula  a  applies  provided  ^  is  1.5  or  over. 
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Example:    Diagonal  pitch  of  tube  holes  in  drum  as  shown  in  Fig 
12  =  6.4:2  in. 

.  Diameter  of  tube  holes  =  4  1/S2  in. 
Longitudinal  pitch  of  tube  holes  =  11%  in. 

a  0.95{eA2-^Ml)  _  ^^^^  efficiency  of  ligament 


11.5—4.031 
11.5 


=  0.640,  efficiency  of  ligament 


The  value  determined  by  formula  a  is  the  least  and  is  the  oue  that 
shall  be  used  in  this  case. 


Longitudinal    Line ^ 

Fig.  12    Example  op  Tube  Spacing  with  Tube  Holes  on  Diagonal  Lines 


JDl  DomeH.  The  longitudinal  joint  of  a  dome  24  in.  or  over  iu 
diameter  sliall  be  of  butt  and  double-strap  construction,  and  its  flange 
shall  i)e  double  riveted  to  the  boiler  shell  when  the  maximum  allowable 
working  pressure  exceeds  100  lb.  per  sq.  in. 

The  longitudinal  joint  of  a  dome  less  than  5M  in.  in  diameter  may 
be  of  the  lap  type,  and  its  flange  may  be  single  riveted  to  the  boiler 
shell  provided  the  maximum  allowable  working  pressure  on  such  a 
dome  is  computed  with  a  factor  of  safety  of  not  less  than  8. 

The  dome  may  be  located  on  the  barrel  or  over  the  fire-lK)x  on 
traction,  portable  or  stationary  boilers  of  the  locomotive  type  up  to 
and  including  48  in.  barrel  diameter.  For  larger  barrel  diameters,  the 
dome  shjlll'be  placed  on  the  barrel. 
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« 

Dished  Heads 

195  Convex  Heads.  The  thickness  required  in  an  unstayed 
dished  head  with  the  pressure  on  the  concave  side,  when  it  is  a  seg- 
ment of  a  sphere,  shall  be  calculated  by  the  following  formula : 

.      5.5XPX2^    .   .. 
*-     2XTS     +^8 

where 

t  =  thickness  of  pla^e,  in. 

P  =  maximum  allowable  working  pressure,  lb.  per  sq.  in. 
TS  =  tensile  strength,  lb.  per  sq.  in. 
L  =  radius  to  which  the  head  is  dished,  in. 

Where  the  radius  is  less  than  80  per  cent  of  the  diameter  of  the 
shell  or  drum  to  which  the  head  is  attached  the  thickness  shall  be  at 
least  that  found  by  the  formula  by  making  L  equal  to  80  per  cent  of 
the  diameter  of  the  shell  or  drum. 

Concave  Heads.  Dished  heads  with  the  pressure  on  the  convex 
side  shall  have  a  maximum  allowable  working  pressure  equal  to  60 
per  cent  of  that  for  heads  of  the  same  dimensions  with  the  pressure 
on  the  concave  side. 

When  a  dished  head  has  a  manhole  opening,  the  thickness  as 
foimd  by  these  Rules  shall  be  increased  by  not  less  than  ^^  in. 

196  When  dished  heads  are  of  a  less  thickness  than  called  for 
by  Par.  196,  they  shall  be  stayed  as  flat  surfaces,  no  allowance  being 
made  in  such  staying  for  the  holding  power  due  to  the  spherical  forn!. 

197  The  corner  radius  of  an  unstayed  dished  head  measured  on 
the  concave  side  of  the  head  shall  not  be  less  than  lYo  in.  or  more 
tlian  4  in.  and  within  these  limits  shall  be  not  less  than  3  per  cent  of 
L  in  Par.  195. 

198  A  manhole  opening  in  a  dished  head  shall  be  flanged  to  a 
depth  of  not  less  than  three  times  the  thickness  of  the  head  measured 
from  the  outside. 

Braced  and  Stayed  Surfaces 

199  The  maximum  allowable  working  pressure  for  various 
thicknesses  of  braced  and  stayed  flat  plates  and  those  which  by  these 
Rules  required  staying  as  flat  surfaces  with  braces  or  staybolts  of  uni- 
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form  diameter   symmetrically  spaced,   shall   be   calculated  by  ilie 
formula : 


P' 


where 


P  =  maximum  allowable  working  pressure,  lb.  per  sq.  in. 

t  =  thickness  of  plate  in  sixteenths  of  an  inch 

P  =  maximum  pitch  measured  between  straight  lines  passing 
through  the  centers  of  the  staybolts  in  the  differoit 
rows,  which  lines  may  be  horizontal,  vertical  or  in- 
clined, in. 

0  =  112  for  stays  screwed  through  plates  not  over  7/16  in. 
thick  with  ends  riveted  over 

0  =  120  for  stays  screwed  through  plates  over  7/16  in.  thick 
with  ends  riveted  over 

C  =  135  for  stays  screwed  through  plates  and  fitted  with 
single  nuts  outside  of  plate 

C  =  175  for  stays  fitted  with  inside  and  outside  nuts  and 
outside  washers  where  the  diameter  of  washers  is  not 
less  than  OAp  and  thickness  not  less  than  t 

If  fiat  plates  not  less  than  %  in.  thick  are  strengthened  with  doubling 
plates  securely  riveted  thereto  and  having  a  thickness  of  not  less 
than  2/3  t,  nor  more  than  t,  then  the  value  of  ^  in  the  formula  shall 
be  %  of  the  combined  thickness  of  the  plates  and  the  values  of  C 
given  above  may  also  be  increased  15  per  cent. 

200  Staybolts,  The  ends  of  screwed  staybolts  shall  be  riveted 
over  or  upset  by  equivalent  process.  The  outside  ends  of  such  staybolts 
shall  be  drilled  with  a  hole  at  least  3/16  in.  diameter  to  a  depth  ex- 
tending ^  in.  beyond  the  inside  of  the  plates,  except  on  boilers  having 
a  grate  area  not  exceeding  15  sq.  ft.^  where  the  drilling  of  the  staybolts 
is  optional. 

201  When  channel  irons  or  other  members  are  securely  riveted 
to  the  boiler  heads  for  attaching  through  stays  the  transverse  stress 
on  such  members  shall  not  exceed  12,500  lb.  per  sq.  in.  In  computing 
the  stress,  the  section  modulus  of  the  member  shall  be  used  without 
addition  for  the  strength  of  the  plate.  The  spacing  of  the  rivets  over 
the  supported  surface  shall  be  in  conformity  with  that  specified  for 
staybolts. 
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2(^  The  ends  of  stays  fitted  with  nuts  shall  not  be  exposed  to 
the  direct  radiant  heat  of  the  fire. 

203  The  maximum  spacing  between  centers  of  rivets  attaching 
the  crowfeet  of  braces  to  the  braced  surface,  shall  be  determined  by 
the  formula  in  Par.  199,  usiiig  135  for  value  of  C, 

The  maximum  spacing  between  the  inner  surface  of  the  shell  and 
lines  parallel  to  the  surface  of  the  shell  passing  through  the  centers 
of  the  rivets  attaching  the  crowfeet  of  braces  to  the  head,  shall  be 
determined  by  the  formula  in  Par.  199,  using  160  for  the  value  of  C, 


TABLE  3     MAXIMUM  ALLOWABLE  PITCH,  IN  INCHES,  OF  SCREWED  STAYB0LT8, 

ENDS  RIVETED  OVER 


1 

Thickness  of  Plate,  In. 

Prenure, 
Lb.  per  Sq.  In. 

A 

H 

A 

H 

A 

1. 

H 

Maximum  Pitch  of  St 

.aybolta,  Ii 

100 

6H 
5 

4H 

4H 

4H 
4K 

4H 

4 

6H 
6 

6H 

6H 
5 

4H 
4H 
4H 
4H 
4K 
4 

7H 

110 

7 
6H 

8H 
8 

120 

126 

6H           7H 
6H           7H 
6H           7H 
6                 7H 

6H       !       6H 
6H           6H 

4H             6H 
1       4H       i       6^ 

1 

130 

1 

1 

140 

8H 

8 

7H 

7H 

7H 

7H 

7 

6H 

! 

1 

150 

i 

160 

170 

8H 
8H 
7% 
7H 

180 

190 

1   . 

200 

•  • 

1 

8H 

225 

7H         : 

6H       \ 

8 

250 

7H 

7 

300 

1         '• 
4>i 

5 

1 
l_ 

204  The  formula  in  Par.  199  was  used  in  computing  Table  3. 
Where  values  for  screwed  stays  with  ends  riveted  over  are  required  for 
conditions  not  given  in  Table  3,  they  may  be  computed  from  the 
formula  and  used,  provided  the  pitch  does  not  exceed  8^  in. 

205  The  distance  from  the  edge  of  a  staybolt  hole  to  a  straight 
line  tangent  to  the  edges  of  the  rivet  holes  may  be  substituted  for  p 
for  staybolts  adjacent  to  the  riveted  edges  bounding  a  stayed  surface. 
When  the  edge  of  a  stayed  plate  is  flanged,  p  shall  be  measured  from 
the  inner  surface  of  the  flange,  at  about  the  I'iie  of  rivets  to  the  edge 
of  the  staybolts  or  to  the  projected  edge  A  the  staybolts. 
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206  The  distance  between  the  edges  of  the  atajbolt  boles  nu;  be 
substituted  for  p  for  staybolts  adjacent  to  a  funace  door  or  otha 
boiler  fitting,  tube  bole,  band  hole  or  other  opening. 

207  Id  water  leg  boilers,  the  staybolts  may  be  spaced  at  gieatei 
distances  between  the  rows  than  indicated  in  Table  3,  provided  the 
portions  of  the  sheet  which  come  between  the  rows  of  staybolts  htre 
the  proper  transverse  strength  to  give  a  factor  of  safety  of  at  least  5 
at  the  maximum  allowable  working  pressure. 

SOS  The  diameter  of  a  screw  stay  shall  be  taken  at  the  bottom  of 
the  thread,  provided  this  is  the  least  diameter. 


FiQ.  13    Method  of  DiTERuiNiNa  Net  Asea  or  Sioiibnt  op  a  Head 

209  Tlie  least  cross-sectional  aTea  of  a  stay  shall  be  taken  in  calcu- 
lating the  allowable  stress,  except  that  when  the  stays  are  welded  and 
have  a  larger  croBs-Bectional  area  at  the  weld  than  at  some  other  point, 
in  which  case  the  strength  at  the  weld  shall  be  computed  aa  well  as  in 
the  solid  part  and  the  lower  value  used. 

310  Holes  for  screw  stays  shall  be  drilled  fall  size  or  punched 
not  to  exceed  14  in.  less  than  full  diameter  of  the  hole  for  plates  over 
6/16  in.  in  thickness,  and  %  in.  less  than  the  full  diameter  of  the 
hole  for  plates  not  exceeding  5/16  in.  in  thickness,  and  then  drilled 
or  reamed  to  the  full  diameter.  The  holes  shall  be  tapped  fair  and 
true,  with  a  full  thread. 

211  The  ends  of  steel  stays  upset  for  threading,  shall  be  thor- 
oughly annealed. 

312  An  internal  i^lindrical  furnace  which  requires  staying  shall 
be  stayed  as  a  flat  surface  js  indicated  in  Table  3. 
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813  Staying  Segments  of  Heads.  A  segment  of  a  head  shall 
be  etajed  bj  head  to  head,  through,  diagonal,  crowfoot  or  gusset  stays, 
except  that  a  horizontal  return  tubular  boiler  may  be  stayed  aa  pro- 
vided in  Pars.  235  to  229. 

£14  Areas  of  Segments  of  Heads  to  be  Stayed.  The  area  of  a 
segment  of  a  head  to  be  stayed  shall  be  the  area  enclosed  by  lines  drawn 
3  in.  from  the  shell  and  2  in.  from  the  tubes,  aa  shown  in  Figs.  13 
and  14. 

315  In  water  tube  boilers,  the  tubes  of  which  are  connected  to 
drum  heads,  the  area  to  be  stayed  shall  be  taken  as  the  total  area  of 
the  head  less  a  5  in.  annular  ring,  measured  from  the  inner  circum- 
ference of  the  drum  shell. 


Fio.  14    Uethod  o 


When  such  drum  heads  are  30  in.  or  less  in  diameter  and  the 
tube  plate  is  stiffened  by  flanged  ribs  or  gussets,  no  stays  need  be  used 
if  a  hydrostatic  test  to  destruction  of  a  boiler  or  unit  section  built  in 
accordance  with  the  construction,  shows  that  the  factor  of  safety  is  at 
least  6. 

216  In  a  fire  tube  boiler,  stays  shall  be  used  in  the  tube  sheets  if 
the  distances  between  the  edges  of  the  tube  holes  exceed  the  maximum 
pitch  of  staybolts  given  in  Table  3.  That  part  of  the  tube  sheet  which 
comes  between  the  tubes  and  the  shell,  need  not  be  stayed  when  the 
distance  from  the  inside  of  the  shell  ixt  the  outer  surface  of  the  tubes 
does  not  exceed  that  given  by  the  formula  in  Par.  199,  using  160  for 
the  value  of  C. 
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217     The  net  area  to  be  stayed  in  a  segment  of  a  head  may  be  de- 
termined by  the  following  formula : 


—    S 'V  — (Tf — ^  — 0.608  =  area  to  be  stayed,  sq.  m. 

where 

H  =  distance  from  tubes  to  shell,  in. 

R  =  radius  of  boiler  head,  in. 
218  When  the  portion  of  the  head  below  the  tubes  in  a  horizon- 
tal return  tubular  boiler  is  provided  with  a  manhole  opening,  the 
flange  of  which  is  formed  from  the  solid  plate  and  turned  inward 
to  a  depth  of  not  less  than  three  times  the  thickness  of  the  head,  meas- 
ured from  the  outside,  the  area  to  be  stayed  as  indicated  in  Fig.  14, 
may  be  reduced  by  100  sq.  in.  The  surface  around  the  manhole  shall 
be  supported  by  through  stays  with  nuts  inside  and  outside  at  the  front 
head. 


TABLE  4    MAXIMUM  ALLOWABLE  STRESSES  FOR  STAYS  AND 

8TAYBOLT8 


Description  of  Stayi 


StreoMB.  Lb.  per  Sq.  In. 


between  For 


For  Lencths 
Supports  not  Ezoeed- 
ing  120  Diameters 


Lencths  betweer 
Supports   Exceeding 
120  DiametetB 


Unwelded  stays  less  than  twenty  diameters  long 
screwed  through  plates  with  ends  riveted  over. . 

Unwelded  stays  and  unwelded  portions  of  welded 
stays,  except  as  specified  in  line  a 

Welded  portions  of  8ta>-s 


8500 
6000 


219  When  stay  rods  are  screwed  through  the  sheets  and  riveted 
over,  they  shall  be  supported  at  intervals  not  exceeding  6  ft.  In  boilers 
without  manholes,  stay  rods  over  6  ft.  in  length  may  be  screwed 
through  the  sheets  and  fitted  with  nuts  and  washers  on  the  outside. 

220  The  maximum  allowable  stress  per  square  inch  net  cross 
sectional  area  of  stays  and  staybolts  shall  be  as  given  in  Table  4. 

The  length  of  the  stay  between  supports  shall  be  measured  from 
the  inner  faces  of  the  stayed  plates.  The  stresses  are  based  on  tension 
only.    For  computing  stresses  in  diagonal  stays,  see  Pars.  221  and  2^2. 

221  Stresses  in  Diagonal  and  Ousset  Stays.  Multiply  the  area 
of  a  direct  stay  required  to  support  the  surface  by  the  slant  or  diagonal 
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length  of  the  stay ;  divide  this  product  by  the  length  of  a  line  drawn 
at  right  angles  to  surface  supported  to  center  of  palm  of  diagonal  stay. 
The  quotient  will  be  the  required  area  of  the  diagonal  stay. 

aXL 


1  = 


I 


where 


A  —  set^tional  area  of  diagonal  stay,  sq.  in. 
a  =  sectional  area  of  direct  stay,  sq.  in. 
L  =  length  of  diagonal  stay,  as  indicated  in  Fig.  15,  in. 
I  =  length  of  line  drawn  at  right  angles  to  boiler  head  or 

surface  supported  to  center  of  palm  of  diagonal  stay, 

as  indicated  in  Fig.  15,  in. 


Fio.  15    Measurbmemts  fob  Dkterminino  Stresses  in 

Diagonal  Stats 


Given  diameter  of  direct  stay  =  1  in.,  a  =  0.7S54,  L  =  GO  in., 
/  =  48  in. ;  substituting  and  solving : 


4  = 


0.7854X60 
48" 


=  0.981  sectional  area,  sq.  in. 


Diameter  =  1.11  in.  =  1%  in. 

2^2  For  staying  segments  of  tube  sheets  such  as  in  horizontal 
return  tubular  boilers,  where  L  is  not  more  than  1.15  times  I  for  any 
brace,  the  stays  may  be  calculated  as  direct  stays,  allowing  90  per  cent 
of  the  stress  given  in  Table  4. 

223  Diameter  of  Pins  and  Area  of  Rivets  in  Brace.  The  sec- 
tional area  of  pins  to  resist  double  shear  and  bending  when  secured  in 
crowfoot,  sling,  and  similar  stays  shall  be  at  least  equal  to  three- 
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fourths  of  the  required  cross-sectional  area  of  the  brace.  The  com- 
bined cross  section  of  the  eye  at  the  sides  of  the  pin  shall  be  at  least 
25  per  cent  greater  than  the  required  cross-sectional  area  of  the  brace. 
The  cross-sectional  area  of  the  rivets  attaching  a  brace  to  the 
shell  or  head  shall  be  not  less  than  one  and  one  quarter  times  the  re- 
quired sectional  area  of  the  brace.  Each  branch  of  a  crowfoot  shall 
be  designed  to  carry  two-thirds  of  the  total  load  on  the  brace.  The 
net  sectional  areas  through  the  sides  of  the  crowfeet,  tee  irons  or 
similar  fastenings  at  the  rivet  holes  shall  be  at  least  equal  to  the  re- 
quired rivet  section.  All  rivet  holes  shall  be  drilled  and  burrs  removed, 
and  the  pins  shall  be  made  a  neat  fit. 


ITABLE  5    SIZES  OF  ANGLES  REQUIRED  FOR  STAYING  SEGMENTS  OF  HEADS 
With  the  short  legi  of  the  entfee  etteehed  to  the  heiMl  of  the  boiler 


t 

30*BoUer 

34'  Boiler 

30*  Boiler 

Heiffht 

of 

Segment, 

Dimension  B 

in  Fie.  16 

Ancle 
3'x2H' 

Ansle 

Angle 
4'x3' 

Angle 
3H'x3- 

Angle 

Angle 
yxdf 

Angle 
A'xdf 

Angle 

Angle 

DimcD* 
sion 
A  in 

Thick- 

neet, 

inches 

Thick- 
ness, 
inches 

Thick- 
ness, 
inches 

Thick- 
inches 

Thiek- 
inches 

Thick- 
ness, 
inches 

Thick- 
ness, 
inches 

Thick- 
inches 

Thick- 
inches 

Fig.  16 

10 
11 
12 
13 
14 
15 
16 

H 

H 

A 

H 

H 

A 
A 

H 

A 
A 

H 
H 

A 

H 
A 

H 

H 

H 
H 
A 

6H 
7 

7h 

8 

8Vi 
9 
9Vi 

224  Gusset  stays  when  constructed  of  triangular  right-angled  web 
plates  secured  to  single  or  double  angle  bars  along  the  two  sides 
at  right  angles  shall  have  a  cross-sectional  area  (in  a  plane  at  right 
angles  to  the  longest  side  and  passing  through  the  intersection  of  the 
two  shorter  sides)  not  less  than  10  per  cent  greater  than  would  be 
required  for  a  diagonal  stay  to  support  the  same  surface,  figured  by  the 
formula  in  Par.  221,  assuming  the  diagonal  stay  is  at  the  same  angle 
as  the  longest  side  of  the  gusset  plate. 

225  Staying  of  Upper  Segments  of  Tube  Heads  by  Steel  Angles. 
When  the  shell  of  a  boiler  does  not  exceed  36  in.  in  diameter  and  i& 
designed  for  a  maximum  allowable  working  pressure  not  exceeding  100 
lb.  per  sq.  in.,  the  segment  of  heads  above  the  tubes  may  be  stayed  by 
stQel  angles  as  specified  in  Table  5  and  Fig.  16^  except  that  angles  of 
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equal  thickness  and  greater  depth  of  outstanding  leg,  or  of  greater 
thickness  and  the  same  depth  of  outstanding  leg,  may  be  substituted  for 
those  specified.  The  legs  attached  to  the  heads  may  vary  in  depth 
V&  in.  above  or  below  the  dimensions  specified  in  Table  5. 

226  When  this  form  of  bracing  is  to  be  placed  on  a  boiler,  the 
diameter  of  which  is  intermediate  to  or  below  the  diameters  given  in 
Table  5,  the  tabular  values  for  the  next  higher  diameter  shall  govern. 
Bivets  of  the  same  diameter  as  used  in  the  longitudinal  seams  of  the 
boiler  shall  be  used  to  attach  the  angles  to  the  head  and  to  connect 
the  outstanding  legs. 


Fio.  16    Stating  of  Hsad  with  Steel  Angles  in  Tubular  Boiler 


227  The  rivets  attaching  angles  to  heads  shall  be  spaced  not 
over  4  in.  apart.  The  centers  of  the  end  rivets  shall  be  not  over  3  in. 
from  the  ends  of  the  angle.  The  rivets  through  the  outstanding  legs 
shall  be  spaced  not  over  8  in.  apart ;  the  centers  of  the  end  rivets  shall 
be  not  more  than  4  in.  from  the  ends  of  the  angles.  The  ends  of  the 
angles  shall  be  considered  those  of  the  outstanding  legs  and  the  lengths 
shall  be  such  that  their  ends  overlap  a  circle  3  in.  inside  the  inner 
surface  of  the  shell  as  shown  in  Fig.  16. 

228  The  distance  from  the  center  of  the  angles  to  the  shell  of 
the  boiler,  marked  A  in  Fig.  16,  shall  not  exceed  the  values  given  in 
Table  6,  but  in  no  case  shall  the  leg  attached  to  the  head  on  the  lower 
angle  come  closer  than  2  in.  to  the  top  of  the  tubes. 
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2<29  When  segiwents  are  beyond  the  range  specified  in  Table  5, 
the  heads  shall  be  braced  or  stayed  in  accordance  with  the  requirements 
in  these  Rules. 

^30  Crown  Bars  and  Oirder  Stays.  Crown  bars  and  girder  stays 
for  tops  of  combustion  chambers  and  back  connections,  or  wherever 
used,  shall  be  proportioned  to  conform  to  the  following  formula: 

Maximum  allowable  working  pressure  =  /tp     p^ynyw 
where 

W  =  extreme  distance  between  supports,  in. 

P  =  pitch  of  supporting  bolts,  in. 

D  =  distance  between  girders  from  center  to  center,  in. 

d  =  depth  of  girder,  in. 

T  =  thickness  of  girder,  in. 

C  =  7000  when  the  girder  is  fitted  with  one  supporting  bolt 

C  =  10,000  when  the  girder  is  fitted  with  two  or  three  sup- 
porting bolts 

C  =  11,000  when  the  girder  is  fitted  with  four  or  five  sup- 
porting bolts 

C  =  11,500  when  the  girder  is  fitted  with  six  or  seven  sup- 
porting bolts 

C  =  12,000  when  the  girder  is  fitted  with  eight  or  more  sup- 
porting bolts 

Example:  Given  TF  =  34  in.,  P  =  7.5  in.,  D  =  7.75  in., 
d  =  7.5  in.,  T  =  2  in. ;  three  stays  per  girder,  C  =  10.000;  then 
substituting  in  formula: 

Maximum  allowable  working  pressure  = 

10,000X7.5X7.5X2        _,  ,  ,,    ^^  ^^   . 
(34-7.5) X7.75X34  =  ^^^'^  '^-  P^"  '^-  '^- 

231  Maximum  Allowable  Working  Pressure  on  Truncated  Cones. 
Upper  combustion  chambers  or  vertical  submerged  tubular  boilers 
made  in  the  shape  of  a  frustum  of  a  cone  when  not  over  38  in.  diam- 
eter at  the  large  end,  may  be  used  without  stays  if  figured  by  the 
rule  for  plain  cylindrical  furnaces  (Par.  239)  making  D  in  the  for- 
mula equal  to  the  diameter  at  the  large  end.  When  over  38  in.  in 
diameter,  that  portion  over  30  in.  in  diameter  shall  be  fully  supported 
by  staybolts  or  gussets  to  conform  to  the  provisions  for  the  staying  of 
flat  surfaces. 

232  Stay  Tubes.    When  stay  tubes  are  used  in  multitubular 
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boilers  to  give  support  to  the  tube  plates^  the  sectional  area  of  such 
stay  tubes  may  be  determined  as  follows : 


(4 ^\  p 

Total  section  of  stay  tubes,  sq.  in.  =  -^ — ^ — 

where 

A  =  area  of  that  portion  of  the  tube  plate  containing  the 
tubes,  sq.  in. 

a  =  aggregate  area  of  holes  in  the  tube  plate,  sq.  in. 

P  =  maximum  allowable  working  pressure,  lb.  per  sq.  in. 

T  =■  working  tensile  stress  allowed  in  the  tubes,  not  to  exceed 
7000  lb.  per  sq.  in. 

233     The  pitch  of  stay  tubes  shall  conform  to  the  formula  given 
in  Par.  199,  using  the  values  of  C  as  given  in  Table  6. 


TABLE  0.     VALUES  OF  C  FOR  DETERMINING  PFrCH  OF  STAY  TUBES. 


PItoh  of  Stay  TubM  in  the  Boundinc  Rows 

When  tubes 

kiaveno  Nuta 

Outside  of  PUtee 

When  tubes 

are  Fitted  with 

Nuta  Outside 

of  PUtee 

Whoio  Umco  mo  two  Dloin  tnbat  between  eooh  stay  tube. . . . 

Where  there  is  one  plain  tube  between  eaoh  stay  tube 

Whore  orory  tube  in  the  bounding  rows  is  a  stay  tube  and 
eaoh  alternate  tube  has  a  nut 

120 
140 

•  •  •  • 

180 
160 

170 

When  the  ends  of  tubes  are  not  shielded  from  the  action  of  flame  or 
radiant  heat,  the  values  of  C  shall  be  reduced  20  per  cent.  The  tubes 
shall  project  about  ^  in.  at  each  end  and  be  slightly  flared.  Stay 
tubes  when  threaded  shall  not  be  less  than  3/16  in.  thick  at  bottom  of 
thread ;  nuts  on  stay  tubes  are  not  advised.  For  a  nest  of  tubes  C  shall 
be  taken  as  140  and  S  as  the  mean  pitch  of  stay  tubes.  For  spaces  be- 
tween nests  of  tubes  8  shall  be  taken  as  the  horizontal  distance  from 
center  to  center  of  the  bounding  rows  of  tubes  and  C  as  given  in 
Table  6. 

TUBE  SHEETS  OF   COMBUSTION   CHAMBEBS 

234  The  maximum  allowable  working  pressure  on  a  tube  sheet 
of  a  combustion  chamber,  where  the  crown  sheet  is  not  suspended  from 
the  shell  of  the  boiler,  shall  be  determined  by  the  following  formula : 


P  = 


(D—d)_TX2]j000 
WXD 
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where 

P  =  maximum  allowable  working  pressure^  lb.  per  sq.  in. 
D  =  least  horizontal  distance  between  tube  centers,  in. 
d  =  inside  diameter  of  tubes,  in. 
T  =  thickness  of  tube  plate,  in. 

W  =  distance  from  tube  sheet  to  opposite  combustion  chamber 
sheet,  in. 
Example:    Bequired  the  working  pressure  of  a  tube  sheet  sup- 
porting a  crown  sheet  braced  by  crown  bars.     Horizontal  distance 
between  centers,  4%  in. ;  inside  diameter  of  tubes,  2.782  in. ;  thickness 
of  tube  sheets,  11/16  in.;  distance  from  tube  sheet  to  opposite  com- 
bustion chamber  sheet,  34^/4  iii->  measured  from  outside  of  tube  plate 
to  outside  of  back  plate;  material,  steel.     Substituting  and  solving: 
o       (4,125—2.782)  X0.6S75X27,000       ,^^  ,, 

^  =  ^^ 34.25X4.m —  =  1^^  ^^-  P^'  «^-  ^- 

235    Sling  stays  may  be  used  in  place  of  girders  in  all  cases  cov- 

ere(J  in  Par.  234,  provided,  however,  that  when  such  sling  stays  are 


Fig.  17    Proper  Location  of  Statbolts  Adjacent  to  Longitudinal 

Joint  in  Furnace  Sheet 

used,  girders  or  screw  stays  of  the  same  sectional  area  shall  be  used  for 
securing  the  bottom  of  the  combustion  chamber  to  the  boiler  shell. 

236  When  girders  are  dispensed  with  and  the  top  and  bottom 
of  combustion  chambers  are  secured  by  sling  stays  or  braces,  the  sec- 
tional area  of  such  stays  shall  conform  with  the  requirements  of  rules 
for  stays  and  stayed  surfaces. 

237  Furnaces  of  Vertical  Boilers,  In  a  vertical  fire- tube  boiler 
the  furnace  length,  for  the  purpose  of  calculating  its  strength  and 
spacing  staybolts  over  its  surface,  shall  be  measured  from  the  center 
of  rivets  in  the  bottom  of  the  water-leg  to  the  center  of  rivets  in  the 
flange  of  the  lower  tube  sheet. 

238  When  the  longitudinal  joint,  of  the  furnace  sheet  of  a  vertical 
fire- tube  boiler  is  of  lap-riveted  construction  and  staybolted,  a  stay- 
bolt  in  each  circular  row  shall  be  located  near  the  longitudinal  joint, 
as  shown  in  Pig.  17. 
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^39  Plain  Circular  Furnaces.  The  maxiTniim  allowable  working 
pressure  for  unstayed,  riveted^  seamless  or  lap  welded  furnaces,  where 
the  length  does  not  exceed  6  times  the  diameter  and  where  the  thick- 
ness is  at  least  5/16  in.  shall  be  determined  by  one  or  the  other  of  the 
following  formulae: 

a  Where  the  length  does  not  exceed  120  times  the  thickness  of 
the  plate 

P=  ^^-^j  (18.75XT)-(1.03X/>) 
6  Where  the  length  exceeds  120  times  the  thickness  of  the  plate 

4250  xr* 


P  = 


wliere 


LXD 


P  =  maximum  allowable  working  pressure,  lb.  per  sq.  in. 

D  =  outside  diameter  of  furnace,  in. 

L  =  length  of  furnace,  in. 

T  =  thickness  of  furnace  walls,  in  sixteenths  of  an  inch. 
Where  the  furnaces  have  riveted  longitudinal  joints  no  deduction 
need  be  made  for  the  joint  provided  the  efficiency  of  the  joint  is  greater 
than  PXD  divided  by  l,250xr. 

Example.  Given  a  furnace  26  in.  in  diameter,  94  in.  long  and 
^  in.  thick.  The  length  exceeds  120  times  the  thickness  of  the  plate, 
hence  the  formula  (b)  should  be  used.  Substituting  the  values  in 
this  formula : 

^       4250X«X8        ,_  ,, 

P  =       94V06 —  ~  P^^  ^*  ^' 

240  A  plain  cylindrical  furnace  exceeding  38  in.  in  diameter  shall 
be  stayed  in  accordance  with  the  rules  governing  flat  surfaces. 

241  Circular  Flues.  The  maximum  allowable  working  pressure 
for  seamless  or  welded  flues  more  than  5  in.  in  diameter  and  up  to  and 
including  18  in.  in  diameter  shall  be  determined  by  one  or  the  other 
of  the  following  formulae : 

a  Where  the  thickness  of  the  wall  is  less  than  0.023  times  the 
diameter 

10,000^000X1^ 
P-  j)t 

b  Where  the  thickness  of  the  wall  is  greater  than  0.023  times 
the  diameter 
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where 

P  =  maximum  allowable  working  pressure,  lb.  per  sq.  in. 
D  =  outside  diameter  of  flue,  in. 
T  =  thickness  of  wcdl  of  flue,  in. 
c  The  above  formulae  may  be  applied  to  riveted  flues  of  the 
sizes  specified  provided  the  sections  are  not  over  3  ft.  in 
length  and  provided  the  efficiency  of  the  joint  is  greater 
than  Py^D  divided  by  20,000Xr. 
Example,     Given  a  flue  14  in.  in  diameter  and  5/16  in.  thick. 
The  thickness  of  the  wall  is  less  than  0.023  times  the  diameter;  hence 
the  formula   (a)   should  be  used.     Substituting  the  values  in  this 
formula : 

_  10,000,000X5/16X5/16X5/16  _ 
r —  14X14X14  "" 

242  Adamson  Type,  When  plain  horizontal  flues  are  made  in 
sections  not  less  than  18  in.  in  length,  and  not  less  than  5/16  in.  thick: 
a  They  shall  be  flanged  with  a  radius  measured  on  the  fire  side, 
of  not  less  than  three  times  the  thickness  of  the  plate,  and  the  flat 
portion  of  the  flange  outside  of  the  radius  shall  be  at  least  three  times 
the  diameter  of  the  rivet  holes. 

h  The  distance  from  the  edge  of  the  rivet  holes  to  the  edge  of  the 
flange  shall  be  not  less  than  the  diameter  of  the  rivet  hole,  and  the 
diameter  of  the  rivets  before  driving  shall  be  at  least  %  in.  larger  than 
the  thickness  of  the  plat«. 

c  The  depth  of  the  Adamson  ring  between  the  flanges  shall  l)e  not 
less  than  three  times  the  diameter  of  the  rivet  holes,  and  the  ring  shall 
be  substantially  riveted  to  tlie  flanges.  The  fire  edge  of  the  ring  shall 
terminate  at  or  about  the  point  of  tangency  to  the  curve  of  the  flange, 
and  the  thickness  of  the  ring  shall  be  not  less  than  V^  in. 

The  maximum  allowable  working  pressure  shall  be  determined  by 
the  following  formula : 


P  = 
where 


^  {  (18.75xr)— (1.03XZ^)  } 


P  =  maximum  allowable  working  pressure,  lb.  per  sq.  in. 

D  =  outside  diameter  of  furnace,  in. 

L  =  length  of  furnace  section,  in. 

T  =  thickness  of  plate,  in  sixteenths  of  an  inch. 

Example.     Given  a  furnace  44  in.  in  diameter,  48  in.  in  length, 
and  ^  in.  thick.    Substituting  values  in  formula : 


NEW  INSTALLATIONS y  PART  I,  SECTION  I,  POWER  BOILERS       1037 

P=^^   ^  (18.75X8)— (1.03X48) 

=  1.309  (150—49.44)  =  131  lb.  per  sq.  in. 

243  The  maximum  allowable  working  pressure  on  corrugated 
furnaces,  such  as  the  Leeds  suspension  bulb,  Morison,  Fox,  Purves,  or 
Brown,  having  plain  portions  at  the  ends  not  exceeding  9  in.  in  length 
(except  flues  especially  provided  for)  when  new  and  practically  circu- 
lar, shall  be  computed  as  follows : 


where 


^~      D  ~ 


P  =■  maximum  allowable  working  pressure,  lb.  per  sq.  in. 

T  =  thickness,  in. — not  less  than  5/16  in.  for  Leeds,.  Morison, 
Fox  and  Brown,  and  not  less  than  7/16  in.  for  Purves 
and  other  furnaces  corrugated  by  sections  not  over  18 
in.  long. 

D  =  mean  diameter,  in. 

C  =  17,300,  a  constant  for  Leeds  furnaces,  when  corrugations 
are  not  more  than  8  in.  from  center  to  center  and  not 
less  than  Zy^  in.  deep. 

C  =  15,600,  a  constant  for  Morison  furnaces,  when  corruga- 
tions are  not  less  than  8  in.  from  center  to  center  and 
the  radius  of  the  outer  corrugations  is  not  more  than 
one  half  that  of  the  suspension  curve. 

C=  14,000,  a  constant  for  Fox  Furnaces,  when  corrugations 
are  not  more  than  8  in.  from  center  to  center  and  not 
less  than  IY2  ^^'  deep. 

C  =  14,000,  a  constant  for  Furves  furnaces  when  rib  projec- 
tions are  not  more  than  9  in.  from  center  to  center  and 
not  less  than  1%  in.  deep. 

C  =  14,000,  a  constant  for  Brown  Furnaces,  when  corrugations 
are  not  more  than  9  in.  from  center  to  center  and  not 
less  than  1%  in.  deep. 

C  =  10,000,  a  constant  for  furnaces  corrugated  by  sections  not 
more  than  18  in.  from  center  to  center  and  not  less 
than  2y2  in.  deep,  measured  from  the  least  inside  to 
the  greatest  outside  diameter  of  the  corrugations,  and 
having  the  ends  fitted  one  into  the  other  and  substan- 
tially riveted  together,  provided  that  the  plain  parts 
at  the  ends  do  not  exceed  12  in.  in  length. 
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In  calculating  the  mean  diameter  of  the  Morison  furnace,  the  least 
inside  diameter  plus  2  in.,  may  be  taken  as  the  mean  diameter. 

244  The  thickness  of  a  corrugated  or  ribbed  furnace  shall  be  as- 
certained by  actual  measurement.  The  furnace  shall  be  drilled  for  a 
^-in.  pipe  tap  and  fitted  with  a  screw  plug  that  can  be  removed  for 
the  purpose  of  measurement.  For  the  Brown  and  Purves  furnaces,  the 
holes  shfidl  be  in  the  center  of  tlie  second  flat;  for  the  Morison,  Fox 
and  other  similar  types,  in  the  center  of  the  top  corrugation,  at  least 
as  far  in  as  the  fourth  corrugation  from  the  end  of  the  furnace. 

245  Cast  Iron  Headers,  The  pressure  allowed  on  a  water-tube 
boiler,  the  tubes  of  which  are  secured  to  cast-iron  or  malleable-iron 
headers,  shall  not  exceed  160  lb.  per  sq.  in.  The  form  arid  size  of  the 
internal  cross  section  of  a  cast-iron  or  malleable-iron  header  at  anv 
point  shall  be  such  that  it  will  fall  within  a  6  in.  by  7  in.  rectangle. 

246  The  cast-iron  used  for  the  headers  of  water-tube  boilers  shall 
conform  with  the  Specifications  for  Gray-iron  Castings  given  in  Pare. 
95  to  110,  the  header  to  be  arbitrarily  classified  as  a  "medium  casting'' 
as  to  physical  properties  and  tests,  and  as  a  '^ight  casting"  as  to 
chemical  properties. 

247  A  cast-iron  header  when  tested  to  destruction,  shall  withstand 
a  hydrostatic  pressure  of  at  least  1200  lb.  per  sq.  in.  A  hydrostatic 
test  at  400  lb.  per  sq.  in.  gage  pressure  shall  be  made  on  all  new 
headers  with  tubes  attached. 

Tubes 

248  Tube  Holes  and  Ends.  Tube  holes  shall  be  drilled  full  size 
from  the  solid  plate,  or  they  may  be  punched  at  least  14  in.  smaller 
in  diameter  than  full  size,  and  then  drilled,  reamed  or  finished  full 
size  with  a  rotating  cutter. 

249  The  sharp  edges  of  tube  holes  shall  be  taken  off  on  both  sides 
of  the  plate  with  a  file  or  other  tool. 

2o0  A  fire-tube  boiler  shall  have  the  ends  of  the  tubes  substaii- 
tiallv  rolled  and  beaded,  or  welded  at  the  firebox  or  combustion  cham- 
her  end. 

251  The  ends  of  all  tubes,  suspension  tubes  and  nipples  shall  be 
flared  not  les8  than  %  in.  over  the  diameter  of  the  tube  hole  on  all 
water-tube  boilers  and  superheaters,  or  they  may  be  beaded. 

252  The  ends  of  all  tubes,  suspension  tubes  and  nipples  of  wat«»r- 
tube  boilers  and  superheaters  shall  project  through  the  tube  sheets  or 
headers  not  less  than  14  "^-  ^or  more  than  ^/^  in.  before  flaring. 
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RiVFnNG 

^53  Riveting.  Rivet  holes,  except  for  attaching  stays  or  angle 
bars  to  heads,  shall  be  drilled  full  size  with  plates^  butt  straps  and 
heads  bolted  in  position ;  or  they  may  be  punched  not  to  exceed  %  in. 
less  than  full  diameter  for  plates  over  5/16  in.  in  thickness,  and  %  in. 
less  than  full  diameter  for  plates  not  exceeding  5/16  in.  in  thickness, 
and  then  drilled  or  reamed  to  full  diameter  with  plates,  butt  straps 
and  heads  bolted  in  position. 

Z5i  After  drilling  rivet  holes,  the  plates  and  butt  straps  shall  be 
separated  and  the  burrs  removed. 

255  Rivets,  Rivets  shall  be  of  sufficient  length  to  completely  fill 
the  rivet  holes  and  form  heads  at  least  equal  in  strength  to  the  bodies 
of  the  rivets. 

256  Rivets  shall  be  machine  driven  wherever  possible,  with  suffi- 
cient pressure  to  fill  the  rivet  holes,  and  shall  be  allowed  to  cool  and 
shrink  under  pressure. 

Calking 

257  Calking.  The  calking  edges  of  plates,  butt  straps  and  heads 
shall  be  beveled.  Every  portion  of  the  calking  edges  of  plates,  butt 
straps  and  heads  shall  be  planed,  milled  or  chipped  to  a  depth  of  not 
less  than  Yg  in.    Calking  shall  be  done  with  a  round-nosed  tool. 

Manholes 

258  Manholes.  An  elliptical  manhole  opening  shall  be  not  less 
than  11  X  15  in.  or  10  X  16  in.  in  size.  A  circular  manhole  opening 
shall  be  not  less  than  15  in.  in  diameter. 

259  A  manhole  reinforcing  ring  when  used,  shall  be  of  steel  or 
wrought-iron,  and  shall  be  at  least  as  thick  as  the  shell  plate. 

260  Manhole  frames  on  shells  or  drums  when  used,  shall  have  the 
proper  curvature,  and  on  boilers  over  48  in.  in  diameter  shall  be  riveted 
to  the  shell  or  drum  with  two  rows  of  rivets,  which  may  be  pitched  as 
shown  in  Fig.  18.  The  strength  of  the  rivets  in  shear  on  manhole 
frames  and  reinforcing  rings  shall  be  at  least  equal  to  the  tensile 
strength  of  that  part  of  the  shell  plate  removed,  on  a  line  parallel  to 
the  axis  of  the  shell,  through  the  center  of  the  manhole,  or  other 
opening. 
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261  The  proportions  of  manhole  frames  and  other  reinforcing 
rings  to  conform  to  the  above  specifications  may  be  determined  by  the 
use  of  the  following  formulae^  which  are  based  on  the  assumption  that 
the  rings  shall  have  the  same  tensile  strength  per  square  inch  of  sec- 
tion aSy  and  be  of  not  less  thickness  than,  the  shell  plate  removed. 


*.' 


r.-.-f. 


•  s 


iXk 


»    ^    •     -^Jl'      \jta.-    t.%^ 


For  a  single-riveted  ring:   W  =  ~^^  +^ 


iXk 


For  a  double-riveted  ring :  W  =  onZ7  +^^ 


Fig.  18    Method  of  Riveting  Manhole  Frames  to  Shells  or 

Drums  with  Two  Rows  or  Rtvkts 


For  two  single-riveted  rings :   W  =    —.  ^  -\-d 
For  two  double-riveted  rings:  W  =   .^]  +2^ 


Where 


W  =  least  width  of  reinforcing  ring,  in. 

t^  =  thickness  of  shell  plate,  in. 

d  =  diameter  of  rivet  when  driven,  in. 

i  =  thickness  of  reinforcing  ring — not  less  than  thickness  of 

the  shell  plate,  in. 
T  =  tensile  strength  of  the  ring,  lb.  per  sq.  in.  of  section 
a  =  net  section  of  one  side  of  the  ring  or  rings,  sq.  in. 

S  =  shearing  strength  of  rivet,  lb.  per  sq.  in.  of  section  (see 
Par.  16) 
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'  \  s=  length  of  opening  in  shell  in  direction  parallel  to  axis  of 
shell,  in. 

iV  =  number  of  rivets 

To  find  the  number  of  rivets  for  a  single  or  double  reinforcing  ring: 

^bloiSb  Manhole  plates  shall  be  of  wrought  steel  or  shall  be  steel 
castings. 

2^'  The  minimum  width  of  bearing  surface,  for  a  gasket  on  a 
manhole  opening  shall  be  %  in.  No  gasket  for  use  on  a  manhole  or 
handhole  of  any  boiler  shall  have  a  thickness  greater  than  %  in. 

264  A  manhole  shall  be  located  in  the  front  head,  below  the 
tubes,  of  a  horizontal  return  tubular  boiler  48  in.  or  over  in  diameter. 
Smaller  boilers  shall  have  either  a  manhole  or  a  handhole  below  the 
tubes.  There  shall  be  a  manhole  in  the  upper  part  of  the  shell  or  head 
of  a  fire-tube  boiler  over  40  in.  in  diameter,  except  a  vertical  fire-tube 
boiler,  or  except  on  internally  fired  boilers  not  over  48  in.  in  diameter. 
The  manhole  may  be  placed  in  the  head  of  the  dome.  Smaller  boilers 
shall  have  either  a  manhole  or  a  handhole  above  the  tubes. 

Washout  Holes 

266  A  traction,  portable  or  stationary  boiler  of  the  locomotive 
type  shall  have  not  less  than  six  handholes,  or  washout  plugs,  located 
as  follows:  one  in  the  rear  head  below  the  tubes;  one  in  the  front 
head  at  or  about  the  line  of  the  crown  sheet ;  four  in  the  lower  part  of 
the  waterleg;  also,  where  possible,  one  near  the  throat  sheet. 

266  A  vertical  fire-tube  boiler,  except  the  boiler  of  a  steam  fire- 
engine,  shall  have  not  less  than  seven  handholes,  located  as  follows : 
three  in  the  shell  at  or  about  the  line  of  the  crown  sheet;  one  in  the 
shell  at  or  about  the  line  of  the  fusible  plug  when  used ;  three  in  the 
shell  at  the  lower  part  of  the  waterleg.  A  vertical  fire-tube  boiler,  sub- 
merged tube  type,  shall  have  two  or  more  handholes  in  the  shell,  in 
line  with  the  upper  tube  sheet. 

267  A  vertical  fire-tube  boiler  of  a  steam  fire-engine  shall  have  at 
least  three  brass  washout  plugs  of  not  less  than  1-in.  iron  pipe  size, 
screwed  into  the  shell  and  located  as  follows :  one  at  or  about  the  line 
of  the  crown  sheet;  two  at  the  lower  part  of  the  waterleg. 
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Threaded  Openings 

368  Threaded  Openings,  An  opening  in  a  boiler  for  a  threaded 
pipe  connection  1  in.  in  diameter  or  over  shall  have  not  less  than  the 
number  of  threads  given  in  Table  7. 


TABLE  7    MINIMUM  NUMBER  OF  PIPE  THREADS  FOR  CX)NNECriON6  TO 

BOILERS 


Sixo  of  pipe  oonnec- 
tioii«  in .  • 

1  and  IH 

lHand2 

2Hto4 
ineluaive 

4Hto6 
ineluaive 

7and8 

OandlO 

1 

12 

Number    of    threads 
ner  in 

IIH 

11 H 

8 

•               < 

8 

8 

8 

8 

f^"  "** «..•..•••.«. 

Minimum  nimiber  of 
threAda  required  in 
ODeninc 

4 

fi 

7 

8 

10 

12 

IS 

liCinimum     thiokness 
of  material  re- 
quired to  sive  above 
number  of  threada, 
in 

0.348 

0.486 

1 

0,875 

1 

1.25 

1.5 

1.625 

If  the  thickness  of  the  ruaterial  in  the  boiler  is  not  sufficient  to  give 
such  number  of  threads,  there  shall  be  a  pressed  steel  flange^  bronze 
composition  flange,  steel-cast  flange  or  steel  plate,  so  as  to  give  the  re- 
quired number  of  threads,  constructed  and  riveted  to  the  boiler  in  ac- 
cordance with  methods  given  in  Par.  261,  A  steam  main  or  safet}' 
valve  opening  may  be  fitted  with  either  a  steel  cast,  wrought-steel  or 
bronze  composition  nozzle.  A  feed-pipe  ponnection  may  be -fitted  with 
a  brass  or  steel  boiler  bushing.  .• 

»  '      '        ., 

Safety  Valves 


2fi9  Safety  Valve  Keqviremetifs.  Each  boiler  shall  have  two  or 
more  safety  valves,  except  a  boiler  for  which  one  safety  valve  3-in.  size 
or  smaller  is  rec^uired  by  these  Eules. 

270  The  safety  valve  capacity  for  each  boilet  shall  be  such  that 
the  safety  valve  or  valves  will  discharge"  all  the  steam  that  can  be 
generated  by  the  boiler  without  allowing  the  pressure  to  rise  more 
than  six  per  cent  above  the  maximum  allowable  working  pressure,  or 
more  than  six  per  cent  above  the  highest  pressure  to  which  any  valve 
is  set. 

271  One  or  more  safety  valves  on  every  boiler  shall  be  set  at  or 
below  the  maximum  allowable  Working  pressure.     The  remaining 
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valves  may  be  set  \dthin  a  range  of  three  per  cent  above  the  maximum 
allowable  working  pressure,  but  the  range  of  setting  of  all  of  the 
valves  on  a  boiler  shall  not  exceed  ten  per  cent  of  the  highest  pressure 
to  which  any  valve  is  set. 

272  Safety  vcdves  shall  be  of  the  direct  spring  loaded  pop  type 
with  seat  and  bearing  surface  of  the  disc  either  inclined  at  an  angle 
of  about  45  d^.  or  flat  at  an  angle  of  about  90  d^.  to  the  center 
line  of  the  spindle.  The  vertical  lift  of  the  valve  disc  measured 
immediately  after  the  sudden  lift  due  to  the  pop  may  be  made  any 
amount  desired  up  to  a  maximimi  of  0.15  in.  irrespective  of  the  size 
of  the  valve.  The  nominal  diameter  measured  at  the  inner  edge  of 
the  valve  seat  shall  be  not  less  than  1  in.  or  more  than  4^  in. 

273  Each  safety  valve  shall  have  plainly  stamped  or  cast  on  the 
body: 

a  The  name  or  identifying  trade-mark  of  the  manufacturer 

b  The  nominal  diameter  witli  the  words  "Bevel  Seat"  or  "Plat 
Seat" 

c  Tlie  steam  pressure  at  whicli  it  is  set  to  blow 

d  The  lift  of  the  valve  disc  from  its  seat,  measured  inmiedi- 
ately  after  the  sudden  lift  due  to  the  pop 

e  The  weight  of  steam  discharged  in  pounds  per  hour  at  the 
pressure  for  which  it  is  set  to  blow, 

274  The  minimimi  capacity  of  a  safety  valve  or  valves  to  be 
placed  on  a  boiler  shall  be  determined  on  the  basis  of  6  lb.  of  steam 
per  hour  per  sq.  ft.  of  boiler  heating  surface  for  water  tube  boilers, 
and  5  lb.  for  all  other  types  of  power  boilers,  and  upon  the  relieving 
capacity  marked  on  the  valves  by  the  manufacturer,  provided  such 
marked  relieving  capacity  does  not  exceed  that  given  in  Table  8.  In 
case  the  relieving  capacity  marked  on  the  valve  or  valves  exceeds  the 
maximum  given  in  Table  8,  the  minimum  safety  valve  capacity  shall 
be  determined  on  the  basis  of  the  maximum  relieving  capacity  given  in 
Table  8  for  the  particular  size  of  valve  and  working  pressure  for 
which  it  was  constructed.  The  heating  surface  shall  be  computed 
for  that  side  of  the  boiler  surface  exposed  to  the  products  of  com- 
bustion, exclusive  of  the  superheating  surface.  In  computing  the 
heating  surface  for  this  purpose  only  the  tubes,  shells,  tube  sheets 
and  the  projected  area  of  headers  need  be  considered. 
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TABLE  8  (CoROLVDBD)     DISCHARGE  CAPACITIES  FOR  DIRECT  SPRING-LOADED  FOP  BAR 

VALVES,  WITH  45  DEG.  BEVEL  SEATS 


Oftfe 

Pre*., 

Lb.  p<>r 

Sq.In. 

Diameter,  3H  !&• 

Diameter.  4  In. 

Diameter.4HlB 

Min. 

Int. 

Max. 

Min. 

Int. 

Max. 

Min. 

Int. 

15 

Lift,  in.... 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.06 

0.11    i 

CH 

1,003.000 

1,505,000 

1,839,000 

1,338,000 

1,911,000 

2,293.000 

1.720.000 

2,365.00Qla 

Lb.  hr. . . . 

684 

1026 

1254 

912 

1303 

1564 

1173 

1«1S| 

25 

Lift,  in.... 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.06 

0.11  • 

CH 

1,341,000 

2,012.000 

2,459,000 

1,788,000 

2,554,000 

3.065.000 

2,299,000 

3.161,000i  } 

Lb.  hr.  . . . 

014 

1872 

1676 

1219 

1742 

2090 

1568 

2156| 

50 

Lift,  in.... 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

• 

CH 

2,186,000 

3,278,000 

4,007,000 

2,914,000 

4,103,000 

4,996.000 

3,747,000 

5.152.000{  ( 

Lb.  hr.  .  .  . 

1490 

2235 

2732 

1987 

2839 

3406 

2555, 

3513 

75 

Lift,  in 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.06 

0.11 

CH 

3,080,000 

4,545,000 

5.555.000 

4,040,000 

5,772,000 

0,926,00(^ 

5,194.000   7,142,000! 

Lb.hr.... 

2066 

3099 

3788 

2754 

3935 

4722 

3542 

4870, 

100 

Lift,  in.... 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11    1 

j 

CH 

3,875,000 

5,812,000 

7,103,000 

5,166,000 

7.380.000 

8.856.000 

0.642,000 

9,133.000|l 

Lb.  hr. . . . 

2642 

3963 

4843 

3522 

5032 

6038 

4529 

6227, 

125 

Lift,  in 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11    [ 

CH 

1,719,000 

7,079,000 

8.652,000 

6,292,000 

8,988,000 

10.786,000 

8,089,000 

11,123,0001 

Lb.  hr 

3218 

4826 

5899 

4290 

6128 

7354 

551^ 

7583 

150 

Lift. in 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

CH 

5,564,000 

8.345,000 

10,199,000 

7.418.000 

10,597,000 

12.717,000 

9.537.000  13,114,000 

Lb.  hr. .  . . 

3794 

5690 

6054 

5058 

7226 

8670 

6503{ 

8940l 

175 

Lift,in. ... 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

CH 

6,408,000 

9.612.000 

11,748,000 

8,544.000 

12.206.000 

14.647,000 

10,985.000 

15,105,000| 

Lb.  hr 

4369 

6553 

8010 

5824 

8320 

9984 

7490 

10298 

200 

Lift,  in ... . 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

CH 

7,253,000 

10.879,000 

13,296,000 

9.670.000 

13,814.000 

16.580,000 

12.433.000 

17,095.000 

Lb.  hr 

4946 

7418 

9068 

6593 

9420 

11305 

8475|          11655 

225 

Lift,  in 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

CH 

8,097.000 

12.146.000 

14.845.000 

10,796.000 

15.423,000 

18,507,000 

13.881,000 

19.086.00G 

Lb.  hr 

5521 

8280 

10120 

7361 

10514 

12616 

9465 

13013 

250 

Lift,  in. . . . 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

CH 

8.942.000 

13.412.000 

16.393.000 

11.922.000 

17.031.000 

20.438.000 

15.328.000 

21.076.00C 

Lb.hr.... 

6097 

9143 

11175 

8130 

11614 

13938 

10448 

14366 

275 

Lift,  in ... . 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

CH 

9.786.00o|l4.679,000 

17.941.000 

13.048.000 

18.640,000 

- 

22.368.000 

16.776,000 

23.067.00Q 

Lb.  hr 

6672 

10005 

12233 

8895 

12707 

15248 

11438 

15728 

300 

Lift.  in.  . . . 

0.06 

0.09 

0.11 

0.07 

0.10 

0.12 

0.08 

0.11 

CH 

10,630,000 15.946.000 

19,489.00(^ 

14,174.000 

20.249,000 

24.298,000 

18.224,000 

25.058,000 

Lb.  hr 

7248 

10875!         13290 

9668 

13807 

16568 

12428 

17088 

The  DiFcharge  capacity  of  a  Flat  Seat  Valve  of  a  given  diameter  with  a  given  lift  may  be  obtained  by 
the  discharge  capacity  given  in  the  Table  for  a  45  de^;.  bevel  seat  valve  of  same  diameter  and  aame  lift,  by 
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2-75  Safety  valve  capacity  may  be  checked  in  any  one  of  three 
different  ways^  and  if  found  sufficient,  ac^itional  capacity  need  not  be 
provided: 

a  By  making  an  accumulation  test^  by  shutting  off  all  other 
steam  discharge  outlets  from  the  boiler  and  forcing  the 
fires  to  the  maximum.  The  safety  valve  equipment  shall 
be  sufficient  to  prevent  an  excess  pressure  beyond  six  per 
cent  as  specified  in  Par.  ^70. 

b  By  measuring  the  maximum  amount  of  fuel  that  can  be 
burned  and  computing  the  corresponding  evaporative  ca- 
pacity upon  the  basis  of  the  heating  value  of  the  fuel.  See 
Appendix,  Pars.  421  to  42T. 

c  By  determining  the  maximum  evaporative  capacity  by 
me&suring  the  feed  water.  The  sum  of  the  safety  valve 
capacities  marked  on  the  valves,  shall  be  equal  to  or  greater 
than  the  maximum  evapotatiVe  capacity  of  the  boiler. 

276  When  two  or  more  safety  valves  ^re  used  on  a  boiler,  they 
may  be  either  separate  or  twin  valves  made  by  mounting  individual 
valves  on  Y-bases,  or  duplex,  triplex  or  multiplex  valves  having  two 
or  more  valves  in  the  same  body  basing. 

277  The  safety  valve  or  valves  shall  be  connected  to  tlie  boiler 
independent  of  any  other  steam  connection,  and  attached  as  close  as 
possible  to  the  boiler,  without  any  imnecessary  intervening  pipe  or 
fitting.  Every  safety  valve  shall  be  connected  so  as  to  stand  in  an  up- 
right position,  with  spindle  vertical,  when  possible. 

278  Each  safety  valve  shall  have  full  sized  direct  connection  to 
the  boiler.  No  valve  of  any  description  shall  be  placed  between  the 
safety  valve  and  the  boiler,  nor  on  the  discharge  pipe  between  the 
safety  valve  and  the  atmosphere.  When  a  discharge  pipe  is  used,  it 
shall  be  not  less  than  the  full  size  of  the  valve,  and  shall  be  fitted 
with  an  open  drain  to  prevent  water  from  lodging  in  the  upper  part  of 
the  safety  valve  or  in  the  pipe. 

279  If  a  muffler  is  used  op  a  safety  valve  it  shall  have  sufficient 
outlet  area  to  prevent  back  pressure  from  interfering  with  the  proper 
operation  and  discharge  capacity  of  the  valve.  The  muffler  plates  or 
other  devices  shall  be  so  constructed  as  to  avoid  any  possibility  of  re- 
striction of  the  steam  passages  due  to  deposit.  When  an  elbow  is 
placed  on  a  safety  valve  discharge  pipe,  it  shall  be  located  close  to  the 
safety  valve  outlet  or  the  pipe  shall  be  securely  anchored  and  supported. 
All  safety  valve  discharges  shall  be  so  located  or  piped  as  to  be  carried 
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clear  from  running  boards  or  working  platforms  used  in  controlling  the 
main  stop  valves  of  boilers  or  steam  headers. 

280  When  a  boiler  is  fitted  with  two  or  more  safety  valves  on  one 
connection^  this  connection  to  the  boiler  shall  have  a  cross-sectioDtl 
area  not  less  than  the  combined  area  of  all  of  the  safety  valves  with 
which  it  connects. 

2^1  Safety  valves  shall  operate  without  chattering  and  shall  be 
set  and  adjusted  as  follows:  To  close  after  blowing  down  not  more 
than  4  lb.  on  boilers  carrying  an  allowed  pressure  less  than  100  lb. 
per  sq.  in.  gage.  To  close  after  blowing  down  not  more  than  6  lb.  on 
boilers  carrying  pressures  between  100  and  200  lb.  per  sq.  in.  gage 
inclusive.  To  close  after  blowing  down  not  more  than  8  lb.  on  boilers 
carrying  over  200  lb.  per  sq.  in.  gage. 

282  Each  safety  valve  used  on  a  boiler  shall  have  a  substantial 
lifting  device,  and  shall  have  the  spindle  so  attached  that  the  valve 
disc  can  be  lifted  from  its  seat  a  distance  not  less  than  one-tenth  of 
the  nominal  diameter  of  the  valve,  when  there  is  no  pressure  on  the 
boiler. 

283  The  seats  and  discs  of  safety  valves  shall  be  of  non-ferrous 
material. 

284  Springs  used  in  safety  valves  shall  not  show  a  permanent  set 
exceeding  1/32  in.  ten  minutes  after  being  released  from  a  cold  com- 
pression test  closing  the  spring  solid. 

285  The  spring  in  a  safety  valve  shall  not  be  used  for  any 
pressure  more  than  10  per  cent  above  or  below  that  for  which  it  was 
designed. 

286  A  safety  valve  over  3-in.  size,  used  for  pressures  greater  than 
15  lb.  per  sq.  in.  gage,  shall  have  a  flanged  inlet  connection.  The 
dimensions  of  the  flanges  shall  conform  to  the  American  standard 
given  in  Tables  15  and  16  of  the  Appendix. 

287  When  the  letters  A  S  M  E  Std  are  plainly  stamped  or  cast 
on  the  valve  body  this  shall  be  a  guarantee  by  the  manufacturer  that 
the  valve  conforms  with  the  details  of  construction  herein  specified. 

288  Every  superheater  shall  have  one  or  more  safety  valves  near 
the  outlet.  The  discharge  capacity  of  the  safety  valve  or  valves  on 
an  attached  superheater  may  be  included  in  determining  the  number 
and  sizes  of  the  safety  valves  for  the  boiler,  provided  there  are  no  in- 
tervening valves  between  the  superheater  safety  valve  and  the  boiler. 

28!)  Every  safety  valve  used  on  a  superheater,  discharging  super- 
heated steam,  shall  have  a  steel  body  with  a  fianged  inlet  connection, 
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and  shall  have  the  seat  and  disc  of  nickel  composition  or  equivalent 
material,  and  the  spring  fully  exposed  outside  of  the  valve  casing  so 
that  it  shall  be  protected  from  contact  with  the  escaping  steam. 

1^90  Every  boiler  shall  have  proper  outlet  connections  for  the 
required  safety  valve  or  valves,  independent  of  any  other  steam  outlet 
connection  or  of  any  internal  pipe  in  the  steam  space  of  the  boiler,  the 
area  of  opening  to  be  at  least  equal  to  the  aggregate  area  of  all  of  the 
safety  valves  to  be  attached  thereto. 

Water  and  Steam  Gaoes 

291  Water  Glasses  and  Oage  Cocks.  Each  boiler  shall  have  at 
least  one  water  glass,  the  lowest  visible  part  of  which  shall  be  not  less 
than  2  in.  above  the  lowest  permissible  water  level. 

292  N'o  water  glass  connection  shall  be  fitted  with  an  automatic 
shut-oflf  valve. 

293  When  shut-oflfs  are  used  on  the  connections  to  a  water 
column,  they  shall  be  either  outside  screw  and  yoke  type  gate  valves 
or  stop  cocks  with  levers  permanently  fastened  thereto,  and  such 
valves  or  cocks  shall  be  locked  or  sealed  open, 

294  Each  boiler  shall  have  three  or  more  gage  cocks,  located 
within  the  range  of  the  visible  length  of  the  water  glass,  except  when 
such  boiler  has  two  water  glasses  with  independent  connections  to  the 
boiler  and  located  on  the  same  horizontal  line  and  not  less  than  2  ft. 
apart. 

295  No  outlet  connections,  except  for  damper  regulator,  feed- 
water  regulator,  drains  or  steam  gages,  shall  be  placed  on  the  pipes 
connecting  a  water  column  to  a  boiler. 

296  Steum  Oages.  Each  boiler  shall  have  a  steam  gage  con- 
nected to  the  steam  space  or  to  the  water  column  or  its  steam  connec- 
tion. The  steam  gage  shall  be  connected  to  a  syphon  or  equivalent 
device  of  suflBcient  capacity  to  keep  the  gage  tube  filled  with  water 
and  so  arranged  that  the  gage  cannot  be  shut  oflf  from  the  boiler 
except  by  a  cock  placed  near  the  gage  and  provided  with  a  tee  or  lever 
handle  arranged  to  be  parallel  to  the  pipe  in  which  it  is  located  when 
the  cock  is  open.  Connections  to  gages  shall  be  of  brass,  copper  or 
bronze  composition. 

297  The  dial  of  the  steam  gage  shall  be  graduated  to  not  less 
than  1^  times  the  maximum  allowable  working  pressure  on  the  boiler. 

298  Each  boiler  shall  be  provided  with  a  %-in.  pipe  size  valved 
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connection  for  attaching  a  test  gage  when  the  boiler  is  in  service,  so 
that  the  accuracy  of  the  boiler  steam  gage  can  be  ascertained. 

Fittings  and  Appliances 

2^9  Nozzles  and  Fittings.  All  fittings  shall  conform  to  the 
American  Standards  given  in  Tables  15  or  16  of  the  Appendix 
Where  the  maximum  allowable  working  pressure  is  less  than  125  lb. 
per  sq.  in.,  Table  15  shall  be  used  and  where  higher,  Table  16. 

300  The  minimum  number  of  threads  that  a  pipe  or  fitting  shall 
screw  into  a  tapped  hole  shall  correspond  to  the  numerical  values 
given  for  number  of  threads  in  Table  7. 

301  Stop  Valves.  Each  steam  discharge  outlet  over  2  in.  in  di- 
ameter, except  safety  valve  and  superheater  connections,  shall  be  fitted 
with  a  stop  valve  or  valves  of  the  outside  screw  and  yoke  type,  located 
as  near  the  boiler  as  practicable. 

302  The  main  stop  valves  of  boilers  shall  be  extra  heavy  when 
the  maximum  allowable  working  pressure  exceeds  125  lb.  per  sq.  in. 
The  fittings  between  the  boiler  and  such  valve  or  valves  shall  be  extra 
heavy,  as  specified  in  Table  16  of  the  Appendix. 

303  When  two  or  more  boilers  are  connected  to  a  common  steam 
main,  two  stop  valves,  with  an  ample  free  blow  drain  between  them, 
shall  be  placed  in  the  steam  connection  between  each  boiler  and  the 
steam  main.  The  discharge  of  this  drain  valve  must  be  visible  to  the 
operator  while  manipulating  the  valve.  The  stop  valves  shall  consist 
preferably  of  one  automatic  non-return  valve  (set  next  the  boiler) 
and  a  second  valve  of  the  outside  screw  and  yoke  type ;  or,  two  valves 
of  the  outside  screw  and  yoke  type  may  be  used. 

304r  When  a  stop  valve  is  so  located  that  water  can  accumulate, 
ample  drains  shall  be  provided. 

305  Steam  Mains.  Provisions  shall  be  made  for  the  expansion 
and  contraction  of  steam  mains  connected  to  boilers,  by  providing 
substantial  anchorage  at  suitable  points,  so  that  there  shall  be  no 
undue  strain  transmitted  to  the  boiler.  Steam  reservoirs  shall  be  used 
on  steam  mains  when  heavy  pulsations  of  the  steam  currents  cause 
vibration  of  the  boiler  shell  plates. 

306  Each  superheater  shall  be  fitted  with  a  drain. 

307  Blow-off  Piping.  The  size  of  a  surface  blow-oflf  pipe  shall 
not  exceed  1^^  in.,  and  it  shall  be  carried  through  the  shell  or  head 
with  a  brass  or  steel  boiler  bushing. 
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308  Each  boiler  shall  have  a  bottom  blow-off  pipe,  fitted  with  a 
valve  or  cock,  in  direct  connection  with  the  lowest  water  space  prac- 
ticable ;  the  minimum  size  of  pipe  and  fittings  shall  be  1  in.  and  the 
maximum  size  shall  be  2^  in.  Olobe  valves  shall  not  be  used  on 
such  connections. 

309  A  bottom  blow-off  cock  shall  have  the  plug  held  in  place  by 
a  guard  or  gland.  The  end  of  the  plug  shall  be  distinctly  marked  in 
line  with  the  passage. 

310  The  blow-off  pipe  or  pipes  shall  be  extra  heavy  from  boiler 
to  valve  or  valves,  and  shall  run  full  size  without  reducers  or  bushings. 
All  fittings  between  the  boiler  and  valves  shall  be  of  steel. 

311  When  the  maximum  allowable  working  pressure  exceeds  125 
lb.  per  sq.  in.,  the  bottom  blow-off  pipe  shall  have  two  valves,  or  a  valve 
and  a  cock,  and  such  valves,  or  valve  and  cock,  shall  be  extra  heavy, 
except  that  on  a  boiler  having  multiple  blow-off  pipes,  a  single  master 
valve  may  be  placed  on  the  common  blow-off  pipe  from  the  boiler,  in 
which  case  only  one  valve  on  each  individual  blow-off  is  required. 

312  A  bottom  blow-off  pipe  when  exposed  to  direct  furnace  heat 
shall  be  protected  by  fire-brick,  a  substantial  cast-iron  removable 
sleeve  or  a  covering  of  non-conducting  material. 

313  An  opening  in  the  boiler  setting  for  a  blow-off  pipe  shall  be 
arranged  to  provide  for  free  expansion  and  contraction. 

314  Feed  Piping.  The  feed  pipe  of  a  boiler  shall  have  an  open 
end  or  ends.  Wherever  globe  valves  are  used  on  feed  piping,  the  inlet 
shall  be  under  the  disc  of  the  valve. 

315  The  feedwater  shall  discharge  at  about  three-fifths  the  length 
of  a  horizontal  return  tubular  boiler  from  the  front  head  (except  a 
horizontal  return  tubular  boiler  equipped  with  an  auxiliary  feedwater 
heating  and  circulating  device),  above  the  central  rows  of  tubes,  when 
the  diameter  of  the  boiler  exceeds  36  in.  The  feed  pipe  shall  be  car- 
ried through  the  head  or  shell  near  the  front  end  with  a  brass  or  steel 
boiler  bushing,  and  securely  fastened  inside  the  shell  above  the  tubes. 

316  Feedwater  shall  not  discharge  in  a  boiler  close  to  riveted 
joints  in  the  shell  or  to  furnace  sheets. 

317  The  feed  pipe  shall  be  provided  with  a  check  valve  near 
the  boiler  and  a  valve  or  cock  between  the  check  valve  and  the  boiler, 
and  when  two  or  more  boilers  are  fed  from  a  common  source,  there 
shall  also  be  a  globe  valve  on  the  branch  to  each  boiler,  between  the 
check  valve  and  the  source  of  supply. 
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518  When  a  pump,  inspirator  or  injector  is  required  to  supply 
feedwater  to  a  boiler  plant  of  over  50  h.  p.,  more  than  one  such 
appliance  shall  be  provided. 

3.19  Lamphrey  Fronts.  Each  boiler  fitted  with  a  Lamphiej 
boiler  furnace  mouth  protector,  or  similar  appliance,  having  valve 
on  the  pipes  connecting  them  to  the  boiler,  shall  have  these  valvcj; 
locked  or  sealed  open.  Such  valves  when  used,  shall  be  of  the  straight- 
way type. 

320  Water  Column  Pipes.  The  minimum  size  of  pipes  connect- 
ing the  water  column  to  a  boiler  shall  be  1  in.  Water-glass  fittings 
or  gage  cocks  may  be  connected  direct  to  the  boiler. 

321  The  water  connections  to  the  water  column  of  a  boiler  shall 
be  of  brass  and  shall  be  provided  with  a  cross  to  facilitate  cleaning. 
Either  the  water  column  or  this  connection  shall  be  fitted  with  a 
drain  cock  or  drain  valve  with  a  suitable  connection  to  the  ashpit,  or 
other  safe  point  of  waste.  The  water  column  blow-off  pipe  shall  be 
at  least  %  in. 

322  The  steam  connection  to  the  water  column  of  a  horizontal 
return  tubular  boiler  shall  be  taken  from  the  top  of  the  shell  or  the 
upper  part  of  the  head ;  the  water  connection  shall  be  taken  from  a 
point  not  less  than  6  in.  below  the  center  line  of  the  shell. 

Sbtting 

323  Methods  of  Support.  A  horizontal  return  tubular  boiler 
over  78-in.  in  diameter  shall  be  supported  from  steel  lugs  by  the  out- 
side suspension  type  of  setting,  independent  of  the  boiler  side  walls. 
The  lugs  shall  be  so  designed  that  the  load  is  properly  distributoil 
between  the  rivets  attaching  them  to  the  shell  and  so  that  not  more 
than  two  of  these  rivets  come  in  the  same  longitudinal  line  on  each 
lug.  The  distance  girthwise  of  the  boiler  from  the  centers  of  the 
bottom  rivets  to  the  centers  of  the  top  rivets  attaching  the  lugs  shall 
be  not  less  than  12  in.  The  other  rivets  used  shall  be  spaced  evenly 
between  these  points.  If  more  than  four  lugs  are  used  they  shall  be 
set  in  four  pairs. 

3i24  A  horizontal  return  tubular  boiler  over  54  in.,  and  up  to 
and  including  78  in.  in  diameter,  shall  be  supported  by  the  outside 
suspension  type  of  setting,  or  at  four  points  by  not  less  than  eight 
steel  or  cast-iron  brackets  set  in  pairs.  A  horizontal  return  tubular 
boiler  up  to  and  including  54  in.  in  diameter  shall  be  supported  bv 
the  outside  suspension  type  of  setting,  or  by  not  less  than  two  steel 
or  cast-iron  brackets  on  each  side. 
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325  Lugs  or  brackets,  when  used  to  support  boilers,  shall  be 
properly  fitted  to  the  surfaces  to  which  they  are  attached.  The 
shearing  stress  on  the  rivets  used  for  attaching  the  lugs  or  brackets 
shall  not  exceed  8  per  cent  of  the  strength  given  in  Par.  16. 

3!^  Wet-bottom  stationary  boilers  shall  have  a  space  of  not  less 
than  12  in.  between  the  bottom  of  the  boiler  and  the  floor  line,  with 
access  for  inspection. 

327  Access  and  Firing  Doors,  The  minimum  size  of  an  access 
door  to  be  placed  in  a  boiler  setting  shall  be  12  X  16  in-  or  equivalent 
area,  11  in.  to  be  the  least  dimension  in  any  case. 

328  A  water  tube  boiler  which  is  fired  by  hand  shall  have  firing 
door  or  doors  of  the  inward  opening  type  unless  such  doors  are  pro- 
vided with  substantial  latching  devices  to  prevent  them  from  being 
blown  open  by  pressure  on  the  furnace  side. 

Hydrostatic  Tests 

329  Hydrostatic  Pressure  Tests.  After  a  boiler  has  been  com- 
pleted, it  shall  be  subjected  to  a  hydrostatic  test  of  one  and  one-half 
times  the  maximum  allowable  working  pressure.  The  pressure  shall 
be  under  proper  control  so  that  in  no  case  shall  the  required  test 
pressure  be  exceeded  by  more  than  6  per  cent. 

330  During  a  hydrostatic  test,  the  safety  valve  or  valves  shall 
be  removed  or  each  valve  disc  shall  be  held  to  its  seat  by  means  of  a 
testing  clamp  and  not  by  screwing  down  the  compression  screw  upon 
the  spring. 

Stamping 

331  Stamping  of  Boilers,  In  laying  out  shell  plates,  furnace 
sheets  and  heads  in  the  boiler  shop,  care  shall  be  taken  to  leave  at 
least  one  of  the  stamps,  specified  in  Par.  3fi  of  these  Rules,  so  located 
as  to  be  plainly  visible  when  the  boiler  is  completed ;  except  that  the 
tube  sheets  of  a  vertical  fire-tube  boiler  and  butt  straps  shall  have  at 
least  a  portion  of  such  stamps  visible  sufficient  for  identification  when 
the  boiler  is  completed. 

332  Each  boiler  shall  conform  in  every  detail  to  these  Rules,  and 
shall  be  distinctly  stamped  with  the  symbol  as  shown  in  Fig.  19,  de- 
noting that  the  boiler  was  constructed  in  accordance  therewith.  Each 
boiler  shall  also  be  stamped  by  the  builder  with  a  serial  number  and 
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with  the  builder's  name  eitlier  in  full  or  abbreviated,  as  indicated  Id 
Fig.  20.  The  height  of  the  letters  and  figures  used  in  stamping  shall 
be  not  less  than  ^  in.  and  this  stamp  shall  be  placed  directly  below 
or  alongside  The  American  Society  of  Mechanical  Engineers'  stamp. 


(Name  of  Stete) 
STD 

(Number  of  Boiler)  4 
(Name  of  Builder) 


Fig.  19    OFnoiAL  Symbol  for  Stamp        Fio.  20    Form  of  Stamp  Proposed 
TO  Denote  Ths  American  So-  for  the  Boiler  Manufactubke 

ciETY  OF  Mechanical  Enqi- 
neees  Uniform  Standard 

33>3    Location  of  Stamps.  <  The  location  of  stamps  shall  be  as 
follows : 

a  On  horizontal  return  tubular  boilers — on  the  front  head, 
above  the  central  rows  of  tubes. 

b  On  horizontal  flue  boilers — on  the  front  head,  above  the 
flues. 

c  On  traction,  portable  or  stationary  boilers  of  the  locomo- 
tive type  or  Star  water-tube  boilers — on  the  furnace  end, 
above  the  handhole. 

d  On  vertical  fire  tube  and  vertical  submerged  tube  boilers— 
on  the  shell  above  the  fire  door. 

e  On  water-tube  boilers,  Babcock  &  Wilcox,  Stirling,  Heine 
and  Robb-Mumford  standard  types — on  a  head  above 
the  manhole  opening,  preferably  on  the  flanging  of  the 
manhole  opening. 

/  On  vertical  boilers,  Climax  or  Hazleton  type — on  the  top 
head. 

g  On  Cahall  or  Wickes  vertical  water  tube  boilers — on  the 
upper  drum,  above  the  manhole  opening. 

h  On  Scotch  marine  boilers — on  the  front  head,  above  the 
center  or  right-hand  furnace. 

i  On  Economic  boilers — on  the  front  head,  above  the  central 
row  of  tubes. 

j  For  other  types  and  new  designs — in  a  conspicuous  loca- 
tion. 
334    The  American  Society  of  Mechanical  Engineers'  standard 
stamp  and  the  boiler  builder's  stamps  shall  not  be  covered  by  insulat- 
ing or  other  material. 


PART  I— SECTION  II 

BOILERS  USED  EXCLUSIVELY  FOR  LOW  PRESSURE 
STEAM  AND  HOT  WATER  HEATING  AND  HOT 

WATER  SUPPLY 

(this  does  not  apply  to  economizers  OB  FEED  WATER  HEATERS.) 

BoiLEB  Materials 

335  The  Rules  for  power  boilers  shall  apply : 

a  To  all  steel  plate  hot-water  boilers  over  60  in.  in  diameter. 

&  To  all  steel  plate  hot-water  boilers  where  the  grate  area  ex- 
ceeds 10  sq.  ft.  and  the  maximum  allowable  working  pres- 
sure exceeds  50  lb.  per  sq.  in. 

c  Under  other  conditions,  the  following  rules  shall  apply. 

336  Specifications  are  given  in  these  Bules,  Pars.  23  to  l?^,  for 
the  important  materials  used  in  the  construction  of  boilers,  and  where 
given,  the  materials  shall  conform  thereto. 

337  Flange  steel  may  be  used  entirely  for  the  construction  of 
steam  heating  boilers  covered  in  this  section,  but  in  no  case  shall 
steel  of  less  than  l^  in.  in  thickness,  nor  tube  sheets  or  heads  of  less 
than  5/1-6  in.  in  thickness  be  used. 

Maximum  Allowable  Working  Pressure 

338  The  maximum  allowable  working  pressure  shall  not  exceed 
15  lb.  per  sq.  in.  on  a  boiler  built  under  these  Rules  to  be  used  ex- 
clusively for  low  pressure  steam  heating. 

339  A  boiler  to  be  used  exclusively  for  low-pressure  steam  heat- 
ing, may  be  constructed  of  cast-iron,  or  of  cast-iron  excepting  con- 
necting nipples  and  bolts,  or  wholly  of  steel  or  wrought-iron,  or  of 
steel  and  partially  cast-iron,  or  of  steel  or  wrought-iron  with  cast-iron 
mud  rings,  door  frames  and  manhole  flanges. 

340  All  steel  plate,  hot-water  and  steam-heating  boilers  shall  have 
a  factor  of  safety  of  not  less  than  5. 
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Boiler  Joints 

341  Longitudinal  lap  joints  will  be  allowed  on  boilers  to  be 
used  exclusively  for  low  pressure  steam  heating,  when  the  maximum 
allowable  working  pressure  does  not  exceed  15  lb.  per  sq.  in.,  and  the 
diameter  of  the  boiler  shell  does  not  exceed  60  in. 

342  The  longitudinal  joints  of  a  horizontal  return  tubular  boiler 
if  of  the  lap  type,  shall  be  not  over  12  ft.  in  length. 

343  In  a  hot-water  boiler  to  be  used  excusively  for  heating  build- 
ings or  hot  water  supply  when  the  diameter  does  not  exceed  60  in.  and 
the  grate  area  does  not  exceed  10  sq.  ft.,  longitudinal  lap  joints  will 
be  allowed. 

When  the  grate  area  exceeds  10  sq.  ft.  and  the  diameter  of  the 
boiler  does  not  exceed  60  in.  longitudinal  lap  joints  will  be  allowed 
providing  the  maximum  allowable  working  pressure  does  not  exceed 
50  lb.  per  sq.  in. 

344  Protection  of  Joints.  When  a  boiler  is  built  wholly  or 
partially  of  steel  and  is  used  exclusively  for  low  pressure  steam  heat- 
ing, or  when  a  hot-water  boiler  is  used  exclusively  for  heating  build- 
ings or  for  hot-water  supply,  it  shall  not  be  necessary  to  water  jacket 
the  rivets  in  the  fire-box  where  one  end  of  each  rivet  is  exposed  to  the 
fire  or  direct  radiant  heat  from  the  fire,  provided  any  one  of  the 
following  conditions  is  fulfilled  : 

a  Where  the  ends  of  the  rivets  away  from  the  fire  are  pro- 
tected by  means  of  natural  drafts  of  cold  air  induced  in 
the  regular  operation  of  the  boiler  ; 

b  Where  the  ends  of  the  rivets  away  from  the  fire  are  in  the 
open  air ; 

c  Where  the  rivets  are  protected  by  the  usual  charges  of  fresh 
fuel,  which  is  not  burned  in  contact  with  the  rivets. 

Washout  Holes 

345  A  boiler  used  for  hot-water  supply  shall  be  provided  with 
washout  holes  for  the  removal  of  any  sediment  that  may  accumulate 
therein. 

Boiler  Openings 

346  Flanged  Connections.  Openings  in  boilers  having  flangeii 
connections  shall  have  the  flanges  conform  to  the  American  Standard 
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giyen  in  Tables  15  or  16  of  the  Appendix,  for  the  corresponding  pipe 
size,  and  shall  have  the  corresponding  drilling  for  bolts  or  studs. 

Saj'bty  Valves 

347  Outlet  Connections  for  Safety  and  Water  Relief  Valves. 
Every  boiler  shall  have  proper  outlet  connections  for  the  required 
safety,  or  water  relief  valve  or  valves,  independent  of  any  other  con- 
nection outside  of  the  boiler  or  any  internal  pipe  in  the  boiler,  the 
area  of  the  opening  to  be  at  least  equal  to  the  aggregate  area  of  all  of 
the  safety  valves  with  which  it  connects.  A  screwed  connection  may 
be  used  for  attaching  a  safety  valve  to  a  heating  boiler.  This  rule 
applies  to  all  sizes  of  safety  valves. 

M8  Safety  Valves.  Each  steam  boiler  shall  be  provided  with 
one  or  more  safety  valves  of  the  spring-pop  type  which  cannot  be 
adjusted  to  a  higher  pressure  than  15  lb.  per  sq.  in. 

349  Water  Relief  Valves.  Each  hot-water  boiler  shall  be  pro- 
vided with  one  or  more  water  relief  valves  with  open  discharges  hav- 
ing outlets  in  plain  sight. 

350  A  hot-water  boiler  built  for  a  maximum  allowable  working 
pressure  of  30  lb.  per  sq.  in.  and  used  exclusively  for  heating  build- 
ings^ or  for  hot-water  supply,  shall  be  provided  with  a  water  relief 
valve  or  valves,  which  cannot  be  adjusted  for  a  pressure  in  excess 
of  30  lb.  per  sq.  in. 

351  No  safety  or  water  relief  valve  shall  be  smaller  than  1  in. 
nor  greater  than  4^^  in.  nominal  size. 

352-  When  two  or  more  safety  or  water  relief  valves  are  used 
on  a  boiler  they  may  be  single  or  twin  valves. 

353  Safety  or  water  relief  valves  shall  be  connected  to  boilers 
independent  of  other  connections  and  be  attached  directly  or  as 
close  as  possible  to  the  boiler,  without  any  intervening  pipe  or  fittings, 
except  the  Y-base  forming  a  part  of  the  twin  valve  or  the  shortest 
possible  connection.  A  safety  or  water  relief  valve  shall  not  be  (con- 
nected to  an  internal  pipe  in  the  boiler.  .Safety  valves  shall  be  con- 
nected so  as  to  stand  upright,  with  the  spindle  vertical,  when  possible. 

354  No  shut-oflE  of  any  description  shall  be  placed  between  the 
safety  or  water  relief  valves  and  boilers,  nor  on  discharge  pipes  be- 
tween them  and  the  atmosphere. 

355  When  a  discharge  pipe  is  used  its  area  shall  be  not  less  than 
the  area  of  the  valve  or  aggregate  area  of  the  valves  with  which  it 
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connectSy  and  the  discharge  pipe  shall  be  fitted  with  an  open  drain 
to  prevent  water  from  lodging  in  the  upper  part  of  the  valve  or  in 
the  pipe.  When  an  elbow  is  placed  on  a  safety  or  water  relief  valve 
discharge  pipe^  it  shall  be  located  close  to  the  valve  outlet  or  the  pipe 
shall  be  securely  anchored  and  supported.  The  safety  or  water  relief 
valves  shall  be  so  located  and  piped  that  there  will  be  no  danger  of 
scalding  attendants. 

356  Each  safety  valve  used  on  a  steam  heating  boiler  shall  have 
a  substantial  lifting  device  which  shall  be  so  connected  to  the  disc 
that  the  latter  can  be  lifted  from  its  seat  a  distance  of  not  less  than 


TABLE  9 

ALLOWABLE  SIZES  OF  SAFETY  VALVES  FOB  HEATING  BOILRBS 

Water  ETaporated 

per  8q.  Ft.  of 
Grate  Surfaoe  per 

76 

100 

160 

160 

200 

240 

Hr..  Lb. 

Mazimum  allowable 

Working  Preeeure, 

Lb.  per  8q.  In. 

Zero 

to 

26  Lb. 

Over  25 

to 
60  Lb. 

Over  60 

to 
100  Lb. 

Over  100 

to 
160  Lb. 

Over  160 

to 
200  Lb. 

Over  200 
Lb. 

Diameter 

Area 

of  Valve. 
In. 

of  Valve. 
8q.  In. 

Area  of  Gn 

ite.  8q.  Ft. 

1 

0.7864 

2.00 

2.50 

2.76 

3.25 

3.6 

3.75 

IK 

1.2272 

3.25 

4.00 

4.26 

6.00 

5.6 

6.76 

IH 

1.7671 

4.60 

6.60 

6.00 

7.26 

8.0 

8.50 

2 

3.1416 

8.00 

9.75 

10.76 

13.00 

14.0 

16.00 

2yi 

4.9087 

12.50 

15.00 

16.60 

20.00 

22.0 

23.00 

3 

7.0686 

17.76 

21.60 

24.00 

29.00 

31.6 

33.25 

3H 

9.6211 

24.00 

29.60 

32.60 

39.50 

48.0 

45.26 

4 

12.5660 

31.60 

38.26 

42.60 

51.60 

66.0 

80.00 

4>4 

15.9040 

40.00 

48.50 

63.60 

66.00 

71.0 

74.26 

one- tenth  of  the  nominal  diameter  of  the  seat  when  there  is  no  pres- 
sure on  the  boiler.  A  relief  valve  used  on  a  hot-water  heating  boiler 
need  not  have  a  lifting  device. 

;i57  Bvery  safety  valve  or  water  relief  valve  shall  have  plainly 
stamped  on  tiie  body  or  cast  thereon  the  manufacturer's  name  or 
trade  mark  and  the  pressure  at  which  it  is  set  to  blow.  The  seats  and 
discs  of  safety  or  wat(T  relief  valves  shall  be  made  of  non-ferrous 
material. 

358  The  minimum  size  of  safety  or  water  relief  valve  or  valves 
for  each  boiler  shall  be  governed  by  the  grate  area  of  the  boiler,  as 
shown  by  Table  9. 
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When  the  conditions  exceed  those  on  which  Table  9  is  based,  the 
following  formula  for  bevel  and  flat  seated  valves  shall  be  used  : 

in  which 

A  =  area  of  direct  spring-loaded  safety  valve  per  square  foot 
of  grate  surface,  sq.  in. 

IF  =  weight  of  water  evaporated  per  square  foot  of  grate  sur- 
face per  second,  lb. 

P  =  pressure  (absolute)  at  which  the  safety  valve  is  set  to 
blow,  lb.  per  sq.  in. 

359  Double  Orate  Down  Draft  Boilers,  In  determining  the 
number  and  size  of  safety  valves  or  water  relief  valves  the  grate  area 
shall  equal  the  area  of  the  upper  grate  plus  one-half  of  the  area  of 
the  lower  grate. 

360  Boilers  Fired  With  Oil  or  Oas,  In  determining  the  number 
and  size  of  safety  or  water  relief  valve  or  valves  for  a  boiler  using  gas 
or  liquid  fuel,  15  sq.  ft.  of  heating  surface  shaU  be  equivalent  to  one 
square  foot  of  grate  area.  If  the  size  of  grate  for  use  of  coal  is  evi- 
dent from  the  boiler  design,  such  size  may  be  the  basis  for  the  de- 
termination of  the  safety  valve  capacity. 

Steam  and  Water  Qages 

361  Steam  Oages,  Each  steam  boiler  shall  have  a  steam  gage 
connected  to  the  steam  space  or  to  the  water  column  or  its  steam 
connection.  The  steam  gage  shall  be  connected  to  a  syphon  or 
equivalent  device  of  sufficient  capacity  to  keep  the  gage  tube  filled 
with  water  and  so  arranged  that  the  gage  cannot  be  shut  off  from  the 
boiler  except  by  a  cock  placed  near  the  gage  and  provided  with  a  tee 
or  lever  handle  arranged  to  be  parallel  to  the  pipe  in  which  it  is  lo- 
cated when  the  cock  is  open.  Connections  to  gages  shall  be  of  brass, 
copper  or  bronze  composition.  The  dial  of  a  steam  gage  for  a  steam 
heating  boiler  shall  be  graduated  to  not  less  than  30  lb. 

36i2  Pressure  or  Altitude  Gages.  Each  hot-water  boiler  shall 
have  a  gage  connected  in  such  a  manner  that  it  cannot  be  shut  off 
from  the  boiler  except  by  a  cock  with  tee  or  lever  handle,  placed  on  the 
pipe  near  the  gage.  The  handle  of  the  cock  shall  be  parallel  to  the  pipe 
in  which  it  is  located  when  the  cock  is  open.  Connections  to  gages 
shall  be  made  of  brass,  copper  or  bronze  composition.    The  dial  of 
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the  pressure  or  altitude  gage  shall  be  graduated  to  not  less  than  1^ 
times  the  maximum  allowable  working  pressure. 

E63  Thermometers,  Each  hot-water  boiler  shall  have  a  ther- 
mometer so  located  and  connected  that  it  shall  be  easily  readable  when 
observing  the  water  pressure  or  altitude.  The  thermometer  shall  be 
so  located  that  it  shall  at  all  times  indicate  the  temperature  in  deg. 
f ahr.,  of  the  water  in  the  boiler. 

Fittings  and  Appliances 

364  Bottom  Blow-off  Pipes.  Each  boiler  shall  have  a  blow-off 
pipe,  fitted  with  a  valve  or  cock,  in  direct  connection  with  the  lowest 
water  space  practicable. 

365  Damper  Regulators,  When  a  pressure  damper  regulator  is 
used,  the  boiler  pressure  pipe  shall  be  connected  to  the  steam  space  of 
the  boiler. 

366  Water  Glasses,  Each  steam  boiler  shall  have  one  or  more 
water  glasses. 

367  Oage  Cocks,  Each  steam  boiler  shall  have  two  or  more  gage 
cocks  located  within  the  range  of  the  visible  length  of  the  water  glass. 

368  Water  Column  Pipes,  The  minimum  size  of  pipes  connect- 
ing the  water  column  of  a  boiler  shall  be  1  in.  Water-glass  fittings 
or  gage  cocks  may  be  connected  direct  to  the  boiler.  The  steam  con- 
nection to  the  water  column  of  a  horizontal  return  tubular  boiler 
shall  be  taken  from  the  top  of  shell  or  the  upper  part  of  the  head;  the 
water  connection  shall  be  taken  from  a  point  not  less  than  6  in.  below 
the  center  line  of  the  shell.  No  connections,  except  for  damper  regu- 
lator, drains  or  steam  gages,  shall  be  placed  on  the  pipes  connecting 
a  water  column  to  a  boiler. 

Methods  op  Setting 

369  Wet-bottom  steel  plate  boilers  shall  have  a  space  of  not  less 
than  12  in.  between  the  bottom  of  the  boiler  and  the  floor  line  with 
access  for  inspection. 

370  Access  Doors,  The  minimum  size  of  access  door  used  in 
boiler  settings  shall  be  12  X  16  in.  or  equivalent  area,  the  least 
dimension  being  11  in. 

371  The  longitudinal  joints  of  a  horizontal  return  tubular 
boiler  shall  be  located  above  the  fire-line. 
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Hydbostatio  Tests 

« 

37i^  A  shop  test  of  60  lb.  per  sq.  in.  hydrostatic  pressure  shall  be 
applied  to  steel  or  cast-iron  boilers  or  to  the  sections  of  cast-iron 
boilers  which  are  used  exclusively  for  low  pressure  steam  heating. 

ytS  Hot-water  boilers  for  a  maximum  allowable  working  pressure 
not  exceeding  30  lb.  per  sq.  in.  used  exclusively  for  heating  buildings 
or  for  hot-water  supply,  when  constructed  of  cast-iron,  or  of  cast-iron 
excepting  the  connecting  nipples  and  bolts,  shall  be  subjected  to  a 
shop  test  of  60  lb.  per  sq.  in.  hydrostatic  pressure  applied  to  the  boiler 

4 

or  the  sections  thereof. 

374  A  maximum  allowable  working  pressure  in  excess  of  30  lb. 
per  sq.  in.  will  be  allowed  on  a  hot-water  boiler  constructed  of  cast- 
iron,  or  of  cast-iron  excepting  the  connecting  nipples  and  bolts,  used 
exclusively  for  heating  buildings  or  for  hot-water  supply,  provided 
such  boilers  or  their  sections  have  been  subjected  to  a  shop  hydrostatic 
test  of  two  and  one-half  times  the  actual  working  pressure. 

375  Individual  shop  inspection  shall  be  required  only  for  boilers 
which  come  under  the  rules  for  power  boilers. 

Stamping 

376  Each  plate  of  a  completed  boiler  shall  show  a  sufficient 
portion  of  the  plate  maker's  stamp  for  identification. 

377  Name.  All  boilers  referred  to  in  this  section  shall  be  plainly 
and  permanently  marked  with  the  manufacturer's  name  and  the  maxi- 
mum allowable  working  pressure. 
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Maximum  Allowable  Working  Pressube 

378  The  maximum  allowable  working  pressure  on  the  shell  of  a 
boiler  or  drum  shall  be  determined  by  the  strength  of  the  weakest 
course^  computed  from  the  thickness  of  the  plate^  the  tensile  strength 
of  the  plate,  the  efficiency  of  the  longitudinal  joint,  the  inside  diame- 
ter of  the  course  and  the  factor  of  safety  allowed  by  these  Rules. 

~R^W^ —  ~  maximum  allowable  working  pressure,  lb.  per  sq.  in. 

where 

T*9  =  ultimate  tensile  strength  of  shell  plates,  lb.  per  sq.  in. 
^  =  thickness  of  shell  plate,  in  weakest  course,  in. 

JS  =  eflSciency  of  longitudinal  joint,  method  of  determining 
which  is  given  in  Par.  181,  of  these  Rules 

R  =  inside  radius  of  the  weakest  course  of  the  shell  or  drum, 
in. 

2^5  =  factor  of  safety  allowed  by  these  Rules 

379  Boilers  in  service  one  year  after  these  Rules  become  effective 
shall  be  operated  with  a  factor  of  safety  of  at  least  4  by  the  formula, 
Par.  378.  Five  years  after  these  Rules  become  effective,  the  factor  of 
safety  shall  be  at  leadt  4.5.  Tn  no  case  shall  the  maximum  allowable 
working  pressure  on  old  boilers  be  increased,  unless  they  are  being 
operated  at  a  lesser  pressure  than  would  be  allowable  for  new  boilers, 
in  which  case  the  changed  pressure  shall  not  exceed  that  allowable  for 
new  boilers  of  the  same  construction. 

3(80  The  age  limit  of  a  horizontal  return  tubular  boiler  having  a 
longitudinal  lap  joint  and  carrying  over  50  lb.  pressure  shall  be  20 
years,  except  that  no  lap  joint  boiler  shall  be  discontinued  from  serv- 
ice solely  on  account  of  age  until  5  years  after  these  Rules  become 
eflEective. 

\W1 
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381  Second-hand  boilers,  by  which  are  meant  boilers  where  both 
the  ownership  and  location  are  changed,  shall  have  a  factor  of  safety 
of  at  least  5^,  by  the  formula  Par;  378,  one  year  after  these  Bules 
become  effective,  unless  constructed  in  accordance  with  the  Bules  con- 
tained in  Part  I,  when  the  factor  shall  be  at  least  5. 

382  Cast-Iran  Headers  and  Mud  Drums.  The  maximum  allow- 
able working  pressure  on  a  water  tube  boiler,  the  tubes  of  which  are 
secured  to  cast-iron  or  malleable  iron  headers,  or  which  have  cast-iron 
mud  drums,  shall  not  exceed  1^  lb.  per  sq.  in. 

383  Steam  Heating  Boilers.  The  maximum  allowable  working 
pressure  shall  not  exceed  15  lb.  per  sq.  in.  on  a  boiler  used  exclusively 
for  low  pressure  steam  heating. 

384  NV)  pressure  shall  be  allowed  on  a  boiler  on  which  a  crack 
is  discovered  along  the  longitudinal  riveted  joint. 


Strength  of  Materials 

385  Tensile  Strength.  When  the  tensile  strength  of  steel  or 
wrought-iron  shell  plates  is  not  known,  it  shall  be  taken  as  55,000  lb. 
per  sq.  in.  for  steel  and  45,000  lb.  for  wrought-iron. 

386  Strength  of  Rivets  in  Shear.    In  computing  the  ultimate 

strength  of  rivets  in  shear  the  following  values  in  pounds  per  square 

inch  of  the  cross-sectional  area  of  the  rivet  shank  shall  be  used : 

Iron  riyets  in  single  shear 3S,000 

Iron  riyets  in  doable  shear 76,000 

Steel  riyets  in  single  shear 44,000 

Steel  riyets  in  donble  shear 88,000 

The  cross-sectional  area  shall  be  that  of  the  rivet  shank  after  driving. 

387  Crushing  Strength  of  Mild  Steel.  The  resistance  to  crush- 
ing of  mild  steel  shall  be  taken  at  95,000  lb.  per  sq.  in.  of  cross- 
sectional  area. 

table  10  sizes  of  rivets  based  on  plate  thickness 


ThiokiMM  of  piste 

A' 

Diameter  of  rivet  after  drivins 

Ttiirknw  of  plate.  * 

lA' 

lA* 

Diameter  of  riyet  after  driving 

^. 

388  Rivets.  When  the  diameter  of  the  rivet  holes  in  the  longi- 
tudinal joints  of  a  boiler  is  not  known,  the  diameter  and  cross-sectional 
area  of  rivets,  after  driving  may  be  ascertained  from  Table  10,  or  by 
cutting  out  one  rivet  in  the  body  of  the  joint. 
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Safety  Valves  for  Power  Boilebs 

3«89  The  safety  valve  capacity  of  each  boiler  shall  be  such  that 
the  safety  valve  or  valves  will  discharge  all  the  steam  that  can  be 
generated  by  the  boiler  without  allowing  the  pressure  to  rise  more 
than  6  per  cent  above  the  maximum  allowable  working  pressnrey  or 
more  than  6  per  cent  above  the  highest  pressure  to  which  any  valfe  is 
set. 

^90  One  or  more  safety  valves  on  every  boiler  shall  be  set  at  or 
below  the  maximum  allowable  working  pressure.  The  remaining 
valves  may  be  set  within  a  range  of  3  per  cent  above  the  maximum 
allowable  working  pressure,  but  the  range  of  setting  of  all  of  the 
valves  on  a  boiler  shall  not  exceed  10  per  cent  of  the  highest  pressure 
to  which  any  valve  is  set. 

391  Safety  valve  capacity  may  be  checked  in  any  one  of  three 
different  ways,  and  if  found  sufficient,  additional  capacity  need  not  be 
provided : 

a  By  making  an  accumulation  test,  by  shutting  off  all  other 
steam  discharge  outlets  from  the  boiler  and  forcing  the 
fires  to  the  maximum.  The  safety  valve  equipment  shall 
be  sufficient  to  prevent  an  excess  pressure  beyond  6  per 
cent  as  specified  in  Par.  389. 

b  By  measuring  the  maximum  amount  of  fuel  that  can  be 
burned  and  computing  the  corresponding  evaporative  ca- 
pacity upon  the  basis  of  the  heating  value  of  the  fuel.  See 
Appendix,  Pars.  4^1  to  41^7. 

c  By  determining  the  maximum  evaporative  capacity  by 
measuring  the  feedwater.  The  sum  of  the  safety  valve 
capacities  shall  be  equal  to  or  greater  than  the  maximum 
evaporative  capacity  of  the  boiler. 

392  In  case  either  of  the  methods  outlined  in  sections  6  or  c  of 
Par.  391  is  employed,  the  safety  valve  capacities  shall  be  taken  at  the 
maximum  values  given  in  Table  8  for  spring  loaded  pop  safety  valves, 
or  0.66  times  the  maximum  values  given  in  Table  8,  for  lever  safety 
valves. 

393  When  additional  valve  capacity  is  required,  any  valves  added 
shall  conform  to  the  requirements  in  Part  I  of  these  Bules. 

394  No  valve  of  any  description  shall  be  placed  between  the 
safety  valve  and  the  boiler,  nor  on  the  discharge  pipe  between  the 
safety  valve  and  the  atmosphere.    When  a  discharge  pipe  is  used,  it 
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shall  be  not  less  than  the  full  size  of  the  valye,  and  the  discharge  pipe 
shall  be  fitted  with  an  open  drain  to  prevent  water  lodging  in  the 
upper  part  of  the  safety  valve  or  in  the  pipe.  If  a  muffler  is  used  on 
a  safety  valve  it  shall  have  sufficient  outlet  area  to  prevent  back 
pressure  from  interfering  with  the  proper  operation  and  discharge 
capacity  of  the  valve.  The  muffler  plates  or  other  devices  shall  be  so 
constructed  as  to  avoid  any  possibility  of  restriction  of  the  steam 
passages  due  to  deposit.  When  an  elbow  is  placed  on  a  safety  valve 
discharge  pipe,  it  shall  be  located  close  to  the  safety  valve  outlet  or 
the  pipe  shall  be  securely  anchored  and  supported.  All  safety  valve 
discharges  shall  be  so  located  or  piped  as  to  be  carried  clear  from 
running  boards  or  working  platforms  used  in  controlling  the  main 
stop  valves  of  boilers  or  steam  headers. 

Fittings  and  Appliances 

3%  Water  OUisses  and  Oage  Cocks.  Each  steam  boiler  shall  have 
at  least  one  water  glass,  the  lowest  visible  part  of  which  shall  be  not; 
less  than  2  in.  above  the  lowest  permissible  water  level. 

396  Each  boiler  shall  have  three  or  more  gage  cocks,  located  with- 
in the  range  of  the  visible  length  of  the  water  glass,  when  the  maxi- 
mum allowable  working  pressure  exceeds  15  lb.  per  sq.  in.,  except  when 
such  boiler  has  two  water  glasses  with  independent  connections  to  the 
boiler,  located  on  the  same  horizontal  line  and  not  less  than  2  ft.  apart. 

397  No  outlet  connections,  except  for  damper  regulator,  feed- 
water  regulator,  drains  or  steam  gages,  shall  be  placed  on  the  pipes 
connecting  a  water  column  to  a  power  boiler. 

396  Steam  Oages.  Each  steam  boiler  shall  have  a  steam  gage 
connected  to  the  steam  space  or  to  the  water  column  or  to  its  steam 
connection.  The  steam  gage  shall  be  connected  to  a  syphon  or  equiva- 
lent device  of  sufficient  capacity  to  keep  the  gage  tube  filled  with 
water  and  so  arranged  that  the  gage  cannot  be  shut  off  from  the 
boiler  except  by  a  cock  placed  near  the  gage  and  provided  with  a  tee 
or  lever  handle  arranged  to  be  parallel  to  the  pipe  in  which  it  is 
located  when  the  cock  is  open.  Connections  to  gages  shall  be  of  brass, 
copper  or  bronze  composition. 

399  Stop  Valves.  Each  steam  outlet  from  a  power  boiler  (except 
safety  valve  connections)  shall  be  fitted  with  a  stop  valve  located  as 
close  as  practicable  to  the  boiler. 

4:00  When  a  stop  valve  is  so  located  that  water  can  accumulate, 
ample  drains  shall  be  provided. 
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401  Bottom  Blow-Off  Pipes.  Each  boiler  shall  have  a  blow-off 
pipe  fitted  with  a  valve  or  cock,  in  direct  connection  with  the  lowest 
water  space  practicable. 

402  When  the  maximum  allowable  working  pressure  exceeds  125 
lb.  per  sq.  in.,  the  blow-off  pipe  shall  be  extra  heavy  from  boiler  to 
valve  or  valves,  and  shall  run  full  size  without  reducers  or  bushings. 
AU  fittings  between  the  boiler  and  valve  shall  be  steel,  extra  heavy 
malleable  iron  or  extra  heavy  cast-iron. 

403  When  the  maximum  allowable  working  pressure  exceeds  125 
lb.  per  sq.  in.,  each  bottom  blow-off  pipe  shall  be  fitted  with  an  extra 
heavy  valve  or  cock.  Preferably  two  (2)  valves,  or  a  valve  and  a 
cock  should  be  used  on  each  blow-off  in  which  case  such  valves,  or 
valve  and  cock,  shall  be  extra  heavy. 

404  A  bottom  blow-off  pipe  when  exposed  to  direct  furnace  heat, 
shall  be  protected  from  the  products  of  combustion  by  fire-brick,  a 
substantial  cast-iron  removable  sleeve,  or  a  covering  of  non-conducting 
materiaL 

405  An  opening  in  the  boiler  setting  for  a  blow-off  pipe  shall  be 
arranged  to  provide  for  free  expansion  and  contraction. 

406  Feed  Piping.  The  feed  pipe  of  a  steam  boiler  operated  at 
more  than  15  lb.  per  sq.  in.  maximum  allowable  working  pressure, 
shall  be  provided  with  a  check  valve  near  the  boiler  and  a  valve  or  cock 
between  the  check  valve  and  the  boiler,  and  when  two  or  more  boilers 
are  fed  from  a  common  source,  there  shall  also  be  a  globe  valve  on  the 
branch  to  each  boiler,  between  the  check  valve  and  the  source  of  supply. 
When  a  globe  valve  is  used  on  a  feed  pipe,  the  inlet  shall  be  under  the 
disc  of  the  valve. 

407  Lamphrey  Fronts,    Each   boiler  fitted  with   a  Lamphrey 

boiler  furnace  mouth  protector,  or  similar  appliance,  having  valves  on 

the  pipes  connecting  them  to  the  boiler,  shall  have  these  valves  locked 

or  sealed  open.    Such  valves,  when  used,  shall  be  of  the  straightway 

type. 

ITydrostatio  Prebsube  Tests 

406  Test  Pressure.  When  a  hydrostatic  test  is  applied  the  re- 
quired test  pressure  shall  be  one  and  one-half  times  the  maximum  al- 
lowable working  pressure.  The  pressure  shall  be  under  proper  control 
so  that  in  no  case  shall  the  required  test  pressure  be  exce^ed  by  more 
than  2  per  cent. 

409  During  a  hydrostatic  test  of  a  boiler,  the  safety  valve  or 
valves  shall  be  removed  or  each  valve  disc  shall  be  held  to  its  seat  bv 
means  of  a  testing  clamp  and  not  by  screwing  down  the  compression 
screw  upon  the  spring. 
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Efficiency  of  jJoints 

410    Efficiency  of  Riveted  Joints.     The  ratio  which  the  strength 

of  a  unit  length  of  a  riveted  joint  has  to  the  same  unit  length  of 

the  solid  plate  is  known  as  the  efficiency  of  the  joint  and  shall  be 

calculated  by  the  general  method  illustrated  in  the  following  examples : 

TS  =  tensile  strength  stamped  on  plate,  lb.  per  sq.  in. 
t  =  thickness  of  plate,  in. 
h  =  thickness  of  butt  strap,  in. 
P  =  pitch  of  rivets,  in.,  on  row  having  greatest  pitch 
d  =  diameter  of  rivet  after  driving,  m.  =  diameter  of  rivet 
hole 
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a  =  cross-sectional  area  of  rivet  after  driving,  sq.  in. 

8  =  shearing  strength  of  rivet  in  single  shear,  lb.  per  sq.  in.j 

as  given  in  Par.  16 
S  =  shearing  strength  of  rivet  in  double  shear,  lb.  per  sq.  in., 

as  given  in  Par.  16 
c  =  crushing  strength  of  mild  steel,  lb.  per  sq.  in.,  aa  given 

in  Par.  15 
n  =  number  of  rivets  in  single  shear  in  a  unit  length  of  joint 
-V  =  number  of  rivets  in  double  shear  in  a  unit  length  of  joint. 
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411    Example:  Lap  joint,  longitudinal  or  circumferential,  single- 
riveted. 

A  ^strength  of  solid  p\a,te^PXtXTS 

B  «  strength  of  plate  between  rivet  holes  =  (P — d)t  X  TS 

C= shearing  strength  of  one  rivet  in  single  shear  »nX«Xa 

D= crushing  strength  of  plate  in  front  of  one  nvet^dXiXc 

Divide  B,  C  or  D  (whichever  is  the  least)  by  A^  and  the  quotient  will  be  the 

efficiency  of  a  single-riveted  lap  joint  as  shown  in  Fig.  21. 


TiS- 55,000  lb.  per  sq.  in. 
(  =  1^  in.  =0.25  in. 
P  =  lJ^in.  =  1.625in. 
d^H  in.  =0.6875  in. 
a  =03.712  sq.  in. 
8  «»^,000  lb.  per  sq.  in. 


c =95,000  lb.  per  sq.  in. 
A  =1.626X0.25X55,000=22,343 
*B  =  (1.625-0.6875)  0.26  X55,000  =  12,890 
C  =  1  X44,000  X0.3712  =  16,332 
D =0.6876X0.25X95,000  =  16,328 


L — M 

©  j    ^ 


I        v^  ($)  © 

'       ©      © 


FiQ.  22    Example  of  Lap  Joint,  Longitudinal 

OB   OmCUMFEBENTIAL,   DOUBLE-BlVETED 


12,890  (B) 


=0.576= efficiency  of  joint 


412 
riveted. 


22,343  (A) 
Example:  Lap  joint,  longitudinal  or  circumferential,  double- 


A  =  strength  of  solid  plate ^PXtXTS 

B  =  strength  of  plate  between  rivet  holes  =  (P — d)  t  X  TS 

C  =  shearing  strength  of  two  rivets  in  single  shear=nX«Xa 

D  =  crushing  strength  of  plate  in  front  of  two  rivets  =  nX<iXiXc 

Divide  By  C  ox  D  (whichever  is  the  least)  by  A,  and  the  quotient  will  be  the 

efficiency  of  a  double-riveted  lap  joint,  as  shown  in  Fig.  22. 


riS  =  55,000  lb.  per  sq.  in. 
i^^  in.  =0.3125  in. 
P=2J^in.=2.875in. 
(i  =  Ji  in.  =0.75  in. 
a =0.4418  sq.  in. 
8=44,000  lb.  per  sq.  in. 

36,523  (B) 
49,4U\A^ 


c= 95,000  lb.  per  sq.  in. 
A  =2.875X0.3125X55,000=49,414 
B  =  (2.875— 0.75)  0.3125X55,000=36,523 
C =2  X44,000  X0.4418  =38,878 
D  =2  X0.75  X0.3125  X96,000 =44,631 


=  0.739  =  efficiency  of  joint 
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413     Example:   Butt  and  double  strap  joint,  double-riveted. 

A -strei^th  of  solid  plote-PXlxrS 

B-atrength  of  plate  between  rivet  holes  in  the  outer  tow(P—d)  txTS 

C  =ahearing  strength  of  two  rivets  in  double  shear,  ptua  the  shearing  strength  of 
one  rivet  in  single  Bhear=Ar xSXa+nXiXa 

D— strength  of  plate  between  rivet  boles  in  the  seoood  row,  plus  the  shearing 
strength  of  one  rivet  in  sin^  shear  in  the  outer  taw  —  (P~-2d}  IXTS 
+nX»Xa 


Flo.  23    GxAUFLE  or  Butt  and  Doublk  Strat 

llXST,   DOUBLE-BlTXTED 


f-sttength  tA  plate  between  rivet  boles  in  the  second  row,  plus  the  cruahing 
strength  of  butt  atnp  in  front  of  one  rivet  in  the  outer  row  =  {P — M)  / 

xrs+dxbxc 

P-crusIung  stntngth  of  plate  in  front  of  two  rivets,  plus  the  cruahing  strength 
of  butt  strap  in  front  of  one  rivet=Arx<iX(Xc+nX<iX6Xc 

O- crushing  strength  of  plate  in  front  of  two  rivets,  plus  the  shearing  strength 
of  one  rivet  in  single  shear-WXdX'Xc+nXiXa 

fi— strength  of  butt  straps  betweoi  rivet  holes  in  the  inner  row -{P— 2(f)  2b 
X  TS.  This  method  <rf  failure  is  not  possible  for  thicknesses  of  butt  straps 
required  by  these  Rules  and  the  computation  need  only  be  made  for  old 
boilers  in  which  thin  butt  straps  have  been  used.  For  this  reason  this 
method  of  failure  will  not  be  considered  in  other  joints. 

Divide  B,  C,  D,  E,  F.GoiH  (whichever  is  the  least)  by  A,  and  the  quotient  will 
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be  the  effiaiecoy  of  k  butt  and  double  strap  joint,  double-riveted,  aa  aliown  n 
Pig.  23. 

rS'&5,00Glb.  persq.  in.  a-0.«013  8q.  in. 

(-  J^in.-0.375m.  » -44,000  lb.  per  aq.  in. 

b"  Ain.-0.312Sin.  S^SS.OOO  lb.  per  sq.  in. 

P -4;^  in. -4.876  in.  e-96,000  lb.  per  aq.  in. 

d-  Ji  in. -0.875  in. 
Number  of  riv«t8  in  single  shear  in  a  unit  length  of  joint '1. 
Number  of  riveta  in  double  shear  in  a  unit  length  of  joint  =2. 


Fig.  S4    Example  or  Bdtt  and  Doublk  Strap  Joint,  Ttupi^BmrD 


A  -  4.875  X0.376  X55,000  - 100,547 

B  =  (4.875—0.875)  0,376X55,000=82,500 

C-2x88,000X0.60I3+lX44,00OX0.6O13  =  132,286 

D - (4.875—2 XO.87.5)  0..175X55,000  +  1  X44,000X0.6013  =90,910 

*'•=  (4.875—2X0.875)  0.375X55,000+0.875X0.3 125X95,000 -90,429 

F=2x0.875X0.375x95,000+0.87«x0.3126xfl5,00O=88,32O 

&'=2X0.875X0575X95,000+1X44,OOOX0.6013  =88,800 

82,500  {B)  _^ 

100,517  (A)" 

114    Example:    Butt  and  double  strap  joint,  triple-riveted. 

A  -  strength  of  solid  plate =PXIXTS 

B-Htrength  of  plat*  between  rivet  holes  in  the  outer  fow  =  (P— d)  txTS 

(.'=aheariug  BtrenRth  of  four  rivets  in  double  ahear,  plus  the  shearing  strength 

of  one  rivet  in  ainijle  Bhear  =  7VXi>'Xa+nXsXo 
D  =  strength  of  plate  between  rivet  holes  in  the  second  row,  plus  the  shearing 

strength  of  one  rivet  in  single  shear  in  the  outer  mw-(,P—2d)  IXTS 

+»X«Xo 
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£»Rtrength  of  plate  between  rivet  holes  in  the  second  row,  plus  the  crushing 
strength  of-  butt  strap  in  front  of  one  rivet  in  the  outer  row  «■  (P — 2d)  t 
XTS-^-dXbXc 

F  -  crushing  strength  of  plate  in  front  of  four  rivets,  plus  the  crushing  strength 
of  butt  strap  in  front  of  one  nvet^NXdXtXc+nXdXbXe 

G  =  crushing  strength  of  plate  in  front  of  four  rivets,  plus  the  shearing  strength 
of  one  rivet  in  single  shear =iVX<iX<Xc+nX«Xa 

Divide  B,  C,  D,  E^  F  or  G  (whichever  is  the  least)  Jby  A,  and  the  quotient  will 
be  the  efficiency  of  a  butt  and  double  strap  joint,  triple-riveted,  as  shown  in  Fig.  24. 

r5» 55,000  lb.  per  sq.  m.  a  =0.6185  sq.  in. 

^  a   ^  in.  =0.375  in.  s  =44,000  lb.  per  sq.  in. 

6=   A  in.  =0.3125  in.  «S =88,000  lb.  per  sq.  in. 

P  =  6J4  in.  =6.5  in.  c=95,000  lb.  per  sq.  in. 
(i=   H  in.  =0.8125  in. 

Number  of  rivets  in  single  shear  in  a  unit  length  of  joint  =  1. 
Number  of  rivets  in  double  shear  in  a  unit  length  of  joint =4. 

A -6.5X0.375X55,000  =  134,062 

B  » (6.5— 0.8125)  0.375X55,000  =  117,304 

C = 4  X88,000  X0.5185 + 1  X44,000  X0.5185 -205,326 

D  =  (6.5—2  X0.8125)  0.375X55,000+1  X44,000X0.5185  =  123,360 

E  =  (6.5—2  X0.8125)  0.375  X  55,000 -f  0.8125  X 0.3 125  X95,000  - 124,667 

P = 4  X0.8125  X0.375  X95,000+ 1  XO.8125  XO.3125  X9  5,000  =  139,902 

G  =4  XO.8125  X0.375  X95,000-M  X44,000  X  0.5185  =  138,595 

117,304  (B)  w-  •  * 

V^imU)  -0-875=efficiencyXJomt 

415    Example:  Butt  and  double  strap  joint,  quadruple-riveted. 

A  =strength  of  solid  plate  =  PX/X TO 

B  —strength  of  plate  between  rivet  holes  in  the  outer  row  —  (P — d)  i X TS 

C= shearing  strength  of  eight  rivets  in  double  shear,  plus  the  shearing  strength 
of  three  rivets  in  single  shear = N XS Xa-^n XsXa 

D= strength  of  plate  between  rivet  holes  in  the  second  row,  plus  the  shearing 
strength  of  one  rivet  in  single  shear  in  the  outer  row  =  (P — ^2d)  tXTS 
+lX»Xa 

^—strength  of  plate  between  rivet  holes  in  the  third  row,  plus  the  shearing 
strength  of  two  rivets  in  the  second  row  in  single  shear  and  one  rivet  in 
single  shear  in  the  outer  row  =  (P — id)  i X TS-\-nXsXa 

F— strength  of  plate  between  rivet  holes  in  the  second  row,  plus  the  crushing 
strength  of  butt  strap  in  front  of  one  rivet  in  the  outer  row  =  (P — 2d)  I 
XTS-^dXhXc 
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6  "Strength  of  plate  bHween  rivet  holM  in  the  third  raw,   plus  the  cnuhini 

Strength  of  butt  strap  in  front  of  two  rivets  in  the  aeoond  raw  and  oh 

rivet  in  the  outer  row  -  (P—4d)  (xrS+nX(iX6Xc 
//= crushing  strength  of  plate  in  front  of  «ght  rivets,  plus  the  crushing  strraftb 

of  butt  strap  in  front  of  three  rivetB  =  JVXdXiS<c+nXiX6Xc 
/  ■=  crushing  Btrengtb  of  plate  in  front  of  eight  rivets,  plus  the  shearing  Btmgth 

of  two  rivets  in  the  seoond  row  and  one  rivet  in  the  outer  row,  in  mfk 

ahear  =  AfX<iX(Xe+nX*Xo 
Divide  B,  C,  D,  E,  F,  G,  H^ot  I  {whichever  is  the  least)  by  A,  and  the  quotient 
will  be  the  cfhcienoy  of  a  butt  and  double  strap  joint  quadruple-riveted,  as  abown 
in  Fig.  25. 


Fio.  25    EzAiiPLE  OF  Butt  and  Double  Strap  Joint,  QuAtwCFLE-Rirarm 

rS=55,O001b.  persq.  in.  a=0.6«B  sq.  in. 

(.     ^  in.  =0.5  in,  jt=44,000  lb.  per  sq.  in. 

b=     A  in- =0-4375  in.  S-88,000  lb.  per  sq.  in. 

P  - 15  in.  c  "95,000  lb.  per  sq.  in. 

d=     iJm.=0.9375in. 

Number  of  rivets  m  single  shear  in  a  unit  length  of  ioint=3. 

Number  of  rivets  in  double  she-ar  in  a  unit  length  of  joint =8. 
,/!  =15X0.5X55,000=412,500 
B  =  {15_0.9375)  0.5X55,000-386,718 
0-8X88,000x0.6903+3X44,000X0.6903=577,090 
D-{I5— 2x0.9375)0.5X55,000+1X44,000X0.6903-391,310 
£=(15— 4X0.9375)0.5X55,000+3X44,000X0.6903=400,494 
F  =  (15— 2X0.9375)0.5x66,000+0.9375X0.4375X95,000-399,902 
(;=(16_4X0.9375)  0.5X55,000+3X0.9375X0.4375X95,000=426,269 
ff =8X0.9375X0.5X95,000 +3X0.9375X0.4375X95,000-473.145 
1=8X0,9375X0.5X95.000+3X44,000X0,6903=447 .369 


416    Example:  Butt  and  double  strap  joint,  qniDtupIe-riveted. 
ii -Btwfflgth  of  Bolid  plate -P X(X TiS 

B  -  strength  of  plate  between  rivet  holes  in  the  outer  row  =  (P— rf)  t  X  TS 
C^Bheftring  atrengtli  of  16  rivets  in  double  shear,  plus  the  shearing  strength  of 

seven  rivets  in  single  shear— flTXSXa+nXaXo 
D— strength  of  plat«  between  rivet  holes  in  the  second  row,  plus  the  shearing 

strength  of  one  rivet  in  single  shear  in  the  outer  tovr-{P—2d)  tXTS 

+IXtXo 
£=streiigUi  of  plate  between  rivet  holes  in  the  third  row,  plus  the  shearing 

strength  of  two  riveta  in  the  seoond  row  in  single  shear  ajid  one  rivet  in 

smgle  shear  in  the  outer  row  -  (P—W)  (X  rS+3  X»Xa 


Fm.  26    ExAHPLi  or  BoTT  AND  DouBLK  Stbap  Joint,  QuiNTUTLx-BmTB> 

P= strength  of  plate  between  rivet  boles  in  the  fourth  row,  phis  the  shearing 
strength  of  four  rivets  in  the  third  row,  two  rivets  in  the  second  row  and 
one  rivet  in  the  outer  row  in  single  shear -(P—Sd)  (X7''S+nXsXa 

G**BtTeDgth  of  plate  between  rivet  holes  in  the  second  row,  plus  the  crushing 
strength  of  butt  strap  in  front  of  one  rivet  in  the  outer  row  — (P — 2d)  t 
XTS+dXbXe 

ff —strength  of  plate  between  rivet  holes  in  the  tiiinl  row,  plus  the  crushing 
strength  of  butt  strap  in  front  of  two  rivete  in  the  second  row  and  one 
rivet  in  the  outer  row- CP—4d)  (XT5+3XrfX6Xe 

/—strength  of  plate  between  rivet  holes  in  the  fourth  row,  plus  the  crushmg 
strength  of  butt  strap  in  front  of  four  rivets  in  the  third  row,  two  rivets 
in  the  seoond  row  and  one  rivet  in  the  outer  row-(P— 8d)  tXTS+n 
XdXbXe 
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/^crushing  strerngth  of  plate  in  front  of  16  liveta,  plus  the  onialung  stnogthd 

buttetrapin  trontotseven  rivet«  =  ^XrfX(Xe+nX(iX(>Xe  , 
if  =  crushing  strength  of  plate  in  front  of  16  rivets,  plus  the  shearing  stjmgUi 
of  four  rivets  in  the  third  row,  two  rivets  in  the  second  row  and  one  fiv« 
in  the  out«rrowin  single  Hhear-?l?XdXiXc+nX»Xa 
Divide  B,  C,  D,  E,  F,  Q,  U,  I,J  orK  (whichever  ia  the  least)  by  A,  and  the  quo- 
tient will  be  tiie  efficiency  of  a  butt  and  double  strap  joint,  quintupl&rivetcd,  u 
shown  b  Fig.  26  or  Fig.  27. 

rS-aSpOOOlb.  persq,  in.  0-1.3S29  »q.  in. 

(-,  Siin.-0.75in..  -       .   »-«,000  lb.  per  aq.  in. 

h-  >^in.-0.5in.  5=88,000  lb.  per  sq.  in. 

P=36in.  e>-9S,0001b.  persq.  in. 

<f  =  lAin.  =  1.3125in. 


Fio.  27    Example  or  Bdtt  and  Double  Steap  Joint,  QmMrnpi^&ivaTKD 

Number  of  rivelB  in  single  shear  in  a  unit  length  of  joint=7. 
Number  of. rivets  in  double  shear  iii  a  unit  length  of  }oint*I6. 
A  =36x0.75x66,000-1.485,000 
B  =  (a6-1.3l25)  0.75X66,000-1,430,860 
C-16X88,O00X1.3529+7X44,O0Oxl.3529=2,321,576 
D  =  (36— 2X1.3125)  0.75X55,000+1x44,000X13529-1,436,246 
£  =  (36—4x1.3125)  0.76X55,000+3X44,000X1.3529-1,447,020 
F=  (36— 8X1.3126)  0.76X55,000+7X44,000X1.3529  =  1,468,568 
G- (36—2X1.3125)  0,75X55,000+1.3125X0.5X95,000  =  1,439,064 
H  =  (38— 4X1.3125)0.75X55,000+3X1.3125X0.6X96,000=1,455,472 
/  =  (36— 8X1.3125)0,75X55,000+7X1,3125X0.5X96,000  =  1,488.141 
/  =  16x1.3125X0.75X95,000+7x1.3125X0.5X95,000-1,932,266 
K  =  16Xl,3125X0,75X95,O0O+7X44,0O0X1.3629  =  1,912,943 

1,430,860  (B)     „ 

,  .«nm/.i.  =0.963-efficiency  of  joint 
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41?  FigB.  S8  and  29  illustrate  other  joints  that  may  be  used. 
The  butt  and  double  strap  Joint  with  straps  of  equal  width  shown  in 
'Tig.  S8  may  be  so  designed  that  it  will  have  an  efSciency  of  from  82 
to  Si  per  cent  and  the  saw-tooth  joint  shown  in  Fig.  29  so  that  it  will 
have  an  efficiency  of  from  93  to  94  per  cent. 


FiO.  E8    Illdsikatiok  or  Butt  and  Doublb  Strap  Joint  i 
Equal  WniTH 


Pio.  29    Illustration  of  Butt  and  Double  Strap  Joint  or  the  Saw-Tooth 
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Braced  and  Stayed  Surfaobb 

418  The  allowable  loads  based  on  the  net  cross-sectional  areas  of 
staybolts  with  V-threads,  are  computed  from  the  following  formulae. 
The  use  of  Whitworth  threads  with  other  pitches  is  permissible. 

The  formula  for  the  diameter  of  a  staybolt  at  the  bottom  of  a 
V-thread  is: 

D—(PX  1.732)  =  d 
where 

D  =  diameter  of  staybolt  over  the  threads,  in. 
P  =  pitch  of  threads^  in. 

d  =  diameter  of  staybolt  at  bottom  of  threadsi,  in. 
1.73.2  =  a  constant 

When  TJ.  S.  threads  are  used,  the  formula  becomes 

D—  (PX  1.732  X  0.75)  =  d 

Tables  11  and  12  give  the  allowable  loads  on  net  cross-sectional 
areas  for  staybolts  with  V-threads,  having  12  and  10  threads  per  incL 


table  11.    ALLOWABLE  LOADS  ON  STAYBOLTS  WITH  V-THREADS.  IS  THREADS 

PER  INCH 


Outaide  Diameter 

Diameter  at 

Net  Crow- 

AllowabbLoKi 

of 

Bottom  of 

at  7500  Lb. 

StaybolU.  In. 

Thread. 
In. 

Cat  Bottom  of 
Thread).  Sq.  In. 

8teeae.p« 
Sq.  In. 

J. 

0.7500 

0.6057 

0.288 

2160 

u 

0.8125 

0.6682 

0.351 

26S2 

fZ 

0.8750 

0.7307 

0.410 

3142 

il 

0.0375 

0.7032 

0.404 

3705 

1                    1.0000 

0.8557 

0.575 

4812 

lA          1      1.0625 

0.0182 

0.662 

4065 

lyl 

1.1250 

0.0807 

0.755 

5662 

iX 

1.1875 

1.0432 

0.855 

6412 

lu 

1.2500 

1.1057 

0.060 

7200 

iX 

1.3125 

1.1682 

1.072 

8040 

Its 

1.3750 

1.2307 

1.100 

8025 

}§ 

1.4375 

1.2032 

1.313 

0840 

1.5000 

1.3557 

1.444 

10830 
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TABLE  12. 


ALLOWABLE  LOADS  ON  8TAYBOLT8  WITH  V-THREADS.  10  THREADS 

PER  INCH 


Outflida  DUmater 
of 
SUybolts,  In. 


1.2600 
1.3126 
1.3760 
1.4376 
1.6000 
1.6d26 
1.6260 


DUmeter  mt 

Bottom 

of  Thread. 

In. 


1.0768 
1.1893 
1.2018 
1.2643 
1.8268 
1.8803 
1.4618 


NatCroaa- 

Seetional  Axaa 

(at  Bottom  of 

Thraad).  8q.  In. 


0.011 
1.010 
1.184 
1.266 
1.882 
1.616 
1.666 


Allowable  Load 

at  7600  Lb. 

Streaaper 

Sq.  In. 


6832 

7642 

8606 

9412 

10366 

11862 

12412 


419     Table  13  shows  the  allowable  loads  on  net  cross-sectional 
areas  of  round  stays  or  braces. 


TABLE  13.    ALLOWABLE  LOADS  ON  ROUND  BRACES  OR  STAY  RODS 


Allowable  Straaa,  in  Lb.  per  Sq.  In..  Net  Croaa  aectional 

Bffio'jnum 

Net 

Azea 

Diameter 
of  CSrauUr 

Croaa  aectional 
An*  of  Stay, 

6000 

8600 

9600 

Stay,  In. 

in  Sq.  In. 

Allowable  Load. 

in  Lb.,  on  Net  Croaa-aectaonal  Area 

1           1.0000 

0.7864 

4712 

6676 

7462 

lA        1.0626 

0.8866 

6320 

7636 

8423 

IH        1.1260 

0.9940 

6964 

8449 

9443 

lA        1.1876 

1.1076 

6646 

9414 

10621 

ik        1.2600 

1.2272 

7363 

10431 

11668 

lA        1.3126 

1.3680 

8118 

11601 

12864 

IH        1.3760 

1.4849 

8000 

12622 

14107 

lA        1.4376 

1.6230 

9738 

13796 

16419 

lli        1.6000 

1.7671 

10603 

16020 

16787 

lA        1.6636 

1.9176 

11606 

16298 

18216 

IH        1.6260 

2.0789 

12443 

17628 

19702 

Ijl        1.6876 

2.2866 

13419 

19010 

21247 

IH        1.7600 

2.4063 

14432 

20446 

22862 

lit        1.8126 

2.6802 

16481 

21932 

24512 

iti        1.8760 

2.7612 

16667 

23470 

26231 

Itt        1.9376 

2.9483 

17690 

26061 

28009 

2           2.0000 

3.1416 

18860 

26704 

29846 

2H        2.1260 

3.6466 

21280 

30147 

33693 

2H        2.2600 

3.9761 

23867 

33797 

37773 

2H        2.3760 

4.4301 

26680 

37666 

42086 

2H        2.6000 

4.9067 

29462 

41724 

46632 

2H        2.6260 

6.4119 

32471 

46001 

51413 

2H        2.7600 

6.9396 

36638 

60487 

56426 

2H        2.8760 

6.4918 

38961 

66181 

61673 

3            3.0000 

7.0686 

42412 

60083 

67152 

420    Table  14  gives  the  net  areas  of  segments  of  heads  for  use  in 
computing  stays. 
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DiMiu(«t  ol  BoUu.  Ib. 
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Safety  Valves 

411^1  Method  of  Computing  Table  8.  The  discharge  capacity  of 
a  safety  valve  is  expressed  in  equations  2  and  3  as  the  product  of  C 
and  n.  The  discharge  capacities  are  given  in  Table  8  for  each  valve 
size  at  the  pressures  shown  and  are  calculated  for  various  valve  sizes, 
pressures  and  for  three  different  lifts.  The  discharge  capacities  are 
proportional  to  the  lif  ts^  so  that  intermediate  values  may  be  obtained 
from  the  Table  by  interpolation. 

C  =  total  weight  or  volume  of  fuel  of  any  kind  burned  per 
hour  at  time  of  maximum  forcing>  lb.  of  cu.  ft. 

H  =  the  heat  of  combustion,  B.t.u.  per  lb.  or  cu.  ft.  of  fuel 
used. 

D  =  diameter  of  valve  seat,  in. 

L  =  vertical  lift  of  valve  disc,  in.,  measured  immediately  after 
.  the  sudden  lift  due  to  the  pop. 

P  =  absolute  boiler  pressure  or  gage  pressure  plus  14.7  lb.  per 
sq.  in. 

nop  =  the  number  of  B.t.u.  required  to  change  a  pound  of  feed 
water  at  100  deg.  fahr.  into  a  pound  of  steam. 


«  ' 


The  boiler  efficiency  is  assumed  as  75  per  cent. 

The  coefficient  of  discharge,  in  Napier's  formula,  is  taken  as  96 
per  cent 

fc^XgXO.76     3.1416X^X^X0.707X^X0-96  for  valve  with 
1100X3600  "  70  45.deg.  seat. ( 1 ) 

CH=  160 fibexPXDXL  for  valve  with  bevel  seat  at  45  deg. (2) 
CH  =^227,^7XPXDXL  for  valve  with  flat  seat  at  90  deg.(3) 

Method  of  Cheoj^ino  the  Safety  Valve  Capacity  by  Measuking 

THE  Maximum  Amount  of  Fuel  that  can  be  Burned 

I        .    .  . 
422    The  maximum  weight  of  fuel  that  can  be  burned  is  deter- 
mined by  a  test.    The  weight  of  steam  generated  per  hour  is  found 
from  tlie  formula: 

^       CXHX0.75    , 

^^  — noo — ^^®^® 
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W  =  weight  of  steam  generated  per  hour,  lb. 

C  =  total  weight  of  fuel  burned  per  hour  at  time  of  maii- 
mum  forcing,  lb. 

H  =  the  heat  of  combustion  of  the  fuel,  B.t.u.  per  lb.  (see 
Par.  427). 

The  sum  of  the  safety  valve  capacities  marked  on  the  valves  as 
provided  for  in  the  Rules  shall  be  equal  to  or  greater  than  the  maxi- 
mum evaporative  capacity  of  the  boiler. 

Table  8  may  be  used  for  determining  the  number  of  safely  valves 
required  as  illustrated  in  the  following  examples : 

423  Example  1 :  A  boiler  at  the  time  of  maximum  forcing  uses 
2150  lb.  of  Illinois  coal  per  hour  of  12,100  B.t.u.  per  lb.  Boiler  pres- 
sure, 225  lb.  per  sq.  in.  gage. 

2150X12,100  =  Cn  =  26,015,000 

Table  8  shows  that  two  3V^-in.  bevel  seated  valves  with  0.11  in. 
lift,  or  one  3-in.  bevel  seated  valve  with  0.10  in.  lift  and  one  3%-iiL 
bevel  seated  valve  with  0.11  in.  lift,  would  discharge  the  steam  gen- 
erated. 

424  Example  2:  Wood  shavings  of  heat  of  combustion  of  6400 
B.t.u.  per  lb.  are  burned  under  a  boiler  at  the  maximum  rate  of  2000 
lb.  per  hour.    Boiler  pressure,  100  lb.  per  sq.  in.  gage. 

2000X6400  =  CH  =  12,800,000 

Table  8  shows  that  two  3i^-in.  bevel  seated  valves  with  0.11  in.  lift, 
or  one  3-in.  bevel  seated  valve  with  0.08  in.  lift  and  one  4-in.  bevel 
seated  valve  with  0.12  in.  lift,  would  discharge  the  steam  generated. 

425  Example  3:  An  oil-fired  boiler  at  maximum  forcing  uses 
1000  lb.  of  crude  oil  (Texas)  per  hour.  Boiler  pressure,  275  lb.  per 
sq.  in.  gage. 

lOOOX  18,500  =  CH  =  18,500,000 

I 

Table  8  shows  that  two  3i^-in.  bevel  seated  valves  with  0.06  in. 
lift,  or  two  3-in.  flat  seated  valves  with  0.05  in.  lift,  or  two  2%-in. 
flat  seated  valves  with  0.06  in.  lift,  would  discharge  the  steam  gen- 
erated. 

426  Example  4 :  A  boiler  flred  with  natural  gas  consumes  3000 
cu.  ft.  per  hour.  The  working  pressure  is  150  lb.  per  sq.  in.  gage. 

3000X960  =  CH=  2,880,000 
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Table  8  shows  that  two  l^-in.  bevel  seated  valves  with  0.05  in. 
lift,  or  two  l-in.  flat  seated  valves  with  0.04  in.  lift,  would  discharge 
the  steam  generated. 

427  For  the  purpose  of  cheeking  the  safety  valve  capacity  as 
described  in  Par.  422,  the  following. values  of  heats  of  combustion 
of  various  fuels  in  B.t.u.  per  lb.  or  per  cu.  ft.  may  be  used : 

B.  t.  u.  per  lb. 

Semi-bituminouB  coal  14^0 

Anthracite    13,700 

ScreemngB 12,500 

Coke   13,500 

Wood,  hard  or  soft,  kiln  dried 7,700 

Wood,  hard  or  soft,  air  dried 6,200 

Wood  ahavings    6,400 

Peat,  air  dried,  25  per  cent  moisture 7,500 

Lignite 10,000 

Kerosene  20,000 

Petroleum,  crude  oil,  Penn 20,700 

Petroleum,  crude  oil,  Texas 18,500 

B.  t.  u.  per 
cu.  ft. 

Natural  gas 960 

Blast  furnace  gas 100 

Producer  gas   150 

Water  gas,  uncarburetted 290 
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Fusible  Plugs 

428  Fusible  plugs,  if  used,  shall  be  filled  with  tin  with  a  melting 
point  between  400  and  500  deg.  fahr. 

429  The  least  diameter  of  fusible  metal  shall  be  not  less  than  ^ 
in.,  except  for  maximum  allowable  working  pressures  of  over  175  lb. 
per  sq.  in.  or  when  it  is  necessary  to  place  a  fusible  plug  in  a  tube,  in 
which  case  the  least  diameter  of  fusible  metal  shall  be  not  less  than 

%  in. 

430  Each  boiler  may  have  one  or  more  fusible  plugs,  located  as 

follows : 

a  In  Horizontal  Return  Tubular  Boilers — ^in  the  rear  head, 
not  less  than  2  in.  above  the  upper  row  of  tubes,  the  meas- 
urement to  be  taken  from  the  line  of  the  upper  surface  of 
tubes  to  the  center  of  the  plug,  and  projecting  through 
the  sheet  not  less  than  1  in. 

b  In  Horizontal  Flue  Boilers — ^in  the  rear  head,  on  a  line  with 
the  highest  part  of  the  boiler  exposed  to  the  products  of 
combustion,  and  projecting  through  the  sheet  not  less  than 
1  in. 

c  In  Traction,  Portable  or  Stationary  Boilers  of  the  Loco- 
motive Type  or  Star  Water  Tube  Boilers — ^in  the  highest 
part  of  the  crown  sheet,  and  projecting  through  the  sheet 
not  less  than  1  in. 

d  In  Vertical  Fire-tube  Boilers — in  an  outside  tube,  not  less 
than  one-third  the  length  of  the  tube  above  the  lower  tube 
sheet. 

e  In  Vertical  Fire-tube  Boilers,  Corliss  Type — in  a  tube,  not 
less  than  one-third  the  length  of  the  tube  above  the  lower 
tube  sheet. 

/  In  Vertical  Submerged  Tube  Boilers — in  the  upper  tube 
sheet,  and  projecting  through  the  sheet  not  less  than  1  in. 

g  In  Water-tube  Boilers,  Horizontal  Drums,  Babcock  &  Wilcox 
Type — in  the  upper  drum,  not  less  than  6  in.  above  the 
bottom  of  the  drum,  over  the  first  pass  of  the  products 
of  combustion,  and  projecting  through  the  sheet  not  less 
than  1  in. 

h  In  Stirling  Boilers,  Standard  Type — in  the  front  side  of 
the  middle  drum,  not  less  than  4  in.  above  the  bottom  of 
the  drum,  and  projecting  through  the  sheet  not  less  than 
1  in. 
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i  In  Stirling  Boilers,  Superheater  Type — ^in  the  front  drum, 
not  less  than  6  in.  above  the  bottom  of  the  drum,  exposed 
to  the  products  of  combustion,  and  projecting  through  the 
sheet  not  less  than  1  in. 

;  In  Water-tube  Boilers,  Heine  Type — ^in  the  front  course  of 
the  drum,  not  less  than  6  in.  above  the  bottom  of  the  drum, 
and  projecting  through  the  sheet  not  less  than  1  in. 

k  In  Robb-Mumford  Boilers,  Standard  Type — ^in  the  bottom 
of  the  steam  and  water  drum,  24  in.  from  the  center  of  the 
rear  neck,  and  projecting  through  the  sheet  not  less  than 
1  in. 

/  In  Water-tube  Boilers,  Almy  Type — in  a  tube  or  fitting  ex- 
posed to  the  products  of  combustion. 

m  In  Vertical  Boilers,  Climax  or  Hazelton  Type — in  a  tube  or 
center  drum  not  less  than  one-half  the  height  of  the  shell, 
measuring  from  the  lowest  circumferential  seam. 

n  In  Cahall  Vertical  Water-tube  Boilers — in  the  inner  sheet 
of  the  top  drum,  not  less  than  6  in.  above  the  upper  tube 
sheet,  and  projecting  through  the  sheet  not  less  than  1  in. 

0  In  Wickes  Vertical  Water-tube  Boilers — in  the  shell  of  the 
top  drum  and  not  less  than  6  in.  above  the  upper  tube 
sheet,  and  projecting  through  the  sheet  not  less  than  1  in. ; 
so  located  as  to  be  at  the  front  of  the  boiler  and  exposed  to 
the  first  pass  of  the  products  of  combustion. 

p  In  Scotch  Marine  Type  Boilers — in  the  combustion  chamber 
top,  and  projecting  through  the  sheet  not  less  than  1  in. 

q  In  Dry  Back  Scotch  Type  Boilers — in  the  rear  head,  not  less 
than  2  in.  above  the  upper  row  of  tubes,  and  projecting 
through  the  sheet  not  less  than  1  in. 

r  In  Economic  Type  Boilers — in  the  rear  head,  above  the  upper 
row  of  tubes. 

.s  In  Cast-iron  Sectional  Heating  Boilers — in  a  section  over 
and  in  direct  contact  with  the  products  of  combustion  in 
the  primary  combustion  chamber. 

t  In  Water-tube  Boilers,  Worthington  Type — in  the  front  side 
of  the  steiim  and  water  drum,  not  less  than  4  in.  above  the 
bottom  of  the  drum,  and  projecting  through  the  sheet  not 
less  than  1  in. 

u  For  other  types  and  new  designs,  fusible  plugs  shall  be  place<I 
at  the  lowest  permissible  water  level,  in  the  direct  path 
of  the  products  of  combustion,  as  near  the  primary  com- 
bustion chamber  a^  ^««^^. 
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NECROLOGY 

CHABLB8  F.   BAKEB 

Charles  F.  Baker  was  born  at  Shoreham,  Vt.,  January  22,  1855, 
and  in  his  boyhood  moved  with  his  parents  to  Wisconsin.  He  received 
his  technical  training  at  the  University  of  Illinois,  and  his  first  work 
was  with  the  E.  P.  Allis  Company  of  Milwaukee.  During  his  service 
with  the  company  Mr.  Baker  had  charge  of  some  of  their  largest  work, 
including  the  pumping  engines  for  Allegheny  City  and  the  blowing 
engines  for  the  Edgar  Thompson  Steel  Works  at  Braddock,  Pa.  He 
left  the  Allis  Company  to  take  charge  of  the  installation  and  operation 
of  the  steam  plant  of  the  C.  A.  Pillsbury  &  Company  flour  mill  at 
Minneapolis. 

In  1893,  Mr.  Baker  entered  the  employ  of  the  West  End  Street 
Railway  Company  of  Boston,  now  the  Boston  Elevated  Company,  and 
ultimately  became  superintendent  of  motive  power  and  machinery 
in  charge  of  all  power  plants  and  car  shops.  This  work  included  the 
maintenance,  inspection  and  design  of  rolling  stock,  shops  and  power 
stations  and  under  his  supervision  the  East  Boston,  Charlestown, 
Dorchester  and  Harvard  Square  power  stations  were  built.  In  1905, 
Mr.  Baker  entered  the  employ  of  the  Brooklyn  Bapid  Transit  Com- 
pany as  superintendent  of  power  and  machinery,  and  while  there  had 
charge  of  the  reconstruction  of  the  Kent  Avenue  Station.  He  then 
went  to  Baltimore  as  superintendent  of  power  and  construction  of 
the  local  street  railway,  and  later  became  associated  with  the  Hudson 
and  Manhattan  Company  as  superintendent  of  equipment  of  the 
power  station  and  substations. 

Later  Mr.  Baker  joined  the  forces  of  the  Bay  State  Street  Railway 
in  Massachusetts  in  charge  of  new  construction  and  power  plant  re- 
construction. During  this  period  and  imtil  the  time  of  his  death  on 
May  ^1,  1914,  Mr.  Baker,  who  had  meantime  removed  to  New  York 
to  promote  a  very  effective  cooling  system  for  generators,  was  engaged 
in  private  cousulting  engineering  practice  with  special  reference  to 
power  station  economies. 

Mr.  Baker  was  a  member  of  the  New  England  Street  Railway 

1087 


1088  NECROLOGY 

Club.  In  1904  he  was  elected  president  of  the  American  Bailwaj 
Mechanical  and  Electrical  Association  and  was  also  the  past  president 
of  the  Xew  England  Steam  Railroad  Club  of  Boston. 

0HABLE8  HAZELTINE  BASSHOB 

Charles  Hazeltine  Basshor  was  born  in  Baltimore,  Md.,  May  30, 
1871,  and  died  at  his  home  near  Cambridge,  Md.,  August  22,  1914. 
He  was  educated  at  private  schools  in  Baltimore.  His  shop  experience 
and  apprenticeship  was  served  under  his  father,  Thomas  C.  Basshor. 
Upon  his  f  ather^s  death  he  succeeded  him  as  head  of  the  Thomas  C. 
Basshor  Company  of  Baltimore,  and  continued  the  business  until 
about  two  years  ago,  when  he  retired. 

Mr.  Basshor  was  a  member  of  the  Engineers*  Club  of  New  York, 
the  Maryland  Club,  the  Kennels,  the  Green  Spring  Hunt  Club,  the 
Baltimore  Country  Club,  and  the  Cambridge  Yacht  Club. 

EMIL  0.   BOEBNEB 

Emil  C.  Boerner,  consulting  mechanical  engineer  for  Russell, 
Burdsall  &  Ward  Bolt  and  Nut  Company,  died  in  Port  Chester,  N.  Y., 
on  May  27,  1 914,  after  an  illness  of  some  months'  duration. 

Mr.  Boenier  was  born  in  Germany  on  May  23,  1843,  and  came  to 
the  United  States  at  the  age  of  fifteen.  His  first  connection  was  as 
an  apprentice  to  Russell,  Burdsall  &  Ward,  and  at  the  time  of  his 
death  he  had  served  the  company  for  fifty  years.  When  he  first 
entered  their  employ  their  only  plant  was  situated  at  Pemberwick 
and  was  operated  on  comparatively  small  lines.  After  a  number  of 
years  spent  in  the  upper  shop,  he  severed  his  connection  to  go  into 
partnership  with  George  C.  Mertz  in  the  wood  planing  business.  Upon 
the  dissolution  of  tliis  firm,  Mr.  Boerner  went  to  Providence,  R.  1., 
as  a  machinist,  but  after  a  brief  time  returned  to  Port  Chester  to  his 
early  employers. 

Mr.  Boerner  was  a  designer  of  automatic  bolt  and  nut  machinery. 

PBANK  L.   BU8EY 

Frank  L.  Busey  was  born  in  Urbana,  111.,  on  August  28,  1872,  and 
was  graduated  from  the  University  of  Illinois  in  1895  with  the  degree 
of  B.S.,  receiving  also  the  degree  of  M.E.  in  1898.  He  was  employed 
in  various  engineering  capacities  in  Chicago  from  18Q5  to  1900,  and 
in  1905  removed  to  Seattle,  Wash.,  to  enter  the  oflSce  of  a  consulting 
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eDgineer.  He  returned  to  Urbaua  in  1906  as  first  assistant  in  the 
engineering  experiment  station  of  the  University,  resigning  in  1911 
to  become  assistant  chief  engineer  for  the  Buffalo  Forge  Company, 
Buffalo,  N.  Y.,  which  position  he  held  at  the  time  of  his  death. 

Mr.  Busey  was  a  frequent  contributor  to  the  engineering 
magazines^  writing  for  the  most  part  on  his  special  subjects  of  heating 
and  ventilating.  He  had  just  completed  a  handbook  on  fan  system 
apparatus,  under  the  direction  of  Willis  H.  Carrier,  which  was  in  the 
printer's  hands  when  his  death  occurred  at  the  Battle  Creek  Sani- 
tarium on  June  7,  1914. 

CHARLES   H.   CORBETT 

Charles  H.  Corbett  was  bom  in  Buffalo,  N.  Y.,  on  March  lii, 
1842,  and  was  educated  in  the  schools  of  that  city.  In  1858  he  entered 
the  employ  of  the  Bogers  Locomotive  Works,  Paterson,  N.  J.,  as  an 
apprentice.  His  work  was  in  the  shop  and  drawing  room,  and  during 
the  latter  part  of  the  construction  of  the  U.  S.  ironclad  steamer 
Keokuk  he  was  employed  as  assistant  superintendent.  In  1863  he 
identified  himself  with  the  Continental  Iron  Works  of  Brooklyn,  of 
which  he  was  a  vice-president  at  the  time  of  his  death  on  January  14, 
1914,  working  up  from  the  position  of  draftsman  to  chief  draftsman. 
He  had  a  prominent  part  in  the  plans  for  the  construction  of  various 
gas  works  throughout  the  East,  notably  at  Boston,  Worcester,  Salem, 
Mass.,  Providence,  R.  I.,  and  the  various  gas  works  of  New  York  now 
merged  in  the  Consolidated  Gas  Company.  When  the  Continental 
Works  was  incorporated  in  1887  he  was  made  second  vice-president. 

He  served  the  Society  as  Manager  from  1901  to  1904. 

EDWIN   M.   CORYELL 

Edwin  M.  CoryelJ  was  born  in  Brooklyn,  N.  Y.,  September  25, 
1847,  and  was  educated  in  the  public  schools  there.  After  three  years 
as  apprentice  and  draftsman,  in  1869  he  started  out  for  himself  as 
mechanical  engineer,  patent  attorney  and  draftsman  in  New  Haven, 
Conn.  Two  years  later  he  secured  employment  at  the  Bessemer  Steel 
Works,  Troy,  N.  Y.,  where  he  came  under  the  personal  direction  of 
Alexander  L.  Holley  and  was  fellow  draftsman  with  Allen  .Sterling. 
He  served  as  draftsman  at  the  Providence  Steam  Engine  Works  as 
well  as  on  the  Brooklyn  Bridge,  and  from  1878  to  1879  was  draftsman 
with  the  New  York  Gas  Light  Company.  For  the  last  34  years  Mr. 
Coryell  had  been  connected  with  the  A.  S.  Cameron  Steam  Pump 
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Works,  first  as  draf tsman,  then  as  salesman^  assistant  sapermtendent, 
superintendent  and  finally  as  consulting  engineer.  During  that  time 
he  invented  more  than  200  patented  devices  for  pumps  and  other 
machinery.    He  died  suddenly  on  March  23,  1914. 

GEORGE  A.   DOUGHTY 

George  A.  Doughty,  who  died  on  March  8,  19,14,  was  bom  in 
Brooklyn,  N.  Y.,  on  April  2,  1878,  and  was  educated  in  the  pubUc 
schools,  Brooklyn  Polytechnic  Institute,  and  Stevens  Institute  of 
Technology.  In  1898  he  entered  the  drafting  room  of  the  Logan  Iron 
Works,  becoming  secretary  of  the  company  in  1909,  which  position 
he  held  at  the  time  of  his  death. 

He  has  been  identified  largely  with  the  design,  fabrication  and 
erection  of  shields  and  caissons,  and  with  general  foundation  work  in 
connection  with  the  building  of  subways  and  tunnels. 

WILLIAM   R.   ECKART 

William  R.  Eckart  was  bom  in  Chillicothe,  Ohio,  June  17,  1841. 
His  relatives  were  pioneers  in  the  settlement  of  that  part  of  the  State, 
but  in  1842  his  family  moved  to  Cleveland,  where  his  father  had  large 
shipping  interests  on  the  Great  Lakes.  His  early  education  began  in 
private  schools,  but  from  the  time  he  was  twelve  years  old  his  school 
days  were  divided  between  the  public  schools  of  Chillicothe  and 
Cleveland.  Later,  he  took  a  special  course  in  mathematics  at  the  St. 
Clair  Street  Academy,  Cleveland,  with  the  view  of  becoming  a  civil 
engineer. 

In  the  early  fifties  his  father  removed  to  Zanesville  to  engage  in 
the  operation  of  a  flour  mill,  operated  by  water  power,  and  after  the 
installation  of  some  improved  water-wheels,  Mr.  Eckart  received  the 
opportunity  to  serve  an  apprenticeship  in  the  works  of  Griffith,  Ebert 
and  Wedge,  which  in  those  days,  had  a  high  reputation  for  general 
mill  and  steamboat  work ;  this  was  a  welcome  opportunity  as  the  fasci- 
nation of  steamboat  work  had  taken  hold  of  his  ambition  while  travel- 
ing on  the  Ohio  and  Mississippi  Rivers.  In  his  apprenticeship  he 
was  fortunate  in  having  the  friendship  and  guidance  of  Mr.  Wedge, 
who  found  the  time  to  show  him  how  to  improve  upon  his  work  after 
he  had  thought  it  "good  enough.^' 

Mr.  Eckart's  river  experience  aroused  a  desire  for  naval  life,  and 
in  June,  1861,  he  took  an  examination  before  the  Board  of  Engineers. 
On  July  30,  when  he  was  twenty  years  of  age,  he  was  appointed  Third 


NECBOLOGY  1091 

Assistant  Engineer  in  the  navy  and  was  ordered  at  once  to  join  the 
fleet  of  naval  vessels  on  the  Pacific  coast.  On  July  10,  1864,  Mr. 
EJckart  resigned  from  the  navy  on  account  of  ill  health  and  took  up 
his  residence  in  San  Francisco,  M^herc  lie  began  work  in  the  drawing 
room  of  H.  J.  Booth  and  Company.  While  with  tliis  company,  he 
made  the  design  and  drawings  for  the  first  California  built  loco^- 
motive.  He  remained  with  this  company  until  February,  1869,  when 
he  received  an  appointment  as  draftsman  in  the  Steam  Engineering 
Department  at  Mare  Island  Navy  Yard.  He  was  afterwards  made 
foreman  machinist  and  later  was  promoted  to  superintendent  of  steam 
machinery  through  B.  F.  Isherwood's  recommendation. 

In  1871,  Mr.  Eckart  left  the  Navy  Yard  to  enter  into  partnership 
with  Prescott,  Scheidel  &  Company,  at  the  Marysville  Foundry. 
The  firm  name  was  later  changed  to  Booth  and  Eckart.  It  was  while 
there  that  Mr.  Eckart  contracted  for,  designed  and  built  the  steam 
Meteor  for  the  Carson  Lumber  Company,  with  a  guaranteed  speed  of 
21  miles  per  hour;  this  steamer  was  used  on  Lake  Tahoe  and  was 
probably  the  fastest  boat  of  her  size  known  at  that  date. 

In  1876,  Mr.  Eckart  was  recalled  by  the  Prescott,  Scott  &  Com- 
pany, who  were  the  successors  to  H.  J.  Booth  and  Company,  to 
superintend  the  construction  and  assist  in  designing  and  erecting 
some  pumping  machinery  for  the  Comstock  Lode.  About  this  time  he 
moved  to  Virginia  City  to  become  consulting  engineer  to  the  "Bonanza 
Firm"  that  owned  or  controlled  nearly  all  of  the  "North  End'^  Mines. 
During  this  time  he  was  manager  of  the  Fulton  Foundry,  Virginia 
City.  In  1878,  he  was  appointed  IT.  S.  Deputy  Mineral  Surveyor  for 
the  State  of  Nevada.  While  still  a  resident  at  Virginia  City  he  de- 
signed and  built,  in  connection  with  W.  I.  Sakeld,  a  noted  millwright 
at  that  time,  the  Bulwer  Standard  Mill,  at  Bodie,  wliich  was  one  of 
the  largest  pan  mills  for  working  ore  that  had  been  built  at  that 
time. 

During  the  early  part  of  1880,  Mr.  Eckart  was  appointed  a  mem- 
ber of  the  U.  S.  Geological  Survey  under  Clarence  King  and  was 
given  charge  of  investigating  and  reporting  upon  the  mechanical  ap- 
pliances of  the  Comstock  Lode.  On  this  work,  which  was  really  a 
labor  of  love,  he  spent  nearly  two  years  collecting  data,  testing  pumps, 
engines  and  hoists,  and  making  drawings  for  the  Government  of  all 
the  machinery  on  the  Comstock.  The  finest  instruments  procurable 
in  the  United  States  and  Europe  were  used  in  the  various  investiga- 
tions of  efficiency. 

In  1881,  Mr.  Eckart  removed  to  San  Francisco  and  opened  offices 
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there  as  a  consulting  and  constructing  engineer,  and  during  the  fol- 
lowing eight  or  ten  years  some  of  the  largest  and  most  important 
mining  plants  were  designed  and  constructed  under  his  supervision. 
The  pumping  engines  for  the  Ontario  Mine,  with  perhaps  the  largest 
Cornish  pumps  for  deep  mining  ever  built  in  the  United  States,  were 
constructed  from  his  designs  during  this  period.  In  1881,  he  began 
for  Haggan  and  Tevis,  plans  for  all  of  the  Anacouda  Works,  hoists 
and  reduction  works,  and  during  the  next  seven  years,  all  their 
mining  work  and  mills  were  designed  by  him. 

In  1883,  The  Union  Iron  Works,  formerly  Prescott,  Scott  & 
Company,  was  changed  to  an  incorporated  company  and  Mr.  Eckart 
was  retained  as  consulting  engineer  in  matters  pertaining  to  the  pro- 
pelling power  of  the  Government  vessels  built  by  that  company.  He 
was  present  at  and  assisted  in  conducting  nearly  all  the  preliminary 
and  government  trials  of  these  vessels. 

In  1899,  he  was  appointed  consulting  engineer  to  the  Standard 
Electric  Company  and  afterward  became  the  resident  construction 
engineer  for  all  their  hydraulic  works,  including  storage,  reservoir, 
ditohes,  dams,  flumes,  pipe  lines  and  power  house  installations.  This 
was  the  first  or  among  the  first  of  the  long  distance,  high-potential- 
transmission,  hydraulic  plants  projected. 

Mr.  Eckart  was  a  member  of  the  American  Society  of  Civil  Engi- 
neers, The  Institution  of  Mechanical  Engineers,  The  Society  of  Naval 
Architects  and  Marine  Engineers  and  an  Associate  Member  of  the 
Institute  of  Naval  Architects.  Tie  was  Vice-President  of  this  Society 
from  1883  to  1886. 

Mr.  Eckart  died  at  the  home  of  his  son,  in  Palo  Alto,  Cal.,  ou 
December  8,  1914,  after  a  very  successful  engineering  career  covering 
a  period  of  fifty  years^  practice  on  the  Pacific  coast,  which,  as  he  once 
said,  was  due  "to  a  studious  life  surrounded  by  an  extensive  collected 
engineering  library  of  American  and  foreign  books  and  the  apprecia- 
tive assistance  of  associated  engineers,  together  with  the  encourage- 
ment and  loyalty  of  employers." 

QUIMBY   N.   EVANS 

Quimby  N.  Evans  was  born  August  15,  1845,  at  Lovell,  Me.,  and 
had  a  common  school  education  at  Freyburg,  Mass.  He  served  an 
apprenticeship  with  the  Pitkin  Brothers,  steamfitters,  at  Hartford, 
Conn.,  and  later  entered  the  Walworth  Manufacturing  Company  and 
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then  the  Walker  &  Pratt  Company,  in  Boston,  Mass.  He  left  the 
latter  company  to  become  chief  engineer  at  the  Boylston  Hotel. 

In  1880,  Mr.  Evans  formed  a  partnership  with  Frederick  Tudor, 
under  the  name  of  Tudor  &  Company,  and  engaged  in  the  steamfitting 
business,  and  in  1881  entered  into  a  partnership  with  Mr.  Joslyn,  as 
Q.  N.  Evans  &  Company  of  Boston  and  New  York.  Several  years 
later  Mr.  Evans  entered  the  Otis  Elevator  Company  of  New  York 
as  superintendent  of  construction,  but  in  1885,  he  a^ain  returned  to 
the  steamfitting  business,  forming  the  corporation  known  as  the  Q.  N. 
Evans  Construction  Company.  This  concern  was  maintained  under 
that  name  until  1895,  when  the  present  firm  of  Evans,  Almirall  & 
Company  was  formed. 

During  his  early  connection  with  the  Q.  N.  Evans  Construction 
Company,  they  designed  and  installed  the  heating  and  ventilating 
systems  in  the  Leake  and  Watts  Orphan  Asylum  of  New  York,  the 
Criminal  Court  House  of  New  York,  and  the  English  and  Latin 
School,  and  also  the  heating  and  ventilating  plant  in  the  original 
capitol  building  in  Albany,  N.  Y. 

Mr.  Evans  was  a  member  of  the  Montauk  Club  of  Brooklyn,  N.  Y. 
He  died  on  July  7, 1914. 

HENHY   SELBY   HAYWARD 

Henry  Selby  Hayward  was  born  at  Brooklyn,  N.  Y.,  on  Sep- 
tember 19,  1845.  His  parents  moved  to  Elizabeth,  N.  J.,  in  1850, 
and  he  was  educated  at  Rev.  David  H.  Pierson^s  school  in  that  city. 
In  186i2,  he  entered  the  Novelty  Iron  Works  in  New  York  City  and 
served  a  four  years'  apprenticeship  in  marine  construction  work  and 
engineering.  In  July  1866,  he  entered  the  service  of  the  Pacific  Mail 
Steamship  Company  and  made  a  voyage  on  the  Steamship  "Montana" 
through  the  Strait  of  Magellan  to  San  Francisco.  On  several  other 
long  trips  during  the  years  1866  to  1872,  he  filled  positions  as  2nd 
and  1st  assistant  and  acting  chief  engineer.  For  about  four  years, 
he  was  detailed  to  service  on  branch  lines  on  a  steamer  plying  between 
ports  in  Japan,  China  and  the  Siberian  Coast. 

In  April,  1873,  he  entered  the  service  of  the  Pennsylvania  Rail- 
road Company  as  machinist  in  the  Altoona  shops.  In  1874,  he  was 
detailed  for  special  duty  on  the  United  Railroad  of  N.  J.  Division 
as  Assistant  Road  Foreman  of  Engines.  He  was  appointed,  in  1875, 
Assistant  Superintendent  of  Motive  Power  of  this  division,  to  which 
the  marine  department  was  added  in  1881.  In  1882,  he  was  ap- 
pointed Superintendent  of  Motive  Power  of  this  same  division  and 
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also  of  the  West  Jersey  Railroad  in  1883,  and  of  the  Camden  and 
Atlantic  B.  R.  including  the  ferries  and  floating  equipment  on  the 
Delaware  River  in  1884.  He  had  supervision  of  the  motive  power 
and  marine  equipment  of  the  New  York,  Philadelphia  and  Norfolk 
Railroad  from  January  1,  1890,  until  his  death. 

During  the  SO's,  he  took  out  patents  on  several  inventions,  in- 
cluding an  interior  check  valve  on  a  locomotive  boiler,  a  car  journal 
box  and  a  cut  oil  valve  for  a  beam  engine.  This  cut  off  valve  was 
adopted  by  practically  all  the  ferries  in  New  York  harbor. 

Mr.  Hay  ward  was  one  of  the  oldest  members  of  the  Society  having 
been  elected  in  1881^.  He  was  also  a  member  of  the  Society  of  Naval 
Architects  and  Marine  Engineers,  the  Engineers'  Club  of  New  York, 
the  Engineers'  Club  of  Philadelphia  and  the  New  York  Railroad 
Club.    He  died  December  14,  1^14. 

AXEL  H.   HRIiANDRR 

Axel  H.  Helander  was  born  in  Vingaken,  Sweden,  in  1864,  but 
came  to  America  as  a  boy  and  spent  most  of  his  life  in  Pittsburgh. 
From  July  1,  1906,  to  September  30,  1912,  Mr.  Helander  was  con- 
nected with  the  engineering  department  of  the  Mesta  Machine  Com- 
pany after  which  he  was  with  the  William  Tod  Company,  of  Youngs- 
town,  Ohio,  as  second  vice-president  and  general  sales  manager.  Mr. 
Helander  was  the  designer  and  inventor  of  many  important  engineer- 
ing devices,  chief  among  which  might  be  listed  the  Helander  condenser. 
He  died  at  his  home  in  Youngstown  on  October  17,  1914. 

RICHARD   HENDERSON 

Captain  Richard  Henderson,  who  died  at  Salisbury,  N.  C,  on 
February  24,  1914,  was  bom  in  tliat  city  on  August  23,  1855.  After 
education  in  private  schools  he  entered  the  U.  S.  Naval  Academy  in 
1872,  and  continued  in  the  service  until  he  was  fifty  years  old.  During 
his  active  service  he  was  attached  to  the  Essex,  Nipsic,  Shenandoah 
and  the  Torpedo  Station  at  Newport,  R.  I.,  was  assistant  lighthouse 
inspector,  instructor  of  ordnance  at  the  Navy  Yard  in  Washington, 
professor  of  physics  in  the  North  Carolina  College  of  Agriculture  and 
Mechanic  Arts  at  Raleigh,  N.  C,  from  1894  to  1895,  was  the  execu- 
tive oflScer  on  the  Indiana  during  the  Spanish  War.  In  1899-1901, 
he  served  as  a  member  of  the  Board  of  Inspection  and  Survey  on  the 
trial  boards  of  the  new  battleships  and  torpedo  boats.    In  1901,  he 
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had  charge  of  the  entire  electric  plant  of  the  battleship  Illinois,  and 
from  1902-1904,  was  the  executive  oflBcer  on  the  TJ.  8.  S.  Alabama. 

After  his  retirement  from  the  navy  he  returned  to  Salisbury  and 
interested  himself  in  the  activities  of  the  community. 

THOMAS   HILL 

Thomas  Hill,  vice-president  of  the  Electric  Wheel  Works,  died 
at  his  home  in  Quincy,  111.,  on  May  27,  1914,  after  a  long  illness. 
Mr.  Hill  was  a  native  of  England,  where  he  was  bom  in  Newton, 
Wales,  on  May  3,  1840.  He  came  to  the  United  States  at  the  age 
of  21,  locating  at  first  in  St.  Louis,  where  he  remained  during  the 
Civil  War,  working  on  government  boats  in  the  river.  In  1866,  he 
removed  to  Quincy  and  entered  the  employ  of  the  Smith-Bobertson 
Company.  Here  he  rapidly  advanced  to  an  interest  in  the  concern, 
which  became  known  as  the  Smith-Hill  Elevator  Company.  As  Mr. 
Hill  had  made  a  number  of  improvements  on  elevators  and  held  patent 
rights,  the  company  dropped  all  machine  work  and  devoted  itself 
entirely  to  the  manufacture  of  elevators. 

When  the  Otis  Elevator  Company  absorbed  the  Smith-Hill  Com- 
pany, Mr.  Hill  went  to  Chicago,  but  remained  only  two  years.  He 
became  interested  during  that  time  in  an  engine  and  formed  the 
Quincy  Engine  Company,  acting  as  president  of  the  concern.  At  the 
same  time  the  Ellington  Manufacturing  Company  and  the  Electric 
Wheel  Company  were  formed  and  Mr.  Hill  was  made  president  of  the 
former  and  vice-president  of  the  latter.    • 

WALTER   LEE   HILL 

Walter  Lee  Hill  was  bom  May  18,  1859,  in  Methuen,  Mass.,  and 
was  educated  in  Boston.  In  1886,  he  entered  the  employ  of  John  P. 
Squire  &  Company,  and  with  Mr.  Louis  Block  installed  the  first  large 
direct  expansion  refrigerating  system.  In  1899,  he  put  through  the 
Eastern  Cold  Storage  Company  of  Boston,  of  which  he  served  .as 
treasurer  and  manager  until  1908.  He  became  cold  storage  expert 
for  the  Worcester  Cold  Storage  and  Warehouse  Company  in  1906,  and 
managed  this  concern  for  three  years. 

Since  1908,  he  had  acted  as  a  consulting  engineer  on  refrigerating 
matters.  He  was  an  associate  member  of  the  American  Society  of 
Refrigerating  Engineers,  a  member  of  the  Engineers  Club  of  New 
York  and  the  Algonquin  Club  of  Boston.    He  died  August  16,  1914. 
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M.   L.   JBNKINS 

M.  L.  Jenkins  was  born  February  26,  1B65,  at  Walworth,  Wis. 
He  received  his  education  at  Delavan,  Wis.,  and  served  an  apprentice* 
ship  as  toolmaker  with  the  Wilson  Sewing  Machine  Company,  Chi- 
cago, 111.  This  experience  was  followed  by  brief  periods  as  machinist 
with  such  companies  as  the  Chicago  Steam  Engine  Works,  Chicago 
Die  &  Machine  Works,  A.  H.  Andrews  &  Company,  and  Wheeler  k 
Tappan.  In  1881,  he  was  made  foreman  of  the  last  named  concern 
and  two  years  later  was  promoted  to  superintendent,  in  which  position 
he  was  in  charge  of  all  design.  In  1891,  Mr.  Jenkins  was  made  super- 
intendent of  the  Gardner  Steam  Pump  Company  of  Quincy,  111.,  and 
in  this  connection  designed  and  built  a  line  of  duplex  steam  pumps. 
In  1893,  he  became  superintendent  of  Fairbanks,  Morse  &  Company, 
Beloit,  Wis.,  where  he  engaged  in  the  manufacture  of  gas  and  gasolene 
engines,  steam  pumps,  hoisting  engines  and  power  transmitting  ma- 
chinery. He  was  for  a  time  shop  superintendent  of  AUis^halmers 
Company,  Milwaukee,  Wis.,  and  in  1905,  became  associated  with  the 
Buda  Company,  Harvey,  111.,  in  the  capacity  of  superintendent  and 
general  manager.  His  inventions  and  developments  during  this 
period  covered  miscellaneous  gas  engines  for  automobiles,  commercial 
cars,  and  railroad  motor  cars,  as  well  as  miscellaneous  types  of  operat- 
ing mechanism  used  in  connection  with  them,  such  as  transmissions, 
etc.,  and  the  designing  of  original  ideas  as  worked  out  by  him  in  con- 
nection with  tools  for  accuracy  in  production  work  and  manufacturing. 
He  died  March  2,  1914.    . . 

WALTER  LAIDLAW 

Walter  Laidlaw  was  born  in  Scotland  in  1849,  and  in  his  youth 
served  an  apprenticeship  of  four  atid  one-half  years  as  machinist  with 
James  Sheil,  maker  of  machinery  for  the  manufacture  of  Scotch- 
Tweed  engines,  water  wheels,  shafting  and  gearing.  This  course  was 
supplemented  by  one  and  one-half  years'  service  as  an  "imperial  erec- 
tor" with  Caird  &  Company,  shipbuilders  and  engineers,  Greenocli, 
Scotland,  in  which  position  he  was  engaged  in  the  erection  of  first- 
class  ocean  steamships.  He  next  entered  the  engineering  department 
of  Trinity  House,  a  body  which  has  official  charge  of  the  lighthouses 
of  Great  Britain.  He  served  as  engineer  and  chief  engineer  for  ten 
years  and  worked  in  this  most  interesting  period  of  lighthouse  develop- 
ment shoulder  to  shoulder,  first  with  Prof.  Michael  Faraday,  who 
was  scientific  advisor  to  Trinity  House,  and  later  with  his  successor, 
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Professor  Tyndall;  he  also  enjoyed  the  acquaintance  and  occasional 
cooperation  of  Lord  Kelvin  in  some  of  these  developments.  While 
in  this  service  he  drew  the  specifications  and  purchased  the  first  direct- 
acting  generator  ever  used  for  lighting,  which  he  installed  and  for  a 
while  operated  in  the  lighthouse  at  Lizard  Point,  where  it  is  still  in 
satisfactory  use  as  an  auxiliary. 

Mr.  Laidlaw  came  to  this  country  in  May  1881,  and  entered  the 
emplo}'Tnent  of  the  Lane  &  Bodley  Company  of  Cincinnati.  After 
two  years  with  this  company,  he  accepted  a  position  as  constructing 
engineer  with  the  Prpcter  &  Gamble  Company  of  Cincinnati,  where 
he  designed  and  constructed  their  extensive  new  factories  at  Ivory- 
dale,  near  Cincinnati.  Mr.  Laidlaw  remained  in  charge  of  this  work 
imtil  1887,  and  had  the  satisfaction  of  bringing  to  completion  one  of 
the  most  complete  manufacturing  plants  in  this  country. 

In  1887,  with  the  completion  of  the  Ivorydale  plant,  Mr.  Laidlaw 
assisted  in  organizing  the  Laidlaw  &  Dunn  Company,  afterwards  the 
Laidlaw-Dunn-Gordon  Company  of  Cincinnati,  manufacturers  of 
steam  pumping  and  hydraulic  machinery.  With  the  formation  of  the 
International  Steam  Pump  Company  in  1899,  Mr.  Laidlaw  was  con- 
tinued as  manager  of  the  Cincinnati  plant.  In  1908,  he  became 
general  manager  of  the  Snow  Steam  Pump  Works  at  Buffalo,  N.  Y., 
and  in  1909,  a  member  of  the  executive  committee  of  the  International 
Steam  Pump  Company,  making  his  headquarters  at  tlie  head  office, 
N'ew  York  City.  Sliortly  afterwards,  he  became  secretary,  and  later 
director,  of  the  International  Steam  Pump  Company,  and  vice-presi- 
dent of  the  liaidlaw-Dunn-Gordon  Company,  positions  he  retained 
until  the  time  of  his  death,  March  26,  1914. 

During  the  latter  part  of  his  life  Mr.  Laidlaw  realized  the  full 
development  of  his  engineering  abilities,  and  became  greatly  interested 
in  the  technical  education  and  advancement  of  young  men.  It  was 
largely  through  his  efforts  that  the  Ohio  Mechanics  Institute  was 
placed  upon  a  solid  basis  and  began  its  successful  expansion.  He 
served  at  one  time  as  president  of  the  institute  and  recently  stated 
that  one  of  the  most  pleasant  memories  of  his  life  was  his  privilege, 
in  that  capacity,  of  awarding  the  diplomas  to  the  young  graduates  in 
whom  bo  bad  taken  so  much  interest,  and  seeing  them  started  upon 
their  life  work. 

Mr.  Laidlaw  was  manager  of  the  Society  from  1905  to  1908,  and 
was  a  member  of  the  Engineers  (Mub  of  ('incinnati.  Engineers  Club 
of  New  York,  Manufacturers  Club  of  Cincinnati,  Cincinnati  Chamber 
of  Conmierce,  and  of  the  Board  of  Managers  of  the  Society  for  the 
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Promotion  of  Industrial  Education.  He  was  a  man  of  widely  ?aried 
interests  and  activities,  but  bringing  to  all  of  them  a  degree  of  calm 
and  far-seeing  judgment  and  tolerance  and  a  breadth  of  ideas  which 
will  be  as  much  missed  among  his  associates  as  his  characteristics  of 
high  personal  integrity  and  invariable  kindliness  and  helpfulness  of 
disposition. 

EDWARD  B.   LINSLET 

Edward  B.  Linsley,  manager  of  the  SheflSeld  Car  Company  of 
Three  Rivers,  Mich.,  was  bom  July  27,  1847,  at  Henrietta,  N.  Y.,  and 
died  at  Three  Rivers  on  February  9,  1914.  He  was  educated  in  the 
public  schools  of  Lyons,  la.,  and  Kalamazoo,  Mich.  In  1881,  he 
helped  to  form  the  Sheffield  Car  Company  and  held  the  position  of 
treasurer  in  it  until  his  death.  He  became  general  manager  in  1902. 
Although  Mr.  Linsley  had  no  actual  shop  experience,  his  close  as- 
sociation with  the  factory  gave  him  a  wide  insight  into  mechanical 
matters  and  he  had  patented  a  number  of  devices  used  on  the  com- 
pan3r^s  small  railroad  cars. 

JOHN  DOWNING  LOGAN 

John  D.  Logan  died  at  his  home  in  Hillsdale,  N.  Y.,  on  March  15, 
1914.  Mr.  Logan  was  born  on  January  14,  1863,  in  Brooklyn,  N.  Y., 
and  was  educated  in  the  public  schools  of  Brooklyn.  For  a  time  he 
attended  the  Polytechnic  Institute  of  that  city  and  was  graduate 
from  Columbia  College  in  1'884.  He  served  his  apprenticeship  with 
John  Roach  &  Sons,  shipbuilders,  at  Chester,  Pa.,  and  in  1885,  entered 
the  Logan  Iron  Works  in  Brooklyn,  of  which  he  was  for  many  years 
secretary  and  superintendent. 

Mr.  Tjogan  was  regarded  as  one  of  the  most  shrewd  and  intelligent 
of  engineers,  and  was  frequently  sought  out  to  solve  some  very  difficult 
problem.  He  made  many  improvements  in  steel  working  machines, 
which,  however,  he  never  patented.  He  was  responsible  for  the  simpli- 
fication and  improving  of  the  shields  used  in  the  tunnels  on  both  the 
North  and  East  Rivers. 

Mr.  Logan  was  also  secretary  of  the  Logan  Real  Estate  Company, 
and  was  a  member  of  the  Illuminating  Engineers  Society. 

EDWARD   DANIEL   MEIER 

In  the  death  of  Col.  Edward  Daniel  Meier  on  December  15,  1914, 
after  several  months  of  illness,  the  engineering  profession  lost  one  of 
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its  most  honored  members.  He  was  president  and  chief  engineer  of 
the  Heine  Safety  Boiler  Company,  president  of  The  American  Society 
of  Jiechanical  Engineers  in  1^11,  and  for  20  years  was  one  of  the 
most  active  workers  in  the  Society.  He  enjoyed  an  unusually  wide 
circle  of  friends,  as  evidenced  by  the  presentation  at  the  Pittsburgh 
meeting  of^the  Society  of  an  engrossed  testimonial  by  a  large  number 
of  his  fellow  members  in  celebration  of  his  seventieth  birthday. 

He  was  bom  in  St.  Louis,  Mo.,  May  30,  1841.  At  the  close 
of  a  course  at  Washijagton  University,  St.  Louis,  in  1858,  he 
spent  four  years  in  Germany  at  the  Boyal  Polytechnic  College  in 
Hanover,  this  being  followed  by  an  apprenticeship  at  Mason's  Loco- 
motive Works,  Taunton,  N.  J.  In  1863,  he  enlisted  in  the  Qrey  Be- 
serves,  the  Thirty-Second  Pennsylvania,  which  was  attached  to  the 
Army  of  the  Potomac  until  after  the  Battle  of  (Gettysburg.  He  sub- 
sequently served  in  the  Second  Massachusetts  Battery,  also  in  the 
United  States  Engineer  Corps,  and  finally  became  lieutenant  in  the 
First  Louisiana  Cavalry,  seeing  much  active  service,  and  on  May  30, 
1865,  receiving  the  surrender  of  Lieutenant-General  John  B.  Hood 
and  staff.  ^ 

At  the  close  of  the  war  he  entered  the  Bogers  Locomotive  Works, 
at  Paterson,  N.  J.,  remaining  one  year.  From  1867  to  1870,  he  was 
associated  with  the  Kansas  Pacific  Kailway,  first  as  assistant  superin- 
tendent of  machinery,  keeping  open  its  Western  communications  when 
the  l)ridge8  were  swept  away,  designing,  building  and  operating  a  mill 
for  sawing,  planing  and  turning  the  soft  mi^esian  limestones  by 
machinery,  designing  machine  and  car  shops,  etc.,  and  subsequently 
becoming  superintendent  of  machinery.  He  resigned  to  become  chief 
engineer  of  the  Illinois  Patent  Coke  Company,  leaving  there  in  1872, 
to  assume  the  secretaryship  of  the  Meier  Iron  Company  and  to  build 
its  blast  furnaces.  From  1873  to  1875,  he  directed  the  machinery 
department  of  the  St.  Louis  Interstate  Fair.  During  this  time  he 
became  actively  interested  in  the  St.  Louis  cotton  industry  and  was 
associated  with  tlie  St.  Ix)uis  Cotton  Factory  and  with  the  Peper 
Hydraulic  Cotton  Press,  for  l)oth  of  which  he  designed  machinery 
for  compressing  cotton.  In  1881,  he  organized  the  Heine  Safety 
Boiler  Company  for  the  development  in  the  United  States  of  the 
water-tube  boiler  of  that  name,  and  continued  as  its  president  and 
chief  engineer  to  the  time  of  his  death.  lie  was  also  responsible  for 
the  introduction  of  the  Diesel  motor  into  the  United  States  and  until 
1908  was  engineer-in-chief  and  treasurer  of  the  American  Diesel 
Kngine  (*onipany.    One  of  his  most  important  accomplishments  was 
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Promotion  of  Industrial  Education.  He  was  a  man  of  widely  varied 
interests  and  activities,  but  bringing  to  all  of  them  a  degree  of  calm 
and  far-seeing  judgment  and  tolerance  and  a  breadth  of  ideas  which 
will  be  as  much  missed  among  his  associates  as  his  characteristics  of 
high  personal  integrity  and  invariable  kindliness  and  helpfulness  of 
disposition. 

EDWARD  B.   LIN8LEY 

Edward  B.  Linsley,  manager  of  the  SheflSeld  Car  Company  of 
Three  Rivers,  Mich.,  was  bom  July  27,  1847,  at  Henrietta,  N.  Y.,  and 
died  at  Three  Rivers  on  February  9,  1914.  He  was  educated  in  the 
public  schools  of  Lyons,  la.,  and  Kalamazoo,  Mich.  In  1881,  he 
helped  to  form  the  Sheffield  Car  Company  and  held  the  position  of 
treasurer  in  it  until  his  death.  He  became  general  manager  in  1902. 
Although  Mr.  Linsley  had  no  actual  shop  experience,  his  close  as- 
sociation with  the  factory  gave  him  a  wide  insight  into  mechanical 
matters  and  he  had  patented  a  number  of  devices  used  on  the  com- 
pany's small  railroad  cars. 

JOHN  DOWNING  LOGAN 

John  D.  Logan  died  at  his  home  in  Hillsdale,  N.  Y.,  on  March  15, 
1914.  Mr.  Logan  was  born  on  January  14,  1863,  in  Brooklyn,  N.  Y., 
and  was  educated  in  the  public  schools  of  Brooklyn.  For  a  time  he 
attended  the  Polytechnic  Institute  of  that  city  and  was  graduated 
from  Columbia  College  in  f884.  He  served  his  apprenticeship  with 
John  Roach  &  Sons,  shipbuilders,  at  Chester,  Pa.,  and  in  1885,  entere<l 
the  Logan  Iron  Works  in  Brooklyn,  of  which  he  was  for  many  years 
secretary  and  superintendent. 

Mr.  Logan  was  regarded  as  one  of  the  most  shrewd  and  intelligent 
of  engineers,  and  was  frequently  sought  out  to  solve  some  very  difficult 
problem.  Tic  made  many  improvements  in  steel  working  machines, 
which,  however,  he  never  patented.  He  was  responsible  for  the  simpli- 
fication and  improving  of  the  shields  used  in  the  tunnels  on  both  the 
North  and  East  Rivers. 

Mr.  Logan  was  also  secretary  of  the  Logan  Real  Estate  Company, 
and  was  a  member  of  the  Illuminating  Engineers  Society. 

EDWARD   DANIEL   MEIER 

In  the  death  of  Col.  Edward  Daniel  Meier  on  December  15,  1914, 
after  several  months  of  illness,  the  engineering  profession  lost  one  of 
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its  most  honored  members.  He  was  president  and  chief  engineer  of 
the  Heine  Safety  Boiler  Company,  president  of  The  American  Society 
of  Jiechanical  Engineers  in  l^ll,  and  for  20  years  was  one  of  the 
most  active  workers  in  the  Society.  He  enjoyed  an  unusually  wide 
circle  of  friends,  as  evidenced  by  the  presentation  at  the  Pittsburgh 
meeting  of^the  Society  of  an  engrossed  testimonial  by  a  large  number 
of  his  fellow  members  in  celebration  of  his  seventieth  birthday. 

He  was  born  in  St.  Louis,  Mo.,  May  30,  1841.  At  the  close 
of  a  course  at  Washington  University,  St.  Louis,  in  1858,  he 
spent  four  years  in  Germany  at  the  Boyal  Polytechnic  College  in 
Hanover,  this  being  followed  by  an  apprenticeship  at  Mason's  Loco- 
motive Works,  Taunton,  N.  J.  In  1863,  he  enlisted  in  the  Grey  Be- 
serves,  the  Thirty-Second  Pennsylvania,  which  was  attached  to  the 
Army  of  the  Potomac  until  after  the  Battle  of  (Gettysburg.  He  sub- 
sequently served  in  the  Second  Massachusetts  Battery,  also  in  the 
United  States  Engineer  Corps,  and  finally  became  lieutenant  in  the 
First  Louisiana  Cavalry,  seeing  much  active  service,  and  on  May  30, 
1865,  receiving  the  surrender  of  Lieutenant-General  John  B.  Hood 
and  staff.  ^ 

At  the  close  of  the  war  he  entered  the  Bogers  Locomotive  Works, 
at  Paterson,  N.  J.,  remaining  one  year.  From  1867  to  1870,  he  was 
associated  with  the  Kansas  Pacific  Railway,  first  as  assistant  superin- 
tendent of  machinery,  keeping  open  its  Western  communications  when 
the  bridges  were  swept  away,  designing,  building  and  operating  a  mill 
for  sawing,  planing  and  turning  the  soft  mi^esian  limestones  by 
machinery,  designuig  machine  and  car  shops,  etc.,  and  subsequently 
becoming  superintendent  of  machinery.  He  resigned  to  become  chief 
engineer  of  the  Illinois  Patent  Coke  Company,  leaving  there  in  1872, 
to  assume  the  secretaryship  of  the  Meier  Iron  Company  and  to  build 
its  blast  furnaces.  From  1873  to  1875,  he  directed  the  machinery 
department  of  the  St.  Louis  Interstate  Fair.  During  this  time  he 
became  actively  interested  in  the  St.  Louis  cotton  industry  and  was 
associated  with  tlie  St.  Louis  Cotton  Factory  and  with  the  Peper 
Hydraulic  Cotton  Press,  for  both  of  which  he  designed  machinery 
for  compressing  cotton.  In  1884,  he  organized  the  Heine  Safety 
Boiler  Company  for  the  development  in  the  United  States  of  the 
water-tube  boiler  of  that  name,  and  continued  as  its  president  and 
chief  engineer  to  the  time  of  his  death,  lie  was  also  responsible  for 
the  introduction  of  the  Diesel  motor  into  the  United  States  and  until 
190S  was  engineer-in-chief  and  treasurer  of  the  u^merican  Diesel 
Engine  Company.     One  of  his  most  important  accomplishments  was 
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the  design  and  installation  of  10^000  h.p.  boilers  in  the  power  house 
of  the  new  Grand  Central  Terminal,  New  York. 

Colonel  Meier  was  lieutenant-colonel  and  later  colonel  of  the  First 
Regiment  of  the  Missouri  National  Guard,  ser\ing  about  ten  years, 
and  was  a  member  of  the  Grand  Army  of  the  Republic  and  of  the 
Loyal  Legion.  He  had  been  active  in  a  number  of  professional  organ- 
izations, serving  in  1B8.1-1S84  as  treasurer  of  the  St.  Louis  Engineers 
Club,  in  1889-1890  as  its  president,  and  as  secretary  of  the  American 
Boiler  Manufacturers  Association.  It  was  in.  the  latter  capacity  that 
he  drew  up  the  Uniform  American  Boiler  Specifications  of  1898.  He 
had  been  president  of  that  organization  and  also  of  the  Machinery 
and  Metal  Trades  Association. 

In  The  American  Society  of  Mechanical  Engineers,  which  he 
joined  in  1891,  he  was  active  on  many  committees.  He  served  as 
Manager  from  1895  to  1898,  twice  as  Vice-President,  from  1898  to 
1900  and  from  1909  to  1910,  and  as  President  in  1911.  At  the  time 
of  his  death  he  was  a  member  of  the  committee  of  the  Society  ap- 
pointed to  formulate  Standard  Specifications  for  Steam  Boilers, 
which  had  its  inception  largely  through  his  efforts. 

A  source  of  the  greatest  satisfaction  to  Colonel  Meier,  and  a  de- 
lightful memory  to  his  many  friends,  was  his  connection  with  the 
remarkable  tour  through  Germany  in  the  summer  of  19^13,  at  the 
invitation  of  the  Verein  deutscher  Ingenieure.  Colonel  Meier  was 
chairman  of  the  committee  having  all  the  arrangements  in  charge,  to 
a  considerable  extent  was  conductor  of  the  party  and  many  times  was 
its  spokesman.  He  often  addressed  his  audience  in  German  and  his 
intimate  knowledge  of  German  history  and  accomplishment  and  his 
thorough  appreciation  of  the  industrial  ideals  of  the  nation  added 
materially  to  the  value  and  pleasure  of  the  trip  to  the  large  number  of 
engineers  and  guests  who  constituted  the  party. 

DAVID   N.    MELVIN 

David  N.  Melvin,  for  forty  years  superintendent  and  general  man- 
ager of  tlie  American  Linoleum  Manufacturing  C-ompany  of  Stateu 
Island,  died  in  Miami,  Florida,  on  January  ^7,  1914.  He  was  born 
in  Glasgow,  Scotland,  on  July  21,  1840,  and  was  graduated  from  the 
Andersonian  University  of  Glasgow  in  1860.  For  several  years  he 
was  employed  by  Crawhall  &  Campbell,  as  engineer  and  draftsman, 
and  later  designed  fireproof  buildings  and  machinery  for  sugar  re- 
fining mills  in  Scotland,  Cuba  and  the  West  Indies.    He  afterwards 
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purchased  an  interest  in  a  paper  mill  near  Oxford,  England,  which  he 
operated  until  the  abolition  of  the  British  tariff  on  paper  made  the 
business  improfi  table. 

Shortly  after  liis  arrival  in  America  in  1867,  he  obtained  a  patent 
for  an  improved  sectional  safety  steam  boiler  and  later  an  automatic 
furnace  door  and  a  high-pressure  engine.  He  also  formed  a  connec- 
tion with  T,  A.  Weston  of  Buffalo,  inventor  of  the  differential  chain 
pulley,  and  subsequently  engaged  in  the  erection  of  large  buildings 
in  the  Michigan  lumber  region.  In  1873  he  became  associated  with 
Frederick  Walton,  the  inventor  of  linoleum,  and  erected  an  extensive 
plant  at  Long  Neck,  S.  I.,  which  has  grown  to  be  one  of  the  largest 
of  its  kind.  In  1888,  when  the  Walton  patents  expired,  Mr.  Melvin 
invented  what  is  known  as  inlaid  linoleum,  and  later  wood  inlaid, 
which  have  since  been  extensively  manufactured  under  his  patents. 

Mr.  Melvin  was  a  member  of  the  American  Society  of  Civil  Engi- 
neers, of  the  St.  Andrews  Society,  and  of  the  Richmond  County 
Automobile  Society,  of  which  he  for  some  years  acted  as  secretary. 

CHARLES  A.   MOOBE 

Charles  A.  Moore,  president  of  Manning,  Maxwell  and  Moore,  Inc., 
New  York,  was  born  at  Sparta,  N.  Y.,  in  1846.  When  he  was  12 
years  old,  he  went  to  Lynn,  Mass.,  to  live  with  an  imcle  and  receive 
his  education.  In  1862,  he  enlisted  in  the  United  States  Navy  and 
served  imtil  the  end  of  the  Civil  War. 

Fifteen  years  of  his  early  business  life  were  spent  in  and  about 
Boston.  During  this  time,  he  was  connected  with  the  Ashcrof  t  Manu- 
facturing Company  and  the  Consolidated  Safety  Valve  Company  in 
the  manufacture  of  steam  specialities. 

Mr.  Moore  later  came  to  New  York  to  be  with  H.  S.  Manning  & 
Company.  In  1881,  the  firm  name  was  changed  to  Manning,  Maxwell 
and  Moore.  At  Mr.  Maxwell's  death  in  18%,  the  business  was  left 
in  the  hands  of  Messrs.  Manning  and  Moore.  Mr.  Manning  retired 
in  1905. 

In  his  busy  years,  Mr.  Moore  was  very  active  in  Republican  politics. 
He  was  president  of  the  American  Protective  Tariff  League,  and  one 
of  the  founders  and  for  ten  years  president  of  the  Montauk  Club  in 
Brooklyn,  N.  Y.,  a  member  of  the  New  York  Chamber  of  Commerce, 
and  the  National  Association  of  Manufacturers  and  several  other  so- 
cieties and  clubs.    Mr.  Moore  died  on  December  8,  1914. 
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J.   WBIDMAN   MTJBRAT 

J.  Weidman  Murray  was  born  October  17,  1850,  at  Union  Forge, 
Pa.,  and  received  his  education  in  the  public  schools.  He  served  as 
an  apprentice  and  later  entered  the  drawing  room  of  the  Weimer 
Machine  Works  of  Lebanon,  Pa.,  and  was  subsequently  in  the  employ 
of  the  Tennessee  Coal,  Iron  &  Railroad  Company  at  Birmingham, 
Ala.,  as  superintendent  of  the  machine  shop.  He  resigned  this  posi- 
tion in  1901,  to  become  manager  of  the  Pittsburgh  ofSce  of  the  Allis- 
Chalmers  Company,  and  retained  this  position  up  to  the  time  of  his 
death  on  July  17,  1914. 

GEORGE   W.   NI8TLE 

George  W.  Nistle,  who  died  on  May  2-7,  1914,  was  bom  at  Wil- 
liamsburg, N.  Y.,  on  May  20,  1854,  and  received  his  education  in 
the  public  schools.  He  became  an  apprentice  with  the  Erie  Railroad 
Company  in  Jersey  City  in  1870,  and  was  employed  in  the  drawing 
room  of  the  Long  Island  Eailroad  in  Long  Island  City,  from  1880- 
1882.  He  entered  the  repair  shops  of  the  l^ew  York  Elevated  Bailroad 
in  1882,  and  was  subsequently  with  the  Simpson  Manufacturing  Com- 
pany as  superintendent  from  1884-1886.  He  operated  the  power 
plant  for  the  Pullman  Company  in  Chicago  from  1886  to  1888,  and 
was  consulting  engineer  to  the  Chicago  branch  of  the  T.  H.  Electric 
Company,  in  its  operating  department.  Subsequently  he  became  me- 
chanical engineer  in  the  Chicago  oflBce  of  B.  W.  Payne  &  Sons,  to 
the  Wainwright  Company,  chief  engineer  for  S.  P.  Conn,  in  charge 
of  Worlds  Fair  Installations,  and  chief  engineer  of  the  Board  of 
South  Park  Commissioners  of  Chicago.  At  the  time  of  his  death  he 
was  secretary  to  the  Illinois  Engineering  Company. 

alfhed  noble 

There  passed  away  on  April  19,  1914,  in  New  York  City,  Alfred 
Noble,  an  esteemed  member  of  our  council  and  a  man  whose  loss  will 
be  deeply  felt  and  deplored  not  only  by  the  engineering  profession  of 
which  he  was  one  of  the  most  distinguished  members,  but  by  every- 
one who  had  the  good  fortune  to  know  him. 

He  had  a  very  interesting  career,  and  the  story  of  his  life,  if 
adequately  written,  would  be  typical  of  that  of  many  of  the  great 
men  and  builders  of  tliis  nation. 

Uq  was  born  August  7, 1844,  at  Livonia,  Wayne  County,  Michigan, 
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where  his  parents  resided  on  a  farm.  His  early  education  was  received 
in  the  district  school  of  his  native  place,  and  during  his  spare  time 
he  worked  on  the  farm. 

In  186^2,  when  only  18  years  of  age,  he  enlisted  in  the  Civil  War 
in  the  26th  Michigan  Volunteer  Infantry.  Prom  that  time  until  1865, 
he  served  in  the  Army  of  the  Potomac,  taking  part  in  all  of  the  hard 
and  desperately  fought  battles  which  that  army  engaged  in  against 
Lee  and  Stonewall  Jackson.  At  Gettysburg  his  regiment  lost  a  very 
large  percentage  of  its  numbers.  At  Chancellorsville,  it  was  by  the 
merest  accident  that  his  brigade  was  not  captured  by  Stonewall  Jack- 
son's men,  but  he  was  lucky  in  serving  through  the  war  without  being 
wounded,  and  was  mustered  out  of  the  service  in  June  1865,  with  the 
rank  of  sergeant.  He  then  prepared  to  enter  the  University  of  Michi- 
gan, and  in  1867,  became  a  sophomore,  graduating  in  1870,  with  the 
degree  of  C.E.  He  received  the  degree  of  LL.  D.  from  his  alma  mater 
in  1895,  also  from  the  University  of  Wisconsin  in  1904. 

Prom  1868  to  1870,  he  was  assistant  engineer  on  river  and  liarbor 
work  on  the  Great  Lakes.  Prom  1870  to  1872,  he  was  in  charge  of 
improvements  on  St.  Mary's  Palls  Canal  and  St.  Mary's  River.  Dur- 
ing this  time  the  first  great  masonry  look  at  the  Soult,  then  by  far 
the  largest  canal  lock  in  the  world,  was  built.  On  completion  of  this 
work  he  became  resident  engineer  on  the  construction  of  an  important 
bridge  at  Shreveport,  La.,  over  the  Red  River. 

Prom  1883  to  18fi6,  he  was  general  assistant  engineer  on  the 
Northern  Pacific  Railroad,  and  from  18^  to  1887,  resident  engineer 
on  the  construction  of  the  Washington  Bridge  over  the  Harlem  River, 
at  that  time  the  largest  arch  bridge  hx  existence. 

Prom  1&87  to  1894,  he  was  resident  engineer  on  the  construction 
of  several  very  large  and  important  bridges  over  the  Mississippi  at 
Memphis  and  Alton,  over  the  Missouri  at  Bellefontaine  and  Leaven- 
worth, over  the  Ohio  at  Cairo. 

He  was  appointed  a  member  of  the  Nicaragua  Caual  Board  by 
President  Cleveland  in  1895.  This  board  visited  Central  America 
and  examined  the  route  of  the  Nicaragua  Canal  and  also  the  Panama 
Canal  and  then  returned  to  the  United  States,  completing  its  work 
November  1,  1896. 

In  June  1899,  he  was  appointed  by  President  McKinley  a  member 
of  the  Isthmian  Canal  Commission,  which  was  charged  with  the  selec- 
tion of  the  best  canal  route  across  the  American  isthmus,  and  it  has 
been  substantially  on  the  route  selected  by  this  commission  that  the 
Panama  Canal  has  been  constructed.    While  on  this  commission,  Mr, 
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Noble  with  his  colleagues  visited  Europe  to  examine  the  existing 
canals  there,  and  the  data  which  the  French  Canal  Company  had 
in  Paris,  and  also  made  several  trips  to  Central  America  to  examine 
more  fuUv  the  various  canal  routes. 

In  1905,  he  was  appointed  by  President  Roosevelt  a  member  of  the 
International  Board  of  Engineers,  to  recommend  whether  the  Panama 
Canal  should  be  constructed  as  a  sea  level  or  a  lock  canal.  This 
board  consisted  of  thirteen  members,  of  whom  five  were  nominated 
by  foreign  governors.  Mr.  Noble  was  one  of  the  minority  of  five 
Americans  who  recommended  the  adoption  of  the  lock  plan.  Their 
views  were  adopted  by  the  Government  and  the  canal  has  been  built  in 
accordance  with  their  reconmiendations.  In  March  1907,  he  was  one 
of  the  three  appointed  by  President  Roosevelt  to  Wait  the  Panama 
Canal  to  investigate  the  conditions  regarding  the  foundations  of  some 
of  the  principal  structures.  This  duty  was  completed  in  a  few  weeks. 
He  was  obliged  to  decline  a  similar  appointment  two  years  later. 

From  the  very  inception  of  the  plan  by  this  country  to  build  an 
Isthmian  Canal,  and  from  the  commencement  of  the  preliminary  in- 
vestigations and  surveys,  to  the  adoption  of  the  final  plan  and  the 
beginning  of  the  actual  construction  of  the  Panama  Canal,  Mr.  Noble 
was  continuously  identified  with  the  project  and  deserves  as  much 
credit  for  the  solution  of  the  engineering  problems  as  any  other  one 
who  has  been  connected  with  this  great  work. 

In  July  13^97,  he  was  appointed  by  President  McKinley  a  member 
of  the  United  States  Board  of  Engineers  on  Deep  Water  Ways,  which 
made  surveys  and  estimates  of  cost  for  a  ship  canal  from  the  Great 
Lakes  to  deep  water  in  the  Hudson  River. 

In  November  1901,  the  city  authorities  of  Galveston,  Texas,  ap- 
pointed Alfred  Noble  along  with  Henry  C.  Ripley  and  General  Robert, 
as  a  board  of  engineers  to  devise  a  plan  for  protecting  the  city  and 
suburbs  from  future  inundation.  They  reconmiended  the  building 
of  a  solid  concrete  wall  over  three  miles  long  and  seventeen  feet  in 
heifi:ht  above  mean  low  water,  the  raising  of  the  city  grade,  and  the 
making  of  an  embankment  adjacent  to  the  wall;  the  whole  to  cost 
about  three  and  a  half  million  dollars,  which  plan  has  since  been 
carried  into  effect. 

From  1902  to  1909,  Mr.  Noble  was  chief  engineer  of  the  East 
River  Division  of  the  New  York  extension  of  the  Pennsylvania  Rail- 
road, and  was  in  entire  charge  of  this  most  difficult  piece  of  work, 
involving  as  it  did,  a  very  accurate  survey  across  Manhattan,  and  the 
construction  of  the  foundations  of  the  Pennsylvania  Station,  of  the 
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land  tunnels,  and  of  the  East  River  tunnels  which  were  very  trouble- 
some. 

Since  1909,  he  has  been  engaged  in  general  practice  as  a  consulting 
engineer,  the  firm  name  being  Noble  and  Woodard.  Probably  the 
most  important  work  dealt  with  was  in  relation  to  the  dry  docks  built 
for  the  United  States  Government  near  Honolulu.  He  was  also  for  a 
time  consulting  engineer  to  the  Quebec  Bridge  Board,  also  consulting 
engineer  for  the  Board  of  Water  Supply,  New  York  City,  and  for  the 
Public  Service  Commission  of  the  First  District  of  the  State  of  New 
York. 

He  was  a  past-president  of  the  Western  Society  of  Engineers,  the 
American  Society  of  Civil  Engineers,  and  the  American  Institute  of 
Consulting  Engineers.  He  was  elected  to  the  Council  of  this  Society 
in  1912  and  had  served  several  years  on  the  Library  Committee. 

In  1910,  he  was  awarded  the  John  Fritz  Medal  for  notable  achieve- 
ments as  a  civil  engineer,  and  in  the  same  year  was  elected  an  honorary 
member  of  the  Institution  of  Civil  Engineers  of  Great  Britain,  a 
distinction  which  no  other  American  has  had.  In  1912,  he  received 
the  Elliott  Cresson  Medal  of  The  Franklin  Institute  in  recognition  of 
his  distinguished  achievements  in  the  field  of  civil  engineering. 

Mr.  Noble  was  deeply  interested  in  an3rthing  aflPecting  the  status 
of  the  engineering  profession.  His  imfailing  good  humor,  his  kindli- 
ness and  sweetness  of  disposition,  his  sound  common  sense  and  good 
judgment,  his  youthful  mentality,  his  quick  and  very  sure  perception, 
and  his  modesty,  invariably  impressed  his  colleagues  with  whom  he 
worked  on  many  committees,  and  commissions  in  which  he  was  so 
active. 

He  possessed  a  combination  of  strength,  gentleness,  tact  and  dis- 
cernment rarely  met  with.  He  was  universally  respected  by  all  who 
had  any  business  dealings  with  liim.  The  plain  workman,  the  man 
with  the  pick  and  shovel,  the  contractor  under  him,  the  highly  trained 
technical  engineer,  or  the  president  of  a  great  corporation,  all  ap- 
preciated the  nobility,  simplicity,  and  nigged  honesty  of  his  character. 
His  personality  was  such  as  to  evoke  the  faithful  and  enthusiastic 
loyalty  of  his  subordinates,  and  the  deep,  strong,  and  lasting  affection 
of  all  those  who  were  honored  with  his  friendship. 

At  the  funeral  services  on  the  evening  of  April  2-1,  the  Society 
was  represented  by  Jesse  M.  Smith,  Past-President  and  Member  of 
the  Council ;  Leonard  Waldo,  Chairman,  and  E.  G.  Spilsbury  of  the 
Library   Conmiittee,   Charles  Whiting  Baker, -Rudolph  Hering,   J 
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Waldo  Smith,  C.  M.  Wales,  W.  L.  Saunders,  and  Calvin  W.  Rice, 
Secretary. 

WALTBB   AKBBOSE   PEARSON 

Walter  Ambrose  Pearson  was  born  in  Putnam,  Conn.,  on  July  3, 
1869,  and  died  in  New  York  on  January  25,  1914.  He  was  educated 
at  Tufts  College,  Mass.,  where  he  was  graduated  in  1890  with  the 
degree  of  B.A.  Immediately  afterward  he  entered  the  employ  of  the 
West  End  Street  Railway  Company  of  Boston,  which  was  then  going 
through  the  early  stages  of  electric  railway  development.  Mr.  Pear- 
son was  employed  first  as  a  station  operator. 

In  1893,  Mr.  Pearson  went  to  Brooklyn,.  N.  Y.,  to  take  charge  of 
the  electric  installation  of  the  Brooklyn  Heights  Railroad  Company, 
as  electrical  engineer,  and  in  189i6,  imdertook  similar  work  for  the 
Metropolitan  Street  Railway  Company  of  New  York.  Here  he  was 
active  in  the  development  of  the  Lenox  Avenue  underground  electric 
system,  the  first  to  be  developed  in  this  country.  In  1906,  he  went 
to  Niagara  Falls  for  the  Electric  Development  Company  of  Ontario, 
in  charge  of  the  electrical  installation  and  construction  of  this  com- 
panjr^s  power  house  at  Niagara  Falls. 

In  1910,  Mr.  Pearson  went  to  Rio  de  Janeiro,  Brazil,  remaining 
for  two  years  as  assistant  general  manager  of  the  Rio  de  Janeiro 
Tramway,  Light  and  Power  Company.  Poor  health  due  to  climatic 
conditions  forced  his  return  and  he  became  associated  with  the  bank- 
ing house  of  Bertron,  Griscom  &  Company  as  consulting  engineer, 
with  which  he  was  connected  at  the  time  of  his  death. 

He  was  a  member  of  the  American  Institute  of  Electrical  Eugi- 
neers,  the  New  York  Railroad  Club,  and  the  Engineers  Club  of  New 
York,  and  was  prominent  in  Masonic  circles. 

RODNEY    C.    PENNEY 

Rodney  C.  Penney  was  born  in  East  Addington,  Me.,  on  November 
11,  1853,  and  was  educated  in  the  schools  and  the  Eastern  Maine 
Conference  Seminary  of  Bucksport,  Me.  His  first  shop  experience  was 
with  his  father  at  St.  Johns,  N.  B.,  and  his  apprenticeship  was  served 
in  the  shop  of  the  Bangor  &  Piscataquis  R.  R.  of  Oldtown,  Me.,  also 
under  his  father  who  was  master  mechanic  of  the  railroad.  He  served 
for  a  short  time  as  locomotive  engineer  on  the  Bangor  &  Katahdin 
Iron  Works  of  Brownsville,  Me.,  and  in  1885,  became  general  manager 
of  the  Mouson,  Me.,  Slate  Company.    Twelve  years  later  he  came  to 
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Bangor  as  general  manager  of  the  Hinckley  Engineering  Iron  Works^ 
and  during  this  time  was  instrumental  in  consolidating  his  firm  with 
the  Bangor  Poimdry  &  Machine  Company,  under  its  present  name  of 
the  Union  Iron  Works. 

With  several  others  he  then  formed  the  Penobscot  Machinery 
Company  of  whicli  he  became  president  and  manager.  At  the  time 
of  his  death  he  was  acting  as  Eastern  representative  and  mechanical 
engineer  of  the  Dodge  Manufacturing  Company. 

Mr.  Penney  served  for  a  short  time  in  the  Senate  of  the  Maine 
Legislature. 

FRANKLIN   PHILUP8 

Franklin  Phillips,  president  of  Hewes  &  Phillips  Iron  Works  of 
Newark,  N.  J.,  died  in  that  city  on  February  9,  1914,  after  a  brief 
illness.  He  was  bom  in  Newark  in  1857,  and  was  a  son  of  John  M. 
Phillips,  founder  of  the  Hewes  &  Phillips  Company. 

He  was  educated  in  the  public  schools  and  at  Stevens  Institute  of 
Technology  and  Cornell  University,  graduating  from  the  last  in  1878, 
and  immediately  entering  his  father^s  firm,  in  which  he  was  active  up 
to  the  time  of  his  death. 

Mr.  Phillips  had  a  broad  reputsTtion  as  a  steam  and  hydraulic 
engineer  and  was  frequently  called  into  consultation  by  eminent  engi- 
neers in  relation  to  large  engineering  projects.  He  was  president  of 
the  New  Jersey  Foundrymen's  Association  and  was  actively  interested 
in  all  civic  movements  that  had  for  their  object  the  prosperity  and 
up-building  of  his  city  and  state.  He  was  a  member  of  the  Newark 
Board  of  Trade  and  of  the  Essex  Club  and  was  quartermaster  sergeant 
of  the  Essex  Cavalry  Troop  and  had  been  major  and  inspector  of 
small  arms  of  the  New  Jersey  iSecond  Begiment  of  Infantry. 

WILLIAM   BLEEOKEK  POTTER 

William  Bleecker  Potter,  founder  and  manager  of  the  St.  Louis 
Sampling  &  Testing  Works  and  one  of  the  best  known  mining  engi- 
neers and  metallurgists  in  the  United  States,  died  at  his  home  in  St. 
Louis,  on  July  14,  1914. 

Mr.  Potter  was  born  in  Schenectady,  N.  Y.,  March  23,  1846,  and 
received  his  A.B.  degree  at  Columbia  in  18t>6,  his  A.M.  in  1869,  and 
his  E.M.  in  the  School  of  Mines,  Columbia,  in  1869.  After  his  grad- 
uation he  studied  for  a  time  in  Germany.  He  acted  as  assistant  in 
geology  at  (■ohimbia  from  1869  to  1871,  and  was  an  assistant  in 
geological  survey  in  Ohio. 


1108  NECROLOGY 

In  1871,  he  was  appointed  professor  of  mining  and  metallurgy  in 
Washington  University,  the  year  in  which  tliis  chair  was  founded,  and 
remained  at  the  head  of  the  department^  which  had  a  phenomenal 
growth,  imtil  1893.  The  department  was  abandoned  after  his  resigna- 
tion. 

He  founded  the  St.  Louis  Sampling  &  Testing  Works  in  1886,  as 
a  metallurgical  and  chemical  laboratory  for  the  benefit  of  the  students 
of  Washington  University. 

In  1889,  he  was  placed  on  the  board  of  the  Missouri  Geological 
Survey  and  served  until  1893.  He  was  an  assistant  in  geological 
survey  in  Missouri  from  1872  to  1874,  engineer  of  the  Pilot  Knob 
Iron  Company,  1874  to  1878,  metallurgist  for  the  Vulcan  Iron  & 
Steel  Works,  1876  to  1878,  and  chief  engineer  of  the  Iron  Mountain 
Mining  Company  from  1882  to  1893. 

Mr.  Potter  was  widely  known  both  as  a  practising  and  consulting 
engineer.  He  was  a  past-president  of  the  American  Institute  of  Min- 
ing Engineers  and  of  the  >St.  Louis  Engineers'  Club,  and  a  member 
of  the  Mining  and  Metallurgical  Society  of  America,  and  a  corre- 
sponding member  of  the  New  York  Academy  of  Science,  Wisconsin 
Academy  of  Science  and  National  Geographic  Society- 
He  received  the  honorary  degree  of  Sc.D.  from  Columbia  Uni- 
versity in  1904,  in  recognition  of  his  services  in  the  field  of  mining 
and  metallurgy. 

EDWABD   PUCHTA 

Edward  Puchta  was  born  October  15,  1870,  in  Washington,  Mo., 
and  received  his  education  in  the  public  schools  and  at  Washington 
University,  from  which  he  was  graduated  with  the  degree  of  M.E.  in 
1892.  In  1894,  he  entered  the  service  of  the  Western  Electric  Com- 
pany in  Chicago  as  draftsman.  From  18(97  to  1899,  he  was  employed 
by  tlie  Diesel  Motor  Company  of  Ameri(;a,  as  assistant  engineer,  under 
the  supervision  of  Col.  E.  D.  Meier,  spending  the  first  four  months 
of  his  time  abroad  supervising  tiie  construction  of  engines  being  made 
for  them  in  Germany. 

In  1899,  he  returned  to  the  Western  Electric  Company  as  chief 
draftsman,  becoming  in  1901,  assistant  superintendent  of  the  Chicago 
shops.  He  held  this  position  until  1913,  when  he  was  appointed  as- 
sistant superintendent  in  charge  of  the  employment  and  welfare  work 
for  the  Hawthorne  Works  of  that  company,  continuing  in  this  work 
until  the  time  of  his  death  on  February  25,  1914. 
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CHARLES   W.   RICHARDS 

Charles  W.  Richards  was  bom  December  4,  1867,  in  New  York 
City  and  received  his  education  in  the  public  schools.  He  served  his 
apprenticeship  with  Joseph  Edwards  &  Company  of  Xew  York.  In 
1837,  he  entered  the  employ  of  Henry  R.  Worthington  &  Company, 
as  machinist,  and  was  subsequently  connected  with  the  Boston  Heating 
Company  as  assistant  engineer,  with  the  United  Electric  Traction 
Company  as  construction  engineer,  with  the  Cumner-Richards  Com- 
pany, in  Boston,  electric  construction  business,  with  the  Consolidated 
Electric  Car  Lighting  Company  as  general  manager,  with  Stone  & 
Webster,  in  electric  railroad  construction,  with  the  sales  department 
of  Chase-Shawmut  Company  and  that  of  the  Simplex  Electric  Heating 
Company,  with  the  Boylston  Manufacturing  Company  as  superin- 
tendent, and  with  the  Stevens-Duryea  Company  of  Chicopee  Falls, 
Mass.,  as  superintendent.  At  the  time  of  Ms  death  he  was  manager 
of  the  Driggs-Seabury  Ordnance  Corporation  of  .Sharon,  Pa. 

Mr.  Richards  was  a  member  of  the  Society  of  Automobile  Engi- 
neers, and  had  served  on  the  board  of  directors  of  the  Connecticut 
Valley  Metal  Trades  Association. 

HEKRY   K.   ROWELL 

Henry  K.  Rowell  was  bom  June  1,  1870,  at  Charlestown,  Mass., 
and  after  completing  his  education  in  the  public  schools,  entered  the 
office  of  E.  A.  Buss,  mill  engineer,  in  Boston.  He  was  subsequently 
connected  with  Lockwood,  Greene  &  Company,  and  during  the  last 
eight  years  with  Charles  T.  Main.  Mr.  Rowell's  experience  in  mill 
work  was  very  extensive  and  he  was  responsible  for  the  organization 
and  construction  of  many  well-known  plants,  including  the  textile 
plant  of  the  Edwards  Manufacturing  Company,  Augusta,  Me.,  the 
textile  plant  of  the  Pepperell  Manufacturing  Company,  Biddeford, 
Me.,  the  woolen  weave  mill  of  S.  Slater  &  Sons,  Inc.,  Webster,  Mass., 
and  many  others. 

Mr.  Rowell  made  studies,  reports  and  valuations  on  many  mills 
and  wrote  a  number  of  monographs,  one  of  wliich.  Organization  of  the 
Carding  Department  in  Cotton  Mills,  read  before  the  National  As- 
sociation of  Cotton  Manufacturers  in  1911,  deserves  special  mention. 

He  died  at  his  home  in  Waltham,  Mass.,  on  August  9,  1914. 

OKOKGE   C.    SCHOFF 

George  C.  Schoft'  was  born  in  Annapolis,  Md.,  on  September  28, 
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1867,  and  was  educated  at  St.  Johns  College  and  at  the  University 
of  Arkansas,  Fayetteville,  from  which  he  received  the  degree  of  C.E. 
in  11889.  After  his  graduation  he  remained  at  this  institution  as  an 
instructor  and  assistant  professor  for  several  years. 

In  1893,  he  became  associated  with  J.  M.  Witham  of  Philadelphia, 
consulting  engineer,  as  first  assistant,  resigning  in  1S95,  to  enter  the 
Philadelpliia  sales  oflSce  of  the  Babcock  &  Wilcox  Company,  where  he 
remained  imtil  the  time  of  his  death,  January  ^1,  1914.  He  repre- 
sented the  company  in  the  design  of  a  number  of  large  power  plants 
throughout  eastern  Peimsylvania,  Maryland  and  Virginia. 

Mr.  Schoff  was  a  member  of  the  Union  League  Club  of  Phila- 
delphia. 

M.   W.   SEWALL 

M.  W.  Sewall,  who  died  at  his  home  in  New  York  on  May  27, 
1914,  was  bom  in  Brownville,  Me.,  on  August  2,  1852,  and  received 
his  technical  education  in  the  Maine  State  College  of  Agriculture  and 
the  Mechanic  Arts,  graduating  in  1875,  with  honors.  In  the  following 
year  he  entered  the  employ  of  The  Baldwin  Locomotive  Works  in  Phil- 
adelphia. In  1878,  he  became  head  draftsman  for  the  Edge  Moor 
Iron  Company,  and  had  subsequent  experience  as  draftsman  and 
superintendent  of  erection  on  machine  and  boiler  shop  tools,  for  Hilles 
&  Jones  of  Wilmington,  Del.,  and  in  designing,  erecting  and  fitting 
up  the  new  shops  of  the  Yale  &  Towne  Manufacturing  Company.  In 
1884,  he  became  assistant  engineer  of  the  Pneumatic  Dynamite  Gun 
Company  of  New  York,  where  he  had  charge  of  the  erection  of  guns 
on  board  the  U.  S.  S.  Vesuvius.  He  was  also  for  a  short  time  with 
the  Cable  Road  of  New  York,  where  he  had  charge  of  designs  of 
winding  machinery.  » 

At  the  time  of  liis  death  he  had  been  in  the  employ  of  the  Bab- 
cock &  Wilcox  Company,  New  York,  for  22  years,  having  liad  general 
supervision  of  the  drafting  room  for  the  earlier  part  of  this  period, 
and  devoting  his  time  of  late  to  experimental  work  on  chain  grate 
stokers,  furnace  design,  and  improvements  in  boiler  setting.s.  He  had 
made  a  number  of  inventions  in  this  field. 

Mr.  iSewall  was  esteemed  by  all  who  know  him  for  his  conscientious 
spirit,  upright  character  and  gentleness.  He  was  imselfish  in  impart- 
ing the  results  of  his  experiments  to  others  and  was  ever  ready  to  lend 
a  helping  hand  to  those  about  him. 
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81DNBY   LRBOY  SMITH 

Sidney  Leroy  Smith,  who  was  born  in  Boston,  Mass.,  March  2Qy 
IS3S,  died  in  the  same  city  on  May  25,  1914.  He  was  graduated  from 
Dartmouth  College  with  the  B.S.  degree,  and  his  first  position  was  as 
resident  engineer  in  charge  of  the  construction  of  a  railroad  between 
Sheboygan  and  Fond  du  Lac,  Wis.  In  186,1,  he  entered  the  engineer 
corps  of  the  United  States  Navy,  continuing  in  the  service  after  the 
close  of  the  war.  At  the  time  of  his  resignation  in  1884,  he  was  acting 
as  assistant  engineer.  From  1894  to  1897,  Mr.  Smith  was  super- 
intendent of  the  Roxbury  Carpet  Company,  Boston,  Mass. 

Mr.  Smith  was  a  member  of  the  American  Society  of  Naval  Engi- 
neers and  of  the  Loyal  Legion. 

ALBERT   STBARNS 

Albert  Steams  was  born  in  Sindge,  N.  H.,  December  20,  1833. 
When  21  years  of  age  he  was  appointed  to  serve  on  the  metropolitan 
police  force  in  Brooklyn,  N.  T.,  and  six  years  later  received  the  rank 
of  sergeant.  At  the  outbreak  of  the  Civil  War,  he  temporarily  re- 
signed this  position  to  organize  Company  I  of  the  131st  Regiment, 
New  York  Volunteers.  He  served  with  distinction  throughout  the 
war:  while  in  Louisiana,  as  provost  marshal  and  judge,  also  as 
sheriff,  Department  of  the  Gulf ;  and  as  military  street  conmiissioner 
in  Savannah,  6a.  His  labors  there  were  conmiended  by  Gen.  William 
T.  Sherman  in  his  published  report  of  May  9,  1865. .  He  was  slightly 
wounded  at  the  battle  of  Cedar  Creek  and  was  brevetted  a  major  for 
bravery  in  action.  Major  Steams  was  the  author  of  a  book.  Reminis- 
cences of  the  Late  War,  which  gives  an  entertaining  account  of  the 
years  spent  in  his  country's  service.  At  the  conclusion  of  the  war  he 
was  offered  the  rank  of  captain  in  the  metropolitan  police  force,  a 
position  he  retained  until  1870.  In  that  year  he  became  connected 
with  Church  &  Company,  Syracuse,  N.  Y.,  manufacturers  of  bicarbon- 
ate of  soda,  and  for  33  years  served  them  as  superintendent  of  fac- 
tories and  chemical  works,  as  inventor  of  labor-saving  devices  and 
machines,  and  also  as  purchasing  agent  and  confidential  advisor.  After 
the  consolidation  of  Church  &  Company  with  the  John  Dwight  Com- 
pany, chemical  manufacturers,  Mr.  Steams  became  superintendent  of 
the  new  concern,  the  Church  &  Dwight  Company.  This  position  he 
held  for  17  years.  He  retired  from  active  work  in  April,  1913,  and 
returned  to  Brooklyn,  N.  Y.    He  died  April  21,  1914. 
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JOHN   CHRISTIAN   HENRY   8TUT 

John  Christian  Henry  Slut  was  bom  in  Germany  on  January  11, 
1861,  and  was  educated  in  public  and  private  schools.  He  served  his 
apprenticeship  in  Germany  and  in  1870,  came  to  the  United  States, 
entering  the  Union  Iron  Works  in  San  Francisco  as  a  draftsman.  He 
also  served  an  apprenticeship  with  several  firms  in  the  same  city.  He 
designed  the  plans  for  tlie  American  Sugar  Refinery  in  that  city  in 
1885,  and  acted  as  constructing  engineer  for  the  Cable  Bailroad, 
during  his  association  with  the  Omnibus  Cable  Company.  He  was 
also  associated  with  the  Presidio  &  Ferries  Railroad  of  San  Francisco 
and  the  California  Street  Cable  Railroad  as  constructing  engineer, 
and  designed  the  plans  for  the  ^lameda  Sugar  Company  at  Alvarado, 
Cal. 

At  the  time  of  his  death,  Mr.  Stut  had  for  a  number  of  years 
conducted  a  private  consulting  business,  specializing  in  cable  and 
electric  roads,  sugar  refineries,  etc. 

WARREN   H.    TAYLOR 

Warren  H.  Taylor,  one  of  the  best  bank  lock  and  fine  lock  experts 
in  the  country,  and  superintendent  of  the  bank-lock  department  of 
Yale  &  Towne  Manufacturing  Company,  died  at  his  home  in  Stam- 
ford, Conn.,  on  June  11,  1914.  Mr.  Taylor  was  born  in  Winchendon, 
Mass.,  February  17,  1846,  and  was  educated  in  public  and  private 
schools.  He  served  an  apprenticeship  as  a  machinist  with  his  uncle 
in  Milford,  N.  H. 

When  the  Civil  War  broke  out  Mr.  Taylor,  though  quite  young, 
enlisted  in  a  New  Hampshire  regiment,  but  was  prevented  by  illness 
from  going  into  service.  Upon  his  recovery  he  returned  to  his  trade 
of  machinist,  entering  the  employ  of  a  sewing  machine  company  at 
Winehendon,  wliere  ho  remained  a  year  and  a  half.  Subsequently 
he  worked  for  the  Smitli  &  Wesson  Arms  Company,  Springfield, 
Mass.,  the  Remington  Arms  Company,  I  lion,  X.  Y.,  for  a  lock  coni- 
j)any  founded  by  Linus  Yale's  father  at  Newport,  N.  Y.,  and  for 
Linus  Yale,  Jr.,  at  Shelburne  Falls,  Mass.,  with  the  company  which 
has  since  become  the  Yale  &  Towne  Manufacturing  Company  of  Stam- 
ford. Li  the  spring  of  18G8,  Mr.  Taylor  went  with  Mr.  Yale  to 
Stamford  and  was  with  tin*  firm  until  the  time  of  his  death.  The 
many  inventions  and  patents  which  have  been  issued  to  him  in  con- 
junction witli  tli(»  manufacture  of  their  products,  numbering  over  200, 
are  universally  known. 
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During  his  many  years  of  service  with  the  company  he  was  as- 
8tx»iated  with  about  every  branch  its  operations  cover.  It  is  an  inter- 
esting fact  that  at  the  beginning  of  his  service  he  was  associated  with 
the  bank-lock  department  and  at  the  end  he  was  the  head  of  the  de- 
partment. During  about  ten  years  he  acted  as  general  superintendent 
of  the  company.  Most  of  Mr.  Taylor's  inventions  had  to  do  with  pin 
locks,  but  he  made  a  number  of  important  inventions  in  connection 
with  post  office  }ock  boxes  which  have  been  used  by  the  United  States 
(lovernment. 

Mr.  Taylor  took  an  active  interest  in  public  affairs  and  was  a 
member  of  the  Board  of  Appropriation  and  Apportionment.  He  was 
one  of  the  charter  members  of  the  Board  of  Trade.  He  was  a  member 
of  the  Stamford  Yacht  Club,  the  Democratic  Club  of  New  York,  and 
the  Eeform  Club  of  New  York. 

ALFRED   p.   TRAUTWEIN 

Alfred  P.  Trautwein,  vice-president  of  the  American  Welding 
Company,  Carbondale,  Pa.,  died  at  his  home  in  that  city  on  August  5, 
1^14.  He  was  born  in  New  York  City  on  October  10,  1857,  and  was 
graduated  from  Stevens  Institute  of  Technology  in  1876.  In  the 
same  year  he  entered  the  employ  of  the  Continental  Iron  Works, 
Brooklyn,  as  mechanical  draftsman  and  engineer,  engaged  in  the  con- 
struction of  coal  and  water  gas  works,  fuel  gas  plants,  ice  making  and 
refrigerating  machinery  and  marine  construction.  In  1889,  he  re- 
moved to  Carbondale  and  entered  the  Hendrick  Manufacturing  Com- 
pany as  superintendent  and  consulting  engineer.  Ten  years  later  he 
organized  the  Carbondale  Machine  Company  and  was  president  for 
a  number  of  years.  He  also  organized  the  Carbondale  Supply  Com- 
pany, the  Carbondale  Chemical  Company,  now  known  as  the  Carbon- 
dale Calcium  Company,  the  American  Welding  Company,  and  the 
Carbondale  Instrument  Company.  He  was  also  one  of  the  reorganizers 
of  the  Consolidated  Telephone  Company  and  until  recently  was  one 
of  its  directors.  At  one  time  he  acted  as  president  of  the  American 
Acid  and  Alkali  Company  of  Bradford,  Pa.,  and  was  a  former  di- 
rector of  the  Buffalo  Cold  Storage  Company,  Buffalo,  N.  Y.  Mr. 
Trautwein  was  also  one  of  the  organizers  and  until  a  short  time  ago 
one  of  the  directors  of  the  Pioneer  Dime  Bank.  During  the  past  three 
years  he  had  devoted  the  greater  part  of  his  time  to  the  Barium  Pro- 
ducts Company  of  Scranton,  Pa.,  of  which  he  was  president.    He  was 
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a  director  in  the  Carbondale  Machine  Company  and  the  American 
Welding  Company  at  the  time  of  his  death. 

Mr.  Trautwein  first  pointed  out  the  advantages  of  the  anthracite 
coal  region  for  the  silk  industry,  and  it  was  through  his  persistent 
efforts  that  the  chain  of  Klots  Mills  was  located  in  the  r^on  of  Car- 
bondale. This  was  followed  in  turn  by  the  Empire  Silk  Company, 
and  Mr.  Trautwein  was  himself  one  of  the  organizers  of  the  Carbon- 
dale  Knitting  Company.  He  did  much  throughout  the  valley  to 
develop  its  industrial  interests,  and  while  he  never  took  an  active 
part  in  politics  he  was  always  ready  and  willing  to  lend  financial  and 
moral  support  to  every  movement  instituted  for  the  welfare  of  the 
community. 

He  served  Stevens  Institute  in  the  capacity  of  alumni  trustee  from 
1887  to  1890,  and  was  a  member  of  the  Engineers  Club  of  New  York, 
the  Manufacturers  Club  of  .Scranton,  the  Engineers  Club  of  Scranton, 
and  the  Drug  Trade  Club  of  New  York. 

MAX  JULIUS   ULRIOH 

Max  Julius  Ulrich,  designer  in  the  oil  engine  department  of  the 
De  La  Vergne  Machine  Company,  died  July  2-7,  1914,  after  a  three 
days'  illness. 

Mr.  TJlrich  was  born  at  Halle,  Germany,  February  8,  1866.  He 
was  educated  at  the  Royal  Technical  Institute  at  Halle  and  graduated 
from  the  Polytechnic  Institute  at  Karlsruhe.  He  served  an  ap- 
prenticeship to  Emil  Stahrer  at  Leipzig  from  1870  to  1873,  and  from 
1873  to  1874,  was  spent  in  the  drawing  room  of  W.  Uhland  at  Leipzig. 
He  later  spent  a  year  in  shop  experience  with  Sachsenberg  Brothers, 
Rosslaii,  in  building  mining  machinery,  and  from  1879  to  1881,  was 
designer  for  Messrs.  Haddick  &  Roethe,  pump-builders  at  Weissenfels, 
Germany. 

After  this,  he  came  to  the  United  States,  and  in  1882,  became 
superintendent  and  mechanical  engineer  of  the  Ulrich  Engine  Com- 
pany of  Florence,  Massachusetts,  where  he  remained  until  1894. 
During  this  time  he  invented  a  cut-oflE  motion  for  duplex  steam  pumps 
which  was  patented  in  the  United  States,  England  and  Germany. 
From  1892  to  1894,  he  served  also  as  designer  for  the  Deane  Steam 
Pump  Company,  at  Holyoke,  Massachusetts.  In  1894,  he  became  chief 
draftsman  of  the  Deane  Company  and  held  this  position,  with  the 
exception  of  three  years'  absence,  until  19Q1.  During  the  period 
from  1900  to  1902,  he  also  wrote  two  courses  for  the  International 
Correspondeiiee  Scliools  in  hydraulics  and  pumping  machinery  design. 
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In  1902,  he  came  to  New  York  as  chief  draftsman  for  the  Alberger 
Condenser  Company,  which  position  he  retained  until  1912.  His  first 
undertaking  here  was  the  designing  of  the  condensers  installed  in  the 
59th  Street  Power  Station  of  the  New  York  Subway,  by  the  Alberger 
Company. 

On  December  15,  1912,  he  became  designer  in  the  oil  engine  de- 
partment of  the  De  La  Vergne  Machine  Company,  and  held  this  posi- 
tion at  the  time  of  his  death. 

Mr.  TJlrich  was  a  member  of  the  Verein  deutscher  Ingenieure  and 
was  a  prominent  Mason. 

WILLIAM   DE   HERTBUKN    WASHINGTON 

William  De  Hertburn  Washington  was  born  June  29,  1863,  and 
died  August  30,  1914,  in  Hanover  County,  Virginia.  He  received  his 
early  education  at  private  schools  and  at  the  Maryland  Agricultural 
College,  where  he  took  a  special  course  in  mathematics  with  a  view 
to  entering  the  United  States  Naval  Academy.  He  changed  his  plans, 
however,  and  at  the  age  of  sixteen  began  work  on  an  engineering  corps 
of  the  Canal  and  Iron  Bailway.  He  was  afterwards  assistant  resident 
engineer  on  the  construction  of  the  West  Virginia  Central  &  Pitts- 
burgh Bailway,  and  later  in  the  office  of  the  Atlantic  &  Pacific  Ship 
Canal  Company.  He  entered  the  employ  of  C.  W.  Hathaway  &  Com- 
pany as  a  designer  of  special  machinery,  and  designed  many  original 
mechanical  devices,  including  steam  engines,  air  separators,  methods 
of  hydraulic  sheet  piling,  and  a  system  of  sinking  caissons  hydrau- 
lically,  which  has  been  successfully  used  in  many  of  the  large  buildings 
in  New  York  City. 

At  the  time  of  his  death,  Mr.  Washington  was  president  of  the  Hy- 
draulic Construction  Company,  New  York,  which  has  engineered  and 
constructed  many  important  industrial  plants  in  the  United  States. 
He  was  appointed  by  (Jovemor  Sulzer  as  consulting  engineer  to  the 
Highway  Commission  of  the  State  of  New  York,  and  was  a  delegate 
to  the  Third  International  Road  Congress.'  He  was  a  member  of  the 
American  Society  of  Civil  Engineers,  the  American  Institute  of  Min- 
ing Engineers,  and  a  fellow  of  the  National  Geographical  Society. 

GEORGE  WESTINGHOUSB 

George  Westinghouse,  Past-President  and  Honorary  Member  of 
the  Society,  died  in  New  York  on  March  12,  after  an  illness  of  several 


1116  NECROLOGY 

months.  He  was  bom  at  Central  Bridge,  N.  Y.,  October  6,  1846.  A 
few  years  later  his  father,  who  was  a  manufacturer  of  agricultural 
machinery,  moved  to  Schenectady,  where  the  boy  attended  the  public 
schools  and  outside  of  school  hours  and  during  vacations  studied  me- 
chanics and  learned  to  handle  machinery  at  his  father^s  shop. 

When  the  Civil  War  came  on  the  patriotic  ardor  which  filled  the 
youth  of  the  country  drew  young  Westinghouse  into  the  volunteer 
army.  Although  he  was  under  the  age  for  enlistment,  his  size  and 
strength  were  such  that  he  was  admitted  to  the  service,  first  joining 
the  cavalry.  In  December  1864,  he  became  an  assistant  engineer  in 
the  navy  serving  in  that  capacity  until  August  1866. 

After  the  war  lie  returned  to  Schenectadv  and  entered  Union  Ck)l- 
lege,  but  this  was  a  classical  institution  and  the  bent  of  young  West- 
inghouse was  in  the  direction  of  mathematics  and  engineering.  Acting 
upon  the  advice  of  the  president  of  the  college,  who  felt  that  such 
latent  ability  should  be  given  an  unrestricted  opportunity  for  growth, 
he  left  before  graduation  and  started  seriously  upon  his  career  in 
engineering. 

Putting  the  president's  advice  into  practice,  he  took  out  his  first 
patent.  He  had  seen  a  crew  of  railroad  men  tediously  working  to  re- 
place a  derailed  car  on  the  tracks  and  thought  their  primitive  methods 
were  wasting  time.  He  invented  a  simple  device  for  the  operation 
and  undertook  to  sell  it  to  the  railroads. 

On  one  of  his  journeys  "frog  selling,"  as  he  has  called  it,  he  was 
close  to  a  collision  of  trains.  The  brakemen,  tugging  at  their  hand- 
brake wheels,  did  their  best,  but  the  best  of  handbrakes  were  primitive 
affairs,  and  in  emergencies  almost  useless.  He  conceived  the  idea  of 
instantly  braking  an  entire  train  with  some  form  of  power  apparatus 
controlled  by  the  locomotive  engineer.  In  a  year  or  so,  after  much 
experiment,  he  was  satisfied  that  he  had  made  a  practical  design,  but 
he  was  without  capital  to  manufacture  the  equipment  of  even  a  single 
train  and  to  get  the  invention  tried.  He  went  to  Pittsburgh,  where 
he  obtained  encouragement  enough  to  begin  in  a  small  way.  He 
patented  the  air  brake  in  1867. 

The  first  train  to  which  this  brake  was  applied  ran  on  a  line 
west  from  Pittsburgli  and  on  what  is  now  a  portion  of  the  Pennsyl- 
vania Railroad.  During  the  trial  trip  a  collision  with  a  loaded  team 
stuck  on  a  grade  crossing  was  prevented.  This  practical  illustration 
of  the  utility  of  the  invention  led  to  the  adoption  of  the  brake.  Mr. 
Westinghouse,  retaining  the  control  of  his  invention,  undertook  to 
manufacture  it  and  organized  the  Westinghouse  Air  Brake  Company, 
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establishing  at  Pittsburgh  the  business  which  subsequently  becanio  the 
nucleus  of  the  many  industries  associated  with  his  name.  He  later 
applied  compressed  air  to  switching  and  signalling  and  utilized  elec- 
tricity in  this  connection.  From  tliis  grew  the  Union  Switch  and 
Signal  Company. 

His  introduction  of  electricity  into  switch  and  signal  work  led  him 
far  into  electrical  experiment  and  he  devoted  his  energies  to  a  cause 
in  which  few  then  believed,  tlie  adoption  of  the  alternating  current  for 
lighting  and  power,  in  which  he  had  to  meet  and  overcome  almost 
fanatical  opposition,  which  in  many  states  sought  legislation  against 
the  use  of  the  alternating  current  as  dangerous  to  the  public  welfare. 
In  1885,  he  acquired  the  patents  of  Gaulard  &  Gibbs,  and  having 
undertaken  a  comprehensive  study  of  the  distribution  and  utilization 
of  electrical  currents  in  a  large  way,  he  personally  devised  apparatus 
and  methods  for  the  work,  and  gathered  around  him  a  group  of  men 
who  were  to  become  experts  in  the  new  electrical  art.  He  also  organ- 
ized the  electrical  company  which  bears  his  name  and  undertook  the 
development  and  manufacture  of  the  induction  motor  which  made 
practical  the  utilization  of  the  alternating  current  for  power  purposes. 

The  Westinghouse  Machine  Company  was  established  by  Mr.  West- 
inghouse  in  the  80's  for  the  manufacture  of  high-speed  steam  engines, 
and  at  this  plant  has  come  in  succession  the  construction  of  large 
steam  engines,  gas  engines  and  steam  turbines. 

Following  the  discovery  of  natural  gas  in  the  Pittsburgh  region, 
Mr.  Westinghouse  devised  a  system  for  controlling  the  flow  and  for 
conveying  the  gas  over  long  distances  through  pipe  lines,  thus  sup- 
plying fuel  to  the  homes  and  factories  of  Pittsburgh.  He  took  up  the 
study  of  the  gas  engine,  and  for  ten  years  conducted  a  series  of  ex- 
haustive experiments  in  this  line,  at  the  end  of  that  time  putting  into 
commercial  use  a  gas  engine  of  large  power  for  electric  generating, 

Mr.  Westinghouse  introduced  the  Parsons  steam-turbine  into  this 
country,  adding  to  it  improvements  and  developments  of  his  own,  and 
others  carried  out  under  his  supervision.  The  reduction  gearing  for 
driving  the  propeller  shaft  of  a  ship  by  means  of  a  steam  turbine  was 
developed  at  the  Machine  Company^s  Works,  with  the  cooperation  of 
the  late  Admiral  Melville  and  John  H.  Macalpine.  Very  recently, 
also,  the  Westinghouse  air  spring  for  motor  vehicles  was  brought  out. 

It  is  impracticable  to  enumerate  here  the  inventions  which  Mr. 
Westinghouse  had  personally  made  or  those  which  his  staff  have 
brought  forth  under  his  supervision.  As  a  result  of  this  work  and 
enterprise,  there  have  grown  thirty  corporations  of  which  he  was 
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president  at  one  time,  employing  50,000  men,  with  works  at 
Wilmerding,  East  Pittsburgh,  Swissvale  and  Trafford  City,  Pa.;  at 
Hamilton,  Canada;  London  and  Manchester,  England;  Havre, 
France;  Vardo,  Italy;  and  at  Vienna  and  St.  Petersburg. 

Mr.  Westinghouse  made  many  visits  to  Europe  in  connection  with 
his  inventions  and  industries.  There  as  in  his  own  country  he  won 
the  friendship  of  the  foremost  men  of  his  time  and  the  high  esteem 
of  the  engineering  profession.  He  has  been  decorated  by  the  French 
Republic  and  by  the  sovereigns  of  Italy  and  Belgium ;  and  he  was  the 
second  recipient  of  the  John  Fritz  Medal  "for  the  invention  and  de- 
velopment of  the  air-brake,^'  Lord  Kelvin,  his  friend  of  many  years, 
having  been  the  first.  The  Konigliche  Technische  Hochschule  of 
Berlin  bestowed  upon  him  the  degree  of  Doctor  of  Engineering;  and 
his  own  college.  Union,  gave  him  the  degree  of  Ph.D.  The  EdisoD 
Gold  Medal  was  presented  to  him  in  1912,  for  his  "meritorious 
achievement  in  connection  with  the  development  of  the  altematiug 
system  for  light  and  power."  In  1913,  the  Grashof  Medal  of  the 
Verein  deutscher  Ingenieure,  the  highest  honor  in  the  gift  of  the 
engineering  profession  of  Germany,  was  awarded  to  Mr.  Westinghouse 
on  the  occasion  of  the  official  visit  to  Germany  of  the  American  So- 
ciety of  Mechanical  Engineers,  and  accompanying  the  medal  was  a 
certificate  which  read :  "To  George  Westinghouse,  who  opened  up  new 
fields  by  his  invention  of  the  automatic  railway  brake,  successfully 
fought  for  the  introduction  of  the  alternating  current  in  the  United 
States,  and  did  useful  work  in  the  designing  of  high-speed  machinery." 

Besides  his  honorary  membership  in  The  American  Society  of  Me- 
chanical Engineers,  Mr.  Westinghouse  was  one  of  the  two  honorar}- 
members  of  the  American  Association  for  the  Advancement  of  Science 
and  an  honorary  member  of  the  National  Electric  Light  Associa- 
tion. 

Mr.  Westinghouse  was  two  months  under  21  when  he  married 
Marguerite  Erskine  Walker,  who  with  a  son,  George  Westinghouse, 
Jr.,  survives  him.  She  was  his  sympathetic  and  understanding  com- 
panion throughout  his  whole  career. 
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